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The National Industrial Traffic League. 
Object—The gp of this league is 
hange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
lawe where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and 
promote, conserve and protect the cora- 
meroial and transportation interests. 
Meadquarters, Tacoma Bidg., 5 North 
La Salle St., Chicago. 


Officers. 

BR. GD, WU oo on ac Kecare ce scccs President 
Traffic Commissioner, Toledo Com- 
merce Club, Toledo, Ohio. 

K BOGUT ec ce cenccssviss .... Vice-President 
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W. P. Benson................ . President 
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The Traffic Club of Philadelphia. C. W. 
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The Traffic Club of Pittsburgh. Edward 
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The Transportation Club of Indianapolis. 
E. C. Merritt, Pres.; L. E. Stone, Secy. 
The Traffic Club of New England, Boston. 
Sam W. Manning, Pres.;: C. A. Ander- 
son,. Secy. 
The Transportation Club of Louisville. 
Henry S. Gray, Pres.; S. J. McBride, 


Secy. 
The Transportation Club of Toledo. E. 
D. Ryan, Pres.; Harry S. Fox, Secy. 


Charles 


fhe Traffic Club of Baltimore. J. Frank 
Ryley. Pres.: C. C. Kailer. Secy. 
The Traffic Club of Dallas. H. B. Lock- 


ett, Pres.; P. L. Wills, Secy. 


Transportation Club of Buffalo. John J. 
Mossman, Pres.; Henry Adema, Secy. 
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Wells Fargo 
Extends Its Financial and 
Foreign Business Facilities 








An Announcement of the Creation of the Office of Finan- 
cial and Foreign Manager, Wells Fargo & Company 








HE policy of Wells Fargo & 
4% Company has been consistently 

to enlarge and strengthen its 
financial and foreign work. 


The public had good evidence of this 
policy in the opening of the company’s 
new offices in London and Paris. By 
this step—taken only a few months 
before the outbreak of the great war 
—Wells Fargo & Company equipped 
itself to serve, in fullest measure, its 
American tourist patrons in the emerg- 
ency with which they were confronted 
while traveling abroad and when the 
customary channels of travel and 
financial exchange were temporarily 
interrupted. 


Again the public saw good evidence 
of a vigorous and progressive foreign 
policy when Wells Fargo sent repre- 


sentatives through Germany to recover 


thousands of pieces of baggage aban- 


doned by American travelers who had 
been caught in the maelstrom of Ger- 
man mobilization. 


On the first of February another 
definite step was taken by Wells Fargo 
& Company in the extension of its 
financial and foreign activities by the 
appointment of Mr. Bertram Lord as 
Financial and Foreign Manager. Mr. 
Lord brings to the company expert 
knowledge and long experience, here 
and abroad, in both domestic and for- 
eign financial exchange transactions. 
Under his supervision Wells Fargo’s 
financial and foreign capabilities will 
be extended to meet, in thoroughgoing 
fashion, both present conditions and 
those of larger measure yet to flow be- 
tween the United States and Europe. 
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STATE COMMISSIONERS AND INTER- 


STATE RATES. 





We are in receipt of a communication from 
one of our readers making objection to certain 
things said in an editorial in these columns in 
the issue of February 6, concerning the func- 
tions of members of state commissions in con- 
nection with interstate rates. Our correspondent 
does not wish his name used or his letter pub- 
lished and we are, therefore, under no obligation 
to make any reference to what he says, but the 
points that have occurred to him may have 
arisen in the minds of others and so, in the in- 
terest of fairness, where our correspondent is 
right, as well as for the justification of our own 
views where we still think them correct, we go 
into the subject again. 

The editorial referred to pointed out the activ- 
ity of certain state commissions in -opposing, at 


great expense of public money, the application, 


of western carriers for advanced interstate rates, 
as they have opposed other similar applications 
for increases. It showed that the law of Iowa, 
for instance, authorized no such proceeding, but 
limited the action of the state commission in 
the matter of interstate rates, to protesting 
against them after they were in effect. Passing 
this point, we took the ground that in such 
states the commissioners were violating the 
spirit, as well as the letter, of the law by using 
the money of the taxpayers (including the rail- 
roads) to oppose proposed increases without 
waiting to see whether or not they were fair or 
unfair. And further, we said, even if the course 
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of action objected to were legal or proper in 
itself, it was not proper in this particular in- 
stance for the reason that certain of the state 
commissioners represented, not only their states, 
but private clients from whom they presumably 
received fees. 

Our correspondent makes two points. The 
first is that we have made a general criticism of 
western commissioners on the ground of their 
having private clients whose interests are not 
necessarily identical with those of the state, 
whereas only one commissioner, so far as known, 
has such clients. He names Clifford Thorne, 
chairman of the Iowa commission, as this com- 
missioner, and he defends Mr. Thorne as honest, 
upright, and active in the interests of his con- 
stituents, and a man who would not allow pri- 
vate interest to interfere with his duty. 

We admit that, so far as we know, Mr. Thorne 
is the only commissioner subject to this stricture. 
Our object in not referring to him by name was 
that we did not wish to seem personal, since the 
matter was not a personal one, but rather a 
situation that in the general interest should be 
made clear. But we do not wish to involve 
others in a criticism that cannot properly apply 
to them. As to Mr. Thorne’s probity, we have 
not a word to say against it. Indeed, in the 
editorial in question, we pointed out that his 
acting for private clients was open and above- 
board and that we did not mean to insinuate 
that he would consciously betray his state. But 
we did insist that a man could not serve two 
masters and that it would be better to have no 
question of motives. 

The second point made by our correspondent 
is that it is ridiculous to hold that the power of 
state commissioners to protest against interstate 
rates is limited to action after the increases have 
been put into effect. That, he says, would sim- 
ply amount to giving the commissioners power 
to lock the door after the horse was stolen. He 
points out that in a later statute than the one 
we quoted, the lowa legislature gave the state 
commission power to retain a commerce counsel 
(which the state has done) with the evident in- 
tention of giving this officer power to look after 
the state’s interests more closely than was the 
case before, and that when Mr. Thorne acts as 
he does he may be considered, broadly and in 
common sense, to be acting under the powers 
thus conferred on the commerce counsel, though, 
strictly speaking, it is to the latter and not to 
the chairman of the state commission that the 
powers are given. 

As to the limitation on the action of the 
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state commission being ridiculous, we have only 
to say that we did not make it. The lawmakers 
of the state of Iowa did that, and if it be ridicu- 
lous. theirs is the blame as well as the power 
of applying the remedy. Our correspondent is 
right as to there being a statute empowering the 
Iowa commission to employ a commerce counsel, 
but if he will read that section carefully he will 
see that here, too, the power of action as to in- 
terstate rates is limited to rates already in effect. 
The powers given to the commerce counsel to 
investigate rates “to- be charged” are limited to 
intrastate rates. Moreover, even if they were 
not so limited and Mr. Thorne could be con- 
ceived as acting under them, certainly it would 
follow that he, in so acting, should also be gov- 
erned by the rest of the law applying to the 
commerce counsel. This law says: “No person 
* * * who has in any way or manner pecu- 
niary interest in any corporation or business 
subject to the jurisdiction of the state board of 
railroad commissioners or Interstate Commerce 
Commission, shall be eligible to said office, and 
the entering into the employ of or acquiring of 
any stock or other interest in any such corpora- 
tion or business by such attorney after his elec- 
tion or appointment shall disqualify him from 
holding said office or performing the duties 
thereof.” We think this sufficiently bars Mr. 
Thorne from acting under the privileges of com- 
merce counsel even if otherwise it would be 
proper. 

But, as we said in the former editorial, we are 
not considering and do not particularly care to 
discuss this subject as a matter of law. We do 
not care what the law is. Many things that are 
legal are not right. We have only, in order to 
illustrate this, to recall that the Iowa law pro- 
vides that the members of the state commission, 
their secretaries, experts and agents, shall be 
carried free on trains when traveling in the per- 
formance of their duties. We have had consid- 
erable to say in these columns about such laws 
as this, and we are glad to see that in some of 
the states where they disgrace the statute books, 
measures are being taken to erase them. And 
whatever the law is in Iowa or elsewhere, it is 
not right that a member of a state commission 
elected or appointed to represent the whole peo- 
ple, including the railroads, should act as prose- 
cutor when advances or changes in rates or reg- 
ulations are proposed. It becomes doubly wrong 
when the commissioner so acting is also the at- 
torney for private interests. 


There is nothing new or revolutionary in this 
theory that one who serves the public should not 


Vol. XV. No. 8 
also serve private individuals whose interests 
may conflict with those of the public. The lowa 


law prescribing eligibility qualifications for the 
commerce counsel of the state commission, 
quoted above, was enacted with a realization of 
the soundness of this theory. It is found even 
in city ordinances requiring that men-shall not 
be eligible to office as aldermen if* they are in 
the employ of companies that have contract re- 
lations with the city. It pervades our national, 
state, and municipal political structures every- 
where, but because there is no specific statute in 
Iowa on the subject the chairman of the state 
commission constitutes himself at once judge 
and advocate in cases where private clients em- 
ploy him. Neither is this private employment 
merely suspected or indirect. It is direct, well 
established, and openly admitted. 

The subject is broader than the mere question 
of whether Clifford Thorne appears properly 
in the Western advanced rate case. It goes to 
the whole matter of the method in which these 


cases are heard and conducted. The state com-. 


missions, appearing in such cases as this with- 
out, we think, the legal right to do so, and cer- 
tainly without justification in propriety, are rec- 
ognized without question as appearing rightfully, 
just as the prosecuting attorney or the attorney 
for the defense appears in a proceeding in court. 
For instance, in announcing the postponement of 
the hearings in the Western advanced rate case, 
the Interstate Commerce Commission gravely 
announced that the postponement was agreed to 
by Clifford Thorne. We do not mean to say 
that it is the duty of the Federal Commission to 
scrutinize the credentials of every person who 
appears before it. It should, perhaps, allow any- 
one to be heard who has anything to say. But 
it might at least refrain from dignifying and ex- 
plicitly recognizing a method of procedure which 
is, to our minds, not only improper but posi- 
tively illegal. 


TRUNK LINE SUSPENSIONS. 

The trunk lines are filing notices with the Interstate 
Commerce Commission further voluntarily suspending tar- 
iffs originally suspended by the Commission under I. & S. 
414—the Industrial Railways Case—until May 1, 1915, and 
later dates. This will give the Commission time in which 
to hand down its decision relative to so-called industrial 
railway conditions before these tariffs become effective. 
In the maantime notices of farther suspensions filed by 
the carriers will not be abstracted for use in the Daily of in 


the Traffic Bulletin. 


DEMURRAGE OFFICERS TO MEET. 


The American Association of Demurrage Officers will 
meet in annual convention at 10 a. m., Tuesday, March 23, 
at the Jefferson Hotel, Richmond, Va. 
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CURRENT TOPICS IN WASHINGTON 





Industrial Railways Argument.— 
One of the most striking facts in 
connection with the arguments on the 
phase of the industrial railways 
question that came up on February 
13 is that the railroad or public utili- 
ties commission of about every state 
involved has held the railroads that 
were before the federal Commission 
on that day to be common carriers. 
New Jersey may be an exception— 
the writer does not now recall. Every lawyer, at one 
point or another, felt constrained to remark that the 
state commission having jurisdiction disagreed with the 
view of the trunk lines that the particular short line 
was a plant facility or otherwise disqualified to maintain 
its share of the duties devolving upon a carrier that is 
a party to a through route and joint rate arrangement. 
Inasmuch as the trunk lines came to that conclusion on 
the report of the federal body in No. 4181, this declara- 
tion of the lawyers, in a way of speaking, was equivalent 
to saying to the Commissioners that, in view of the tap- 
line decision, the decision in No. 4181 was wrong and 
the Commissioners, by affirmative action, should deprive 
the trunk lines of their reason or excuse for not with- 
drawing the cancellation tariffs. 








Utility Regulation in the District.—Valuing the public 
utilities of the District of Columbia is also proving to 
be an expensive proceeding of doubtful worth. The 
utilities board got $100,000 from Congress a year ago 
and it is now asking $50,000 more. On the street cars 
of Washington, when there is a crowd in a car, it is a 
popular amusement to ask why the human sardines are 
paying large salaries to the local utilities board if its 
members cannot force the running of more cars than 
was the fact before the board was created. The popular 
answer is that the creation of the board has so increased 
the expenses of the street railroad companies that they 
cannot afford to run any more cars, but that the people, 
by creating the board, have relieved the congestion by 
providing salaries for the members of the board that 
enable them to travel in automobiles. That may not 
be a good joke, but it is making the people who pay the 
bills raise the question as to whether they are getting 
the worth of their money from the regulators. 





Yellow-Pine Blanket Decision.—Chairman Harlan may 
be, expected to adhere to the position he took with re- 
gard to tap and industrial lines, but the decision of the 
Commission in the complaint in which it was asked to 
divide the yellow-pine blanket is taken as indicating that 
if he does he will not have the support of his colleagues. 
The tap-line question was involved in the case men- 
tioned, because the tap lines are all down in the southern 
part of that big blanket, and one of the advantages their 
owners are supposed to have is a profit on the operation 
of those roads. If the operation of a tap line is an ad- 
vantage, then the advantages of the operators in the 
southern part of the blanket, instead of being lessened, as 
the majority of the Commissioners are taken to hold, are 
increased and the disadvantages of those in the northern 
part of the blanket are relatively increased. 
Commission did not follow that line of reasoning by the 
chairman. It held that the tap-line question had been 
settled and therefore the only duty before the Commission 
was to decide whether the continuance of the blanket 
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was not otherwise in violation of the law. On that point 
the Commission disagreed with Mr. Harlan. 





Some Accidents Explained—The Pennsylvania Rail- 
road Co., in a recent statement, makes a point against 
the manner in which the Commission makes public sta- 
tistics with regard to accidents. In 1914 the Pennsyl- 
vania is credited with having killed nineteen passengers. 
The ordinary citizen, in reading the report, would con- 
clude that the company had had accidents in which that 
many passengers lost their lives. The fact is that not 
one passenger riding on the million trains run by the 
company during that year lost his life by reason of an 
accident involving a train. Six were killed by falling, 
jumping or slipping from moving cars or trains; two in 
attempting to get on moving trains; two by slipping off 
station platforms in front of trains; one in jumping off 
a ferry boat; three in crossing the tracks in front of 
trains at stations; one by being struck by a coach and 
thus thrown under the train and the nineteenth by being 
assaulted and thrown from the train by another passenger. 





Southeastern Inequalities—The effective date with 
regard to all the decisions directing carriers to eliminate 
inequalities due to disregard of the long-and-short-haul 
provision and those incident to the basing-point system 
has been again postponed, this time until Oct. 1, 1915. 
It is doubtful whether the orders will be allowed to go 
into effect then. It would be too dangerous to enforce 
them now. It probably will be fully as dangerous next 
fall. The southern railroads are not in a position to 
have diverted one dollar taken from their tills or one 
dollar headed in that direction. They have suffered 
more harm from the war than the roads in other parts 
of the country. The bulk of the cotton crop remains to 
be moved. The exports during January and February 
exceeded exports for the corresponding months of any 
preceding year, but the total is still far behind the normal 
movement. The price of cotton is so low that even when 
farmers do sell and even when the movement toward 
the ports is begun, there is no such revival of business 
as would follow were the price above ten cents a pound. 
The farmers, with a few exceptions, are able to do no 
more than pay their debts. They are not buying any- 
thing. Therefore the railroads are not hauling anything. 





Extra Session Not Feared by Carriers.—An extraor- 
dinary session of Congress some time after March 4 is 
now regarded as certain. So far as the railroads are 
concerned, that will not be a direct calamity, because 
there are few chances of any legislation being put 
through. In the House a little more than a week ago 
Representative Good of Iowa asserted that the Rayburn 
securities bill was being held up in the Senate by orders 
from the White House. Similar assertions have been 
made in the Senate. They do not create any excitement, 
even among those who favor control over the issues of 
stocks and bonds. All well-informed men know that the 
railroads are not now in any condition to be further 
regulated. It is hard enough for them to get money for 
absolutely necessary things without the brake that would 
be placed upon the work of those who have to look 
after the renewal of the mortgage (bonds) or the issuance 
of new stock for the money wherewith to make extensions 
that will be needed when normal times return. Just 
now there appears to be a souring of the public on 
proposals further to hobble business efforts, notwith- 
standing the fact that conclusive proof has been fur- 
nished time and again that there has been looting of 
railroads by financiers. A. 3. FH. 
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“SCHEDULE C” RATES 


(Appendix to report of I. C. C. in transcontinental freight rate 
case, printed in The Traffic World last week, 32 1. 
611-658. The Appendix includes pages 635 

to 658, inclusive.) 
The Schedule C commodities are here shown, together 


with the rates now applicable, as well as the rates pro- 


*? 


Present rates. 


Articles. 


1160 Anepttio, sulphate of, in bags, present min. 
» 50,000 lbs.; proposed, 80,000 Ibs.2....................000 eee 

225 Soe ‘and bagging, burlap, gunny, hemp or jute, 

not colored artificially nor figured, painted, or 

printed with other than dealers’ or manufac- 

turers’ brands, not backed with paper or siz- 

ing, in bales; present min. c. |., 30,000 Ibs.; 

proposed, 40,000 Ibs 85 
235-4 Bags, burlap (cotton lined or paper lined), in 

bales; present min. c. 1., 30,000 lbs.; proposed 

40,000 Ibs 
490 Calcium, carbide of, in tin cans, boxed, in jack- 

eted cans, or in iron or ong cans or ra 


485 ~ Cabin’ chloride of, in iron drums; present min. 


e.L, 40,000 Ibs.; proposed, 60,000 Ibs 


! Transfer to schedule A. 
2 Rates named will also apply to Bay Shore, Cal. 


3 Group D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), 


Steamship Co. 


posed by the carriers, from eastern defined territories to 
Pacific Coast ports. The rates are given in cents per 100 
pounds and with carload minimum of 40,000 pounds unless 
otherwise stated. The figures in Roman type indicate 


carload rates, while those in bold face indicate less-than- 
carload rates: 


Proposed rates. 


Group H 
Group C. 
Group E. 

roup F. 


‘ 
x 


€ 





Mallcry Steamship Co., and Old Domnion 


4 Will not apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., nor Old Dominion Steamship Co. 


Canned goods, n. o. s., in metal cans, boxed; in 
glass or earthenware, packed in boxes; in pails 
or tubs packed in barrels, boxes or crates, or 
in bulk in barrels, half barrels, kits, or kegs, 
viz." 2 

Beans and peas, canned; present min. c. l., 
40,000 Ibs.; proposed, 60,900 Ibs.3..... 90 

Corn; present min. c.|., 40,000 !bs.; proposed, 
kk SE ee a eae 

Fish (not dried fish), including shellfish, 
cooked or partially cooked; clam broth; 
clam chowder; clam juice: sardines; boxed; 
present min. c. 1., 40,009 Ibs.; proposed, 


Fruits, not fruits preserved in alcoholic li- 
quor nor fruits dried, candied, ervstallized 
or stuffed; macaroni, baked, with or with- 
out cheese or vegetable ingredients; vege- 
tables (not dried vegetables, nor pickles), 
including pork and beans; catsup; kraut; 
soups; present min. c. |., 40,000 Ibs.; pro- 
posed, 60,000 Ibs 

Meats, with or without vegetable ingredi- 
ents, including potted or deviled meats; 
soups; pork and beans; present min. c. |., 
40,000 Ibs.; proposed, 60,000 Ibs.. .... 

Milk, condensed (liquid or dry), in metal 
cans boxed; or in glass or earthenware, 
packed in boxes; or in bulk in barrels; 
present min. c. 1., 40,000 Ibs.; proposed, 
60,000 Ibs. 

Mincemeat, in metal cans boxed; in glass or 
earthenware, packed in boxes; in paper 
hoxes, boxed; in pails or tubs, packed in 
barrels, boxes, or crates; or in bulk in bar- 
rels, half barrels, kits, or kegs; present 
min. c. |., 40,000 Ibs.; proposed, 60,000 Ibs. 

Tomatoes, canned; present min. c. |., 40,000 
Ibs.: proposed, 60,000 Ibs 

Cider and vinegar (not acetic acid), in glass, 
earthenware, or tin, boxed, or in wood, prepaid 
or guaranteed: present min, c. 1., 30,000 lbs.; 
proposed, 49,000 Ibs... . 
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Coal; present min. c. 1., 60,000 Ibs.; proposed, 


THE 
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Cocoa beans, in bags; present min. c. 1., 30,000 
Ibs.; proposed, 40,000 Ibs..................--- 85 
ffee, green, in sacks; present min. c. ]., 30,000 
Ibs.; proposed, 40,000 Ibs..................--- 80 
Compound, boiler, and tri-sodium, in boxes, 
barrels, or casks; present min. c. 1., 30,000 Ibs.; 
proposed, 40,000 Ibs...... SNe ee 75 
Confectioner’s milk and glucose paste, caramel 





paste, and prepared icing (but not including 

almond paste), in pails, casks, or barrels...... 

960-B Cotton factory sweepings, cotton waste, waste 

cotton (twisted), carded cotton, and wiping 

rags (cotton or shoddy), in bales, compressed 

or in boxes; present min. c. I., 24,000 lbs.; pro- 

PE SEE scbsbier cn cccscnvsnessseeene 

4865 Woolen waste, or woolen waste mixed with cot- 

ton waste or jute waste, manufactured for 

packing or wiping, and wool shoddy, com- 

pressed in bales; present min. c. 1., 30,000 lbs.; 

Ns BT IN nina ch cnndnns incense assis 

1190 Dry goods, in bales or in boxes, unless otherwise 
provided, viz: 

Towels and toweling, n. 0. s. and crash..... 

1040 Batts and calking, cotton; cotton wadding; 

iene ce mhanecindisns ee <Suineecnes 

1060 NN oii cla wcsan ae 'ncw'hniaenwcmmane 

1070 Comfortables and comforters (not including 

down, feather, or wool fleece comfortables 

OF iia cents sas ncedouncasssae 

1090 Buttons, agate and pants, and wooden and 

metal button molds, boxed.............. 


190 


110 


110 


190 


175 


85 
80 


75 


190 


110 


110 


190 


175 


85 
80 


75 


190 


110 


110 


190 


175 
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80 


75 


190 


110 


110 


190 


175 
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80 


75 


190 


110 
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190 


110 


110 


190 


175 
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190 


110 


110 


190 


175 


110 


110 


190 
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95 


150 


95 


150 


95 


150 


150 


150 


42 
75 
80 


95 


150 


150 


95 


150 
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150 


1 All items of canned goods to be combined at carload rate of 75 cents per 100 pounds, Groups A to J, inclusive, straight or mixed carloads, min. wt., 60,000 pounds. 
* Canned goods in uncovered boxes will be rated same as if packed in crates; if covers are included in car, loose or in bundles, they will be subject to actual weight 
at carload rate applicable on articles with which they are shipped. 


3 Above rating will apply on pork and beans. 


‘ Group A rate will apply also from St. Andrews, N. B Ae Ase ae : 
5 Group E rate will apply from Bay St. Louis, Biloxi, Gulfport, Mississippi City, Pass Christian, Scranton, Miss.; Bayou la Batre, Coden, 


pounds 


St. Elmo, and Theodore, Ala. 


6 Rate from Violet, La., and points on Louisiana Southern Ry. east thereof, will be 92 cents per 100 


? Carload rate from Key West, Fla., will be $1.20 per 100 pounds; wharfage charge at Key West, Fla., will be in addition to the rate named. 


8 Carload rate from Key West, Fla., on item 510-C, fruits, etc., will be $1.15 per 100 poun 


named. 


Grand Bay, Mobile, 


ds; wharfage charge at Key West, Fla., will be in addition to the rate 


9 Rate from Violet, La., and points on Louisiana Southern Ry. east thereof, will be 77 cents per 100 pounds, on item 515-C, fish. Group A rate will also apply from 


St. Andrews, N. B. 
1” Transfer to schedule B. 


1 Freight charges will be computed on basis of mine or point-of-origin weights, but not less than the prescribed minimum carload weight. 


12 Rate named will not apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., nor 


Steamship Co. ; 
13 Group J rate in schedule A. 


Item 
No. Articles. 


Dry goods, etc.—Continued. 
11050 Blankets, horse, burlap, duck, and shoddy. 
41065 SN isc coo teta et 


11075 Articles made wholly of cotton, viz: Blank-! 


eting, shoddy; blankets, cotton; blankets, 
shoddy; buckram; bunting; calicos; cam- 
brics, glazed, flat (not including tracing 
cloth); canvas (not embroidery); checks; 
cheviots; corduroy; cottonades; crash; 
damask (n. o. s., not including upholster- 
ing damask); dress goods; flannels; fuse 
cloth; ginghams; jeans; lining, dress; pillow 
cases: prints; scrims; sheeting; sheets; 
shirting; silesias; stripes; ticking; yarn; 
present min. c. 1., 30,0002 Ibs.; proposed, 
II nS alae ia al ais eee ease 
11140 Darning; knitting, and crochet cotton, in 
cases, or in cabinets, boxed............... 
11215 TN encore ele ae alti 
11220 Window-shade cloth, or Hollands and book- 
binders’ Hollands, in the piece, uncut and 
und2corated; present min. c. 1., 30,000 Ibs.; 





| 
' 


| 


PERE. SEED Te oink 0.c0no ni:nnnainedosne J 


£1390 Felts and pads (cotton), n. 0. s., shoddy felt and 
cotton linters made up into sheets, in bales, or 
UN ESL... te... ated np dds ain taabeneas 


1080-A Cotton drills, cheesecloth, cotton sheetings, | 


and cotton bagging, including clayed cot- 
ton bagging, bleached or unbleached, also 


cotton duck and cotton denims; present] 
min. c. ]., 30,000 Ibs.; proposed, 40,000 Ibs.3.} 


Earthenware, chinaware, majolica ware, stone- 
ware, viz: 


1240 Earthenware and stoneware, in boxes, bar-) 95 
rels, casks, tierces, crates, or hogsheads, } 150 


Sen. O55: DA MU. Gk. obtdvecsdes 5% 
685 China and majolica ware, not including orna- 
‘i ments, in boxes, barrels, or casks......... 
1255 Egg-case fillers, folded flat, in bundles: present 
min. c. |., 24,000 Ibs.; proposed, 40,000 Ibs... . 
Electrical goods, viz: 
1330 - Insulators, terra cotta, terra cotta and metal, 
clay, glass, iron, or porcelain, including 
insulators (similar to conduits) for use in 
buildings for protection against fire; also 
cross-arm pins and pole brackets, in bags, 
bundles, boxes, barrels, crates, or hogs- 
heads; present min. c. |., 40,000 Ibs.; pro- 
posed, 40,000 Ibs.7.......sessecee 


weer erere 


110 
160 


110 
160 


100 
145 


90 


90 


110 
160 


160 


110 
160 
165 


100 
145 


95 
150 


150 
90 


90 


110 
169 


160 


110 


160 


165 


100 
145 


95 
150 


150 
90 


90 


Present rates. 
oc 2 = 
a Qa Qa 
s Ss S 
£ 2 £ 
5 Oo US 
110 110 110 
160 160 160 
160 160 160 
110 110 110 
160 160 160 
165 165 165 
100 100 100 
145 145 «(145 
9 95 95 
150 150 150 
150 150 150 
9 9 90 
9 90 90 


Group G. 


110 
160 


160 


110 


160 


165 


90 
130 


95 
150 


150 
90 


90 


Group H. 


110 
160 


160 


110 
160 
165 


90 
130 


95 
150 


150 
90 


90 


Group J. 


110 
169 


16¢ 


110 
160 
165 

90 
130 

95 
150 


150 
90 


90 


a pene | 
ayyenneneemans ane 


Group A. 


90 
135 


(5) 
150 


150 
(5) 


80 


Group B. 


90 
135 


(5) 
150 


150 
(5) 


80 


Proposed rates. 


Old Dominion 





6 6€ &# « 6 @ & 
a 2 a a a Qa a. 
= = = Ss Ss S Ss 
£ £ £ £ £ 2 2 

5 6 6 6 Sd Ss SG 
9 9 «9 9 9 0 90 

135 135 135 135 135 135 135 

© @ @  @ @ 

150 159 150 150 150 150 150 

150 150 150 150 150 150 750 
6) 100 100 100 100 100 100 
80 80 80 80 80 80 80 
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1335-A Telegraph, telephone, and electric pole line 20% 


material, consisting of poles, cross arms, 
and cross-arm ne paw be for same; pins, an- 
chor and ground rods, ground anchors, 
thimbles, pole steps, pole guards, pole 
protectors, guy rods, guy hooks, messenger 20: 
clamps, cross-arm bolts, cross-arm ag 
—_, cross-arm naan, = 080 Tha =— 
8.5 


proposed. EN 0 6 cht ae ca theseu es bac 85 85 85 85 85 85 85 85 70 75 75 75 75 75 75 75 75 75 
1695-A Glass, window, ae (not bent), boxed; : 
— recentmin. c.1.,30,000 Ibs. ; proposed, 50,000 Ibs. 90 90 90 90 90 90 90 90 90 90 90 90 90 90 90 90 90 90 
61735-A_ Glycerine, in boxes, barrels, or drums; resent 
min. c. |., 30,000 Ibs.; proposed, 36,000 Ibs... 75 75 75 79 70 60 60 60 60 85 85 85 80 80 70 70 70 70 
Hardware ond _ iS, Viz: 
Hardware, v 
Hardware 85 described in items 30 to 114,) 475 375 175 175 (175 175 175 175 175 | de ‘ies nate ease cada 
senclasive bed in Hems 115 to 152,) 190 190 190 190 190 190 190 190 190 
2215 NE, NE I o aniks cicnnnccsices ee 160 160 160 160 160 160 160 160 160 : 20 
1855 Knobs for furniture and for locks; sash fas- : 
teners, locks, in boxes or barrels; present ; 
2505 a oi. te _ . 4 i alata neice maiea . it ee Ooi a aay es hetaw komen doeeeeue se ee sat arkiears oe 
, wa mowers (hand) sad grass catchers.| 195 125 195 125 125 125 13 12 15 9 9% % % % 9 9% 9% ‘ a 
Ibe.s proposed, 40,000 Ibs. edeugen [175 175 175 175 175 (4175 175 175 175 150 150 150 150 150 150 150 150 150 " 
2875 Metal keys for opening cans, in boxes, kegs, 
or barrels; present min. c. 1., 30,000 lbs .. 125 125 125 125 125 125 125 125 125....... 5 Hekpiek Se ROREs dew eeege wo aatauwncaamenbacdes 
3500 Pulleys (axle, frame, traveling and window 2 
), and spring hinges (iron or steel), in : 2: 
NT IITs 0 cv atennswcancecackcars 160 160 160 160 160 160 160 160 160 150 150 150 150 150 150 150 150 150 ie 2 
1850 Rail or track (iron or steel), door; eet 8 8 8 8 8% 8% 8% 8 8% 8% 8% 8% 8 8% 8% 8% 8 8 3 
min. c. |., 30,000 Ibs.; proposed, 40,000 Ibs..f 125 125 125 125 125 125 125 4125 4125 #4125 #%$125 #4125 #4125 #%125 #%125 #4125 #4125 # «125 a 


B, applying the Commission's per cents. Investigation having developed water competition necessitating rates lower than $1, they have been submitted to the Com- 


Proposed rate was made to submit to the Commission at Washington when schedule C was prepared and the higher rate is now published thereon under schedule 


& 


mission with the request that they be considered in connection with the schedule C items. 


? Present min. on yarn, straight c. |., 24,000 pounds. 
3 Rates on cotton duck and cotton denims published under authority of Interstate Commerce Commission Fourth Section Order 2152 of Nov. 15, 1912, 
‘ Will not apply on ornaments nor plumber's earthenware. 
5 Cancel rate. 
* Transfer to schedule A. 
7 Cross-arm pins and pole brackets may be taken in bags or bundles. 


8 Present I. ¢. 1. rate on orange clippers, files (clip or spindle), trouser and other clothes hangers, and wire fly killers (items 119, 125, 150, and 152, respectively), er 
$2.35 per 100 pounds. 
* Does not include brass or other trimmings or knobs for bedsteads in any form. fc 
‘© Handles for lawn mowers may be shipped in bundles. ‘ ; t! 
" Will not apply on power shafting or other machinery pulleys. Traveling pulleys may be shipped in bags. 
Present rates. Proposed rates. Ss 
Item j ? . ‘ ‘i : : : : . . . ; . 
No. Articles. 404 Oo A em =m OC Rs +t @ Oo Ame hUmOmlUCr US 
a a Q Qa Qa a a Cc Q Qa Qa a a a co = a Qa 
= 3 s a s 3 Ss Ss s s s 2 s 3 = rT s s 
g £ 2 2 FS zg S 2 £ 2 g £ 2 z £ E 2 2 
S 5 5 5 5 S o 5 5 0 5 5 5 5 o So 5 oS § 











Hardware and tools, viz—Continued. 
Hardware, viz—Continued. 


‘ mn ) 
‘3310 Sand, tlint, emery, carborundum, and other) 419 439 110 110 110 110 110 110 110 110 110 110 110 110 110 110 110 110 


—— ome apes aes. ¢. 1. 30,000 160 160 160 160 160 160 160 160 160 150 150 150 150 150 150 150 150 150 





2325 Screws (for wood), iron or steel, in boxes or ~ — ” i as ia aie 
4 fr 85 85 85 85 85 85 85 $5 70 75 75 75 75 75 75 75 75 60 
name tose see. ¢. 1. 30,000 Ibs.; PTO-; 439 130 130 130 130 130 130 130 105 .125 125 125 125 125 125 125 125 100 
4105 Stair treads, metal, boxed; present min. c. l., : 
DT <<. o4 cot ekgidbesatanacieks —— ok ee ee ee | SP Rleee dl tieee Si pSondatn wins gi einaedssansonees aeeees 
Tools, viz. 
5010 be as described in items 153 to 178, inclu- 
a 175 175 175 4175 #4175 #$«.1¥75° 175 175 175 
5015 Tools a3 described in items 179 to 186, inclu- 150 150 150 150 150 150 150 150 150 
CN otitis eal hema asipedarheseKede 199 1909 190 1989 190 190 190 190 190 
1815 Files, including rasps, in boxes or barrels;f 135 135 135 135 135 135 135 135 135 = (?) 2? @ @ @&® @® @® @ @ 
present min. c. |., 30,000 Ibs.............. \ 185 185 185 185 185 185 185 185 185 150 150 150 150 150 150 150 150 150 
1865 Peavies, cant hooks and handies for same, 
pike poles, pickaroons, skidding tongs, 
timber carriers and parts thereof; present 
min. c. 1., 30,000 Ibs.; proposed, 36,000 Ibs. 125 125 125 125 125 125 125 125 125 125 125 125 125 125 125 125 125 12 
31810 Picks, grub hoes and mattocks, with or 
without handles, boxed or with handles 
exposed and heads boxed, or crated; adzes, 
with or without handles, boxed; axes, 
with or without handles, boxed or with 
handles exposed and blades boxed or 
crated; present min. c. 1., 30,000 Ibs.; pro- 
2400 posed, 36,000 Ibs. oo a hielo 125 125 125 125 125 125 125 125 125 125 125 125 125 #125 #125 125 = 125 125 
: Sledges, wedges, mauls, and track chisels,|t3; 95 95 95 85 8 8 8 8 8 8 8 8 8 8 $5 8 &% 
= arr sop. ah oro tne mi 130 130 130 130 130 130 130 130 130 130 130 130 130 130 130 130 130 130 
2700 Hemp, sisal, istle or ixtle, in bales; present min. 
ie 24,000 Ibs.; proposed, io) SS eae 75 75 75 60 60 60 00 60 60 75 75 75 75 75 75 75 75 75 
2015 en canvas and. leather, in bales or crates... . 
2019 Hose, rubber (with or without covering), crated 
ER i othe ot eae end me a aag ss 175 175 175 175 175 175 175 175 ) 
3185 Packing, n. 0. s., including rubber packing...... f 
260-B Belting, rubber, cotton, or leather............. > 150 150 150 150 150 150 150 150 150 4 
2016 Hose, canvas, and leather, boxed............... | 3 
2017 Hose, metallicor flexible, metallic tubing,inbales.} 160 160 160 160 160 160 160 160 160} bo 
2018 Hose, rubber (with or without covering), in cases) 4 





5 
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m- 
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2027-4 Ink, in glass, stone, or paper bottles, boxed, or 
in tin cans, boxed or in barrels; mucilage, in 
boxes, barrels, or kegs; dry flour paste, in pow- 
dered form, and stationers’ paste (not con- 
MOI ONIN 6 osea Cicdesdeccccsceeseess 150 150 150 150 150 150 150 150 150 125 125 125 125 4125 4125 4125 4125 125 
2030-A Iron and steel, articles of, viz: P 
Structural iron and steel, fabricated or unfab- 
ricated, consisting of—Angle, bars (with 
head, eye, or screw threads), beams, braces, 
bridge railing, channel, circular frames, col- 
umns, floor plates (corrugated), girders, joist 
hangers, piling, plate (No. 11 and heavier), 
punched or unpunched, bent or not bent, 
posts, caps and bases, pulleys (tank or res- 
ervoir), rails, riveted and cast shoes, rivets 
(notiless;than 4 inch in diameter), rods (with 
head, eye, or screw threads), sidewalk and 
floor plates (without glass), truss bars, 
trusses, tees, tubing, pier, turnbuckles, 


: washers, weights, zees5...............2.05: 80 80 80 80 80 80 80 38680 65 80 80 80 80 80 80 80 §=6©80 65 
20304 Proposed: Articles as described above'....... 80 80 80 80 80 80 80 80 65 80 80 80 80 80 80 80 80 65 
In pieces not exceeding 40 feet in length: 
Bens Oe ig IRS oa vie ncacesscasewece 80 80 80 80 80 80 80 80 = ore 565 765 65 65 65 65 50 
Min. Oi Bi CR icks a wun odeselscevens 80 80 80 80 80 80 80 80 i iidenne men 855 755 55 55 55 55 40 
2035 Anvils or combination anvil and vise; present! 90 90 90 =. 90 90 90 90 90 90 (2) (2) (2) (2) 2?) (@ @ @ 
min. c. 1., 30,000 Ibs.; proposed, 40,000 Ibs...\ 125 125 125 125 125 125 125 125 #4125 #4125 #%4125 #%4125 ##%4125 4125 #4125 #%$125 #%4125 125 
2060 Balls (rough forged); present min. c. 1., 50,000 
Ibs.; proposed, 50,000 Ibs...............-... 80 80 80 80 80 80 80 80 80 80 80 80 80 80 80 80 80 80 


{ Bar (including corrugated and twisted fbars);} 
2065 shafting, plain;? slab (up to and including 6! 80 s0 80 80 80 80 80 80 65 (2) (2) 155 1355 55 55 55 55 40 
9335 inches in width); rod (threaded or not! 130 130 130 130 130 130 130 130 105 125 125 125 125 4125 4125 #4125 ##%4125 100 
2340 threaded); hoop or band; present min. c. |.,| 

40,000{Ibs.; proposed, 80,000 Ibs.9........... J 
2075-A Billets, blooms, ingots, muck, bar, and scrap 

stee!; present'min. c. |., 60,000 Ibs.; proposed, 

OR iosncch onceedare® a inc uae 65 65 65 60 60 60 60 60 50 (2) (2) 10455 1355 
2110 Bolts, nuts washers, nutlocks, rivets, lag bolts,| 80 30 §0 80 80 80 80 80 65 (2) (2) 155 1255 


and lag screws; present min. c. 1., 40,000 Ibs. 
proposed. 80,000 Ibs........-......0.00« rete 130 130 130 130 130 130 130 4130 #4105 #4125 j4«125 #j4$125 #%«4125 «#41 


55 55 COS 40 


55 55 55 40 
125 125 125 100 


uo 
or 


Nor 
oor 


1 Transfer carload rate to schedule B. 

2 Cancel rate. 

3 Transfer to schedule B. : 

‘ Rates named under head of “‘iron and steel articles’’ will not apply on the following quartermaster and ordnance stores: Armor plate, deck plates, conning tow- 
ers, conning tower tubes, turret tubes, signal towers, and siding hoods. Class rates will apply on the above-mentioned articles. 

5 Present min. c. 1., 40,000 pounds. On articles which on account of length require two or more cars to transport them, the minimum charge at the carload rate 
for each series or lot, not to exceed three cars in any one lot or series, shall be as follows: For two cars the minimum weight shall be 60,000 pounds. For three cars 
the"minimum weight shal! be 80,000 pounds. 

6 Rate named applies only "from points in Alabama taking group C rates. ais 
. 7 —-. D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 

teamship}Co. 

#L. e. |. rates will not apply on shafting over 32 feet long. C. 1. rates apply only on plain shafting without connections. 

® Angles in bar shape not larger than 3 inches by 3 inches by 3; inch and channels in bar shape not larger than 3 inches will be entitled to above rates, 

10 Rate named applies only from points in Alabama taking group C rates. “ 

11 Cancel rate from other points taking group C rates. s ve 
. 12 a. D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co. and Old Dominion 
Steamship Co. 


Present rates. Proposed rates. 
Item Attiche. <¢q@¢6oAnAa& es 6© ® «ws ¢€ 4 8 8,4 8&8 © 8 
No. 9 2. 2. 2. 2. 2. 2. 2. 2. 2. 2 2. 2 2 2 2 2 a 
= S S Ss S s S Ss = = s S s = s > s = 
= 2 £ £ £ 2 £ g z & 2 £ £ 2 2 2 £ 2 
o o od G o o 5 5 5 o oO 5 o o o 5 5 o 





Tron and steel, articles of,"viz—Continued. 
2125 Butts andJhinges (except spring), hasps, hooks, ) 
n. 0. s., hoopjkeeps, staples, links, connseting | 85 85 85 85 85 85 85 85 85 75 75 75 75 75 75 75 75 75 
links (not link belting), lap links, and cold} 130 130 130 130 130 130 130 130 130 125 125 125 4125 #4125 %4125 #4125 %4125 # 125 
shuts, in boxes, kegs, barrels, or casks; pres- 
ent min. c. 1., 30,000 Ibs.; proposed, 50,000 Ibs. 
Castings, n. o. s., including*sprocket wheels, 


2130 n. 0. s., as from mold,fexcept being cleaned 
2140 +|' and drilled withjbolt holes and {dipped to 
2160-A | preserve from rust, not machineffinished;! 80 80 80 80 80 80 80 80 80 75 75 75 75 75 75 75 75 75 
2205 =) forgings, n. 0. s., not further finished than{ 160 160 160 160 160 160 160 160 160 125 125 125 125 125 125 125 125 125 
| being drilled with bolt holes; clevises;! ingot 
j molds; present ‘min. c. 1.,440,000jlbs.;? pro- 
| ee | eas See 
2155 Chain, n. 0. s., including 'ink belting; present| 85 85 85 85 85 85 85 85 85 75 75 75 75 75 75 75 75 75 
—_ a _ c. ee eons, 50,000 ee. ‘ { 135 135 135 135 135 135 4135 #4135 +4135 4125 %125 4125 4125 #%4125 $4125 %4125 #%$125 125 
; Jrowbars, clawbars, pinchbars, tamping bars;] 95 95 85 85 85 8 8 8 8 7 7 7% 7 7 7% 7% 7 75 
present min. ¢. 1., 40,000 Ibs.; proposed.) 195 425 125 125 125 125 125 125 125 125 125 125 125 125 125 125 125 125 
2175-A Cylinders, wash, welded or seamless, “ 9 99 +90 #9 +90 +9 +90 +90 «99 «909 ~«69006~(90)6l(80l(90l (80 lO (C80 (8 
compressed air or gas: present min..c. l., ‘ ‘ ‘ 4 
30,000 Ibs.; ‘pro pose d, 36,000 Ibs............. | 125 125 125 125 125 125 125 4125 4125 4125 +4125 4125 4125 #4125 %4125 #4125 125 125 
42185 Elevator guides‘and ‘fish plates and bolts for 
same; present min. c. |., 30,000 Ibs.; proposed, 
NEE nctnrcciessuacenaaaecestuasesecctl 85 85 85 85 85 85 85 85 85 75 75 75 75 75 75 75 75 75 


2190 Fence, k. d., and woven'steel picket fence and 
expanded metal fencing, in bundles; fence 
brackets and clamps, post tips and fence 
picket tips, in boxes; iron fence gates, iron 
fence posts and iron posts, n. o. s.; present 
min. ¢. 1., 30,090 Ibs.; proposed, 36,090 Ibs.. 100 100 100 100 100 100 100 100 100 100 100 100 100 100 100 100 100 100 
42195 Fire plugs, fire hydrants, and water gates; 
present min. c. 1., 30,000 lbs.; proposed, 
oo CCE ee 100 100 100 100 100 100 100 100 106 100 190 100 100 100 100 100 100 100 
2230-A Lathing (woven wire, corrugated, perforated, 
or expanded); expanded, metal flooring; 
metal concrete reinforcement, n. 0. s.; iron 
we corner beads; 7 —, — or 
undies; present min. c. l., 30, S.; pro- 
posed, 40,000 EE PES eed 100 100 190 100 100 100 100 10 100 90 90 90 909 99 90 909 $0 # 90 
Nails and spikes (not including railroad, ship, 


I 
2245-C 4 or boat spikes), cut or wire, n. 0. s.; also 7 
2249 { comabanaled nails, in boxes or kegs®...... 130 130 130 130 130 130 130 130 105 100 100 100 100 100 100 100 100 80 








| 
} 


2250-C: { 
2245-C: | 


2240 
2255-A 
2260-A 


2265 


2270-A 


or boat spikes), cut or wire, n. o. s., in boxes 
ac tS alii a boss 3. one cob eSace ne cae? 
Nails, cement coated. . he 
Wire, iron, or steel: | 
Plain, galvanized, tinned, or coppered......' 
Rarbed, galvanized, or painted........ ee 
Staples... Re 
Stay guards......... 
Stretchers........ 
Co) eee ‘ 
Present min. c. |., 40,000 Ibs.; proposed, | 
80,000 Ibs.... ..... 5 esau eoeet aa eee | 
Nails, horseshoe, in boxes; present min. c. |.,\ 
36,000 Ibs.; proposed, 50,000 Ibs............. 
Pig, ferro-manganese, and ferro-silicon; pres- 
ent min. c. I., 60,000 Ibs.; proposed, 80,000 Ibs. . 
Pipe fittings and connections, including cocks 
or valves, wrought, cast, or malleable, or 
iron-body cocks, pipe couplings, with bolts 
for same, valves and pipe connections (the 
bodies or principal parts of which are iron, 
but having brass pieces or parts), threaded, 
flanged, or with hub ends; also wrought-iron 
pipe bends, with or without wrought or cast 
iron flanges; present min. c. |., 36,000 Ibs.; 
procosed, 50,000 Ibs............ ean oanidce : 
Pipe, cast iron, and cast-iron connections for 
same; present min. c. 1., 30,000 Ibs.; pro- 
TINT 6. vance cavcrpesaresaess 
Pipe, wrought iron or steel, welded or seam- 
less (including boiler flues not over 12 inches 


in diameter); present min. c. 1., 40,000 Ibs. . 


Nails and spikes (not including railroad, ship.) 
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90 


; 140 


65 


65 


1 Present l. c. |. rates on clevises, $1.25 per 100 pounds. 
? Present min. c. |. on clevises, 30,000 pounds. 


5 Articles described above may be shipped in mixed carloads with articles described in item 584 of Tariff 1-N, at rates named in said item. 


90 
140 


65 


90 
140 


(11) 


90 
140 


1245 


70 


65 


90 
140 


45 


70 


65 


90 
140 


90 
140 


70 


90 
140 


45 


55 (7) (7) #955 
90 75 75 75 
140 125 125 125 
M82 ces 1 
70 70 70 70 
55 65 65 65 
65 65 65 65 


ings weighing under 50 pounds each, |. ec. 1. rates named applies only on shipments packed in boxes, casks, or crates. 
4 Transfer to schedule B. ‘ ; : ‘ : . 
5 Carload rates named will apply also on wall ties when shipped in mixed carloads with lathing as above described. 


5 Estimated weight of 108 Ibs. per keg will apply on nails (only), when shipped in standard kegs. 


7 Cancel rate. ; 
* Rate named applies only from points in Alabama taking group C rates. 


® Cancel rate from other points taking group C rates. ; : ! 
10 Group D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 


Steamship 


Co. 


1. Rate will be 45 cents per 100 pounds from all points in Alabama and Tennessee taking group C rates. 
12 Rate from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion Steamship Co. will be 
50 cents per 100 pounds. 
18 Does not include cast-iron connections for wrought-iron pipe. 


Item 
No. 


Present rates. 


75 
125 


12 45 


65 


=e 


75 
125 
45 


65 


Actual weight will govern on spikes. 
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75 
125 
45 


70 


65 


70 


65 


75 
125 


65 


65 


40 


125 
36 


On castings and forg- 


Proposed rates. 





Iron and steel, articles of, viz—Continued. 


New 


New 


52275 


2280 


t 
z 
a 


52345-A 


52355-A 


2115 
2370-B 
2430-B 


Class 
2375 


Articles. < faa) oO a a i eo) = es < a v a a fm 5 = 
Qa Qa a Qa. a a a a Qa a a a a a a a Q 
2 3 os 3 a 3 3 3 3 3 s 3 a 3 = a s 
P £ 2 £ £ £ g 2 2 2 2 £ 2 2 p 2 
ee € et &Seeteé¢éegoeoeoee@ecc ces. 8 € @ 
Pipe, cast iron, and cast-iron connections for 
same; present min. c. 1., 30,000 lbs.; proposed, 
a asso da ae ue 65 65 65 65 65 65 DP pda maa 255 355 55 55 55 55 
Pipe, wrought iron or steel, welded or seam- 
less, including boiler flues; present min. c. |., 
40,000 Ibs.; proposed, es eee Se Shae 65 65 65 65 65 65 Re eee 255 355 55 55 55 55 
Pipe, n. o. s. (including riveted, lock bar, 
spiral, or straight seam pipe); present min. 
c. 1., 24,000 Ibs.; proposed, 30,000 Ibs...... 100 «6100 «©6100 «6100 «100 #100 100 #100 100 100 100 100 100 100 100 190) = 100 
Pipe bands or rods, headed, threaded, or) 
headed and threaded, with nuts and wash-| 
ers attached, or detached and packed in| 80 80 80 80 80 80 80 80 65 75 75 75 75 75 75 75 75 
kegs; and pipe band or rod saddles or shoes;/ 130 130 130 130 130 130 130 130 105 125 125 125 125 #125 125 $125 125 
present min. c. |., 40,000 Ibs.; proposed, '! 
I oo ou 3' wate wk deeiamcare Akh ee eA <e j 
Plate and sheet, No. 11 and heavier (black or) 
galvanized), not bent, including boiler heads| 80 so 80 80 89 80 80 80 65 } 
and ends, flanged or unflanged; present min./ 130 130 130 130 130 130 130 139 105 | 
ec. 1., 40,000 Ibs.; proposed, 80,000 Ibs.... ...) (6) (*) 2755 55 55 55 55 55 
Plate and sheet, n. 0. s., Nos. 11 to 16, both in-| 125 125 125 125 125 125 125 125 
elusive (black or galvanized), not bent or! 85 85 85 85 85 85 85 85 70 
punched; present min. c. |., 40,000 Ibs.; pro-/ . 
I, io ela wc bis wed whiba 9 5:6 | 
Sheet, No. 12 and lizhter (black or galvanized, ) 
but exclusive of planished or russia), not bent! E. 
or punched; corrugated, including ridge rolls,} 95 95 95 95 95 95 95 95 75 75 75 75 75 75 75 75 75 
flashings, and fastenings; present min. c. |.,| 130 130 130 130 130 130 130 130 105 125 125 125 125 125 125 125 125 
40,000 Ibs.; proposed, 50,000 Ibs.............] 
Sheet, flat, rolled or corrugated, punched but 
not riveted: present min. c¢. I., 30,000 Ibs.; 
oi at ns cing ao min aoc 100 6100 100 100 «#6100 «#6100 «#100 #6100 #6100 «6100 «©6100 «#6100 «6100 «©6100 «6100 «6100 ~=6100 
Box straps, in bundles; present min. c. !., 30,000f 80 80 80 80 80 80 80 80 80 ) 
Ibs.; proposed, 80,000 Ibs.......... Sabie wee | 130 130 130 130 130 130 130 130 130! 
Shingles, bands, iron or wire, in bundles; pres-[ 80 80 80 70 7 7 70 70 55! . 
ent min. c. |., 40,000 Ibs.; proposed, 80,000 Ibs.) 130 130 130 130 130 130 130 130 105 { (6) (8) ler o a - o © 
Ties, baling, in bundles; present min. c. lL., "7 ) 
Biba: peed, aeebe............,;° *=§ © Pee GB 
a a ae ain asia ‘ 320 310 303 295 285 260 242 242 225 { ‘iii ian . ™ * - 
Shoes, horse, mule, and ox, including toe calks, | 85 85 85 85 gh 85 85 85 85 | 55 5 ! 55 
. . { ‘ ; \ (6 4 6 6 6 6 6 
in boxes or kegs; present min. ec. l., on 130 130 130 130 130 130 130 130 130 | YY O7S. OS Sy (6) = (8) 


Ibs.; proposed, 80,000 Ibs.................- 


Group J. 


55 


100 


40 
100 


100 


40 
(6) 


55 
(*) 
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2380 Shoes, heads, rings, tires, or dies, cams and 
tappets ior quartz mills; present min. c. l., 
40,000 lbs.; proposed, 50,000 Ibs............. 99 9 9 90 90 90 90 90 90 £7 75 75 75 75 75 75 75 7 
2385 Pe a one ae eee joints, ia uncles: 150 150 150 150 150 150 150 150 150 150 150 150 150 150 150 150 150 150 
40 2620 eam ged bee pay yon a a a ee en ee ee ee ee 
a * + as pens 130 130 130 130 130 130 130 130 130 125 125 125 125 125 125 125 125 125 
2440 Tubing (other than coils), straight or bent; 
present min. c. 1., 30,000 lbs.; proposed, 
I itis resid hse tha cridoecpxs destanainiate 75 75 75 75 75 75 75 75 75 
q 2445 Tubing, open-seam (not bent), n. 0. s.; present 
75 min. c. |., 40,000 lbs.; proposed, 40,000 Ibs... 65 65 65 65 65 65 65 65 65 
125 2450 Turnbuckles onions oil isideewtnnicneece sisinisce se -- 1% 1% 17% 1% 175 #%17%5 #4175 #%175 #4175 #150 150 150 150 150 150 150 150 150 
d 2485 Jute, jute butts, and jute waste; present min. 
36 f i Nc). ck Selena niesbeiietomuinicnes 80 80 80 80 80 80 80 80 80 
. Leather, in boxes or rolls, of the following kinds: 
2650 Bellies, belting butts, collar, heads, pieces, 
harness, rough, scrap (in sacks), tufts (in 
sacks), seal, skirting, sole, splits, tanned 
goatskins (without hair), tanned sheepskins 
(without wool), walrus..................- 140 140 140 140 140 140 140 140 140 140 140 140 140 140 140 140 140 140 
( Buff, finished calf, finished kip, finished va) 
| 


| finished wax leather, lace, latigo, chamois, 

2655 tanned deer, tanned goat (with hair on), 

70 ’ 2657 tanned shearling skins, tanned sheepskin 
Fi (with wool on), and patent leather, also lea- 

? _ ther horse-collar caps®............. <piaveninghens 
55 , 2695 Liquors, n. o. s. (including fruit juice, clarified 
lime juice, and vermuth, but not including 


175 175 175 175 #175 #4175 #%«175 #$(«175 #175 175 175 4175 4175 #%4175 ##%«1475 #%4475 #4175 175 


j champagne), in bulk in barrels or drums, or in ; 
65 glass or stone, boxed.......... Dida alain 175 175 175 175 4175 4175 4175 ##j$4.Jd75 175 +4150 150 150 150 150 150 150 150 150 
2695 Wine (not including champagne), in bulk in bar- 
rels or drums, or in glass or stone, boxed; pres- 
; ent min. c. 1., 30,000 Ibs.; proposed, 40,000 Ibs. 12 
org- ; 2735 Lye (concentrated), in cans, boxed; present min. 
q ce. 1., 40,000 Ibs.; proposed, 40,000 Ibs.......... 
52905 Mining car wheels (with or without axles at- 
tached); present min. c. ]., 30,000 Ibs.; pro- 
— & | ee ie RE 


125 125 125 125 125 90 90 90 90 90 90 90 90 90 
75 75 75 75 7 


or 
— 
i] 
or 
_ 
bw 
or 
_ 

2 
Bs 


“I 
o 
a * 
o 
~I 
o 
~I 
ou 
J 
on 
~ 
ao 
I 
ao 
~~] 
o 
~!I 
ou 
~I 
or 
“J 
o 
~I 
ao 
on 
~ 
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90 90 99 90 90 90 90 90 90 100 100 100 100 100 100 100 100 100 


1 Does not inciude cast-iron connections for wrought-iron pipe. 
2 Rate named applies only from points in Alabama taking group C rates. 7 ata 
3 > rate will also apply from New York piers of Southern Pacific Co.-Atiantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 
Steamship Co. ; 
' * Rates named apply only on wrought-iron pipe (as dscribed) not exceeding 12 inches in diameter, and on boiler flues not exceeding 12 inches in diameter. 
| be / ° Transfer to schedule B. 
€ Cancel rate. 
7 Cancel rate from other points taking group C rates. ; 7 
‘a 8 iy hag rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 
Steamship Co. 
9 Rate on leather horse-collar caps from Buchanan, Mich., to Sacramento, Cal., must be maintained for a period of 2 years dating from July 15, 1914. (Sce.order 
in 1. C. C. ease No. 6165.) 


nicn 














= Present rates. Proposed rates. 
5 
; _ Articles. 46464 #8 6@ @ = 4 @¢ 6 2S 2 SC Ow 
No. o. 2. SS 2. a 2 a a 2 2 S. 2. 2 2. 2 2. a 2. 
3 Ss 9 3 3 3 3 3 Ss s 3 3 3 3 3 3 3 Ss 
£ £ £ £ £ £ 2 g £ £ £ £ z £ 2 g g g 
5 oO o 5 o oS o o oS o o S o o o oS o o 
45 i , ° ss 
3105-C. Oil, petroleum and petroleum products, including 
compounded petroleum oils snd greases (exclu- 
55 sive of sewing machine and cycle oil), classified 
fifth class under ‘‘Petroleum and petroleum 
‘ products,”’ under heading of ‘‘Oils,’’ in current 
00 5 western classification, subject to rules, and 
, estimated and minimum weights thereof.... 199 90 90 190 90 90 690 90 90 190 90 90 190 90 90 00 90 90 
Oils, in cans, boxed, or in bulk in barrels, except 
60 as otherwise provided below, or in tank cars 
00 (see Rule 31). Present min. c. 1., 26,000 Ibs.; 
; proposed, 39,000 Ibs.: 
3110-C Castor, cocoanut, corn, palm, rubber, rape 
seed, dead, kalon, lard, linseed, lucol, 
neat’s-foot, red, resin or ““Y,’’ and tallow, 
transel, and transformer oils and paint 
40 j SE. eee meee: 190 90 90 190 90 90 90 90 90 190 90 90 190 90 90 90 90 90 


00 3115-D . Cottonseed oil, subject to refining-in-transit 
privileges as published in tariffs of individual 
lines lawfully on file with Interstate Com- 
merce Commission (see Rule 31)%............ 490 90 90 490 590 90 90 590 90 490 90 90 99 590 90 99 590 90 

3090 Oilcloth, linoleum, wood grain flooring, and cork 
carpet, boxed, crated, or wrapped; present min. 
ce. 1., 30,000 Ibs.; proposed, 50,000 Ibs......... 110 110 110 110 110 110 110 110 110 
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3190-E Paint (exclusive of artists’ paints, ultramarine 
lue, bronze powders or flitters, lamp or car- 
bon black, or paris green), viz:* 
Dry: Chemical, earth, litharge, mineral, red 
lead, white lead or zinc or lead and zinc 
combined, in metal cans in barrels or boxes 
or in bulk in barrels or iron drums........ 
In oil: Chemical, earth, lead, lead and zine 
combined, mineral or prepared (mixed) 
int, in metal cans in barrels or boxes, or 
in bulk in barrels or iron or steel drums. . 
Japan paint drier, in metal cans in barrels or 
xes, or in bulk in barrels............... 
Paint or varnish removing compounds, in 
nee or earthenware, packed in barrels or 
, in met! cans in barrels, boxes, or; 9§ 95 99 95 95 9 9 9% 95 
crates, or in bulk in barrels..:........... 130 130 130 130 130 130 130 130 130} 75 75° '75 75 7% 7% 7% 7% 7% 
Putty, in barrels or boxes................ ‘6 115 1153 115 115 115 115 115 115) 115 
Kalsomine and similar wall finish, dry, in 
A Pn eee 
Varnish, in metal cans boxed or in bulk in 
gia ale al eae we'd 
Waterproofing compound (cement coating): 
Dry, in bags or barrels.................- 
Liquid or paste, in metal cans in barrels or 
boxes, or in bulk in barrels............. 
inns ck wipe sahaaenaswsusdcas 
Present min. c. |., 40,000 Ibs., except var- 
nish straight c. |., 30,000 Ibs.; proposed, 
ME tient aikasebsccnlsoed ts + isa: 
3195 White or red lead or litharge, dry or in oil, 
in cans (packed in boxes or barrels) or in 
barrels, casks, kegs, kits, boxes, steel pails, 
or iron drums; present min. c. |., 60,000 
Ibs.; proposed, 60,000 Ibs................. 8 8 8 8 8 8 8 8 85] 


‘ Rates from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan{line), Mallory Steamship Co., or Old Dominion Steamship Co. will not 
apply on shipments in tank cars. The Southern Pacific Co.-Atlantic Steamship lines (Morgan linc), Mallory Steamship Co., and Old Dominion Steamship Co. will 
not accept shipments of paraffine wax in bulk, benzine, gasoline, naphtha, creosote oil, tar oil, dead oil, and kerosene ou! (in barrels). 

2 When shipped in tank cars the weight on linseed oil will be computed at 7.8 pounds per gallon. When shipped in barrels, the minimum carload weight on linseed 
oil will be 24,000 Ibs. When shipped in tank cars, the weight on resin or ‘‘Y”’ oil will be computed at 8.2 pounds per gallon. With carload shipments of linseed oil in 
wood, 2,000 Ibs. of hay, straw, sawdust, or tan bark may be loaded, subject to the rules governing preservatives as provided for in Rule 20. 

* With carload shipments of cottonseed oil in wood, 2,000 pounds of hay, straw, sawdust, or tanbark may be loaded, subject to the rules governing preservatives 
as provided for in Rule 20. When shipped in cars the weight of cottonseed oi! will be computed at 7} pounds per gallon. 

* Will not apply from New York piers of Southern Pacific Co., Atlantic Steamship Lines (Morgan Line), Mallory Steamship Co., nor Old Dominion Steamship 
Co., on shipments in tank cars. : : ‘ 

_ Swill a apply from points on Fort Smith & Western R. R. in Arkansas and Oklahoma, in connection with the Chicago, Rock Island & Pacific Ry. Combina- 
tion rates will apply. 
6 Litharge, dry, may be shipped in sacks. Wall ccating and wall finish may be shipped in sacks when in carloads. 











Present rates. Proposed rates, 
Item - Articles. < a O a fea} fx, O as] = < aq oO A ica) i, oO i s 
-™ e ¢ ¢@¢e8sss 88 8 &€ $ € &€ & Ss gs sg 
Z 2 2 £ £ 2 £ £ £ £ £ e 2 g z 2 2 2 
5 o o 5 o o o oS oO Oo o o S o o o o O 
Paper and articles of paper; in bundles, except as 
otherwise provided, viz: ‘ 
3345-A  _ Adding machine, min. c. 1., 36,000 Ibs...... Sse 2.eeaes es Sf 
325 Books, blank, scrap and stub file, and schoolf 125 125 125 125 125 125 125 125 125 
composition books, min. c. |., 30,000 Ibs... 175 175 175 175 175 175 175 175 175 
3300 Cardboard, including cut cards, not printed,f 139 130 130 130 130 130 130 130 = 130 
i I a vicnccckccncanceeas 199 190 190 190 190 190 190 190 190 
3345-A os. for cash aeons, min. c. L. jay 120 120 120 120 120 120 120 120 120 
s.; cigarette, in boxes, min. c. I., 36, 
Ibs.; cloth lined, min. c. 1., 36,000 ibs. ... . wee eS eS SS 
” Foxes, boxed, kos fat in pasteboard) 175 175 175 175 175 (175 175 175175 |290 290 290 290 290 290 290 290 290 
srs Label ome ov rtd nan ibe| ASHE RRR RRR PME ae oan as ean sas 928 ans se 
3345-A Envelopes, in boxes; fly or insect (disks,) ’ 
plates, or sheets); folders, filing; ledger; | 
anes oes lunch sets, = 
napkins and table cloths; monotype; oil! 199 120 120 120 120 120 120 120 120 
board; papeteries (in paper boxes), boxed; 
picture matting; tags, paper, cloth or cloth 175 175 175 175 #j4«175 #j4«175 #4175 #4175 175 
lined, boxed; tablets; gummed, in boxes; 
as (plain or ruled); min. c. 1., 36,000 
ELE IE IE ON OOS 
Present min. c. |. as shown above; pro- 
posed, 40,000 Ibs.! 
3215 Bag and barrel linings (crinkled paper), min.f 130 130 130 130 130 130 130 130 8 130 
Oe IO ioc onthe canines cacdeenase = > ios = = = = = = | 
aa ‘ 1 
575 Carpet lining, wadded, min. c. I., 24,000 _ 185 185 185 185 185 185 185 185 185 
3230-B Indented paper, min. c. b 40,000 at \ 110 119 110 118 119 118 110 118 110 
4870 Corrugated paper, min. c. |., 24,000 Ibs. . ... 150 180 180 180 150 150 150 150 150/280 280 480 280 280 780 280 280 280 
: 100 100 100 100 100 100 100 100 100 (2125 2125 2125 2125 2125 2125 2125 1125 24265. 
4870 Corrugated strawboard, mMmI1nN.c. be 24,000 Ibs. 150 150 150 150 150 150 150 150 ° 150 
3270 Insulating or deadening (wadded), min.c.}.,f 100 100 100 100 100 100 100 100 100 
I ag ahs cei eele votre csdereangene 175 175 176 175 175 175 175 4175 # 175 
4870 Wrappers, bottle, corrugated or indented,f 100 100 100 100 100 100 100 100 + 100 
ae “err 150 150 150 150 150 150 150 150 150 
Present min. c. |. as shown; proposed, 
; 


40,000 Ibs.* 
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3225 Book (surface-coated, glazed or at mania 
cover, colored or glazed; detail manila; 9 680 80 80 80—- 800—« 80 80 
blot (not prin 0; Callok; ahetts 146 140 140 140 140 140 140 140 140 125 125 125 4125 #%4125 4125 #%4125 #4%125 «#121 

aie > -» 36,000 Ibs.; proposed, 40 ibe 

3230- ook, n. 0. 8.; news; poster; wrappi 
printed (other = waxed, oiled, 


or grease proof); fruit, cut to shape, not 75 75 75 75 75 75 75 75 75 
printed; tissue, not printed, not na 110 110 110 110 110 110 110 4110 110 
_ paper; tag board; present min. c. | 675 75 675 675 675 675 €75 675 675 
Ibs.; proposed, 40,000 Ibs.5......... ‘| (° 110 4110 46110 6110 6110 6110 £110 £110 110 
3225 Tailors’ pattern; present min. c. 1., 36,000/ 99 90 90 90 90 90 90 90 8 90 
Ibs.; proposed, 40,000 Ibs................. 1140 140 140 140 140 140 140 140 140 ” 
395 Boxes, pulpboard, fibreboard, or straw- 


board, plain or waterproofed, printed or 

not printed, K. D. flat, also folding egg or 

fruit carriers (folded fiat), and egg trays 

(nested), in boxes, crates, or bundles; pres- 

ent min. c. |., 36,000 lbs.; proposed, 40,000 

Ibs... deb piaendtpsbtesh ances eens 125 125 125 125 125 125 125 125 125 85 85 85 85 85 85 85 85 85 
3230-B Building; roofing felt: indented, min. c. l., 


I ils Oe Mees ocxea dinicat 75 75 7 75 75 75 75 75 75 
4870 Corrugated, min. c. ]., 24,000 Ibs........... 100 100 100 100 100 100 100 100 += 100 
3330-A Tarboard; binders’ board; wood pulp board; T78 TT TTR PTR | OB 8 2 cca» 775 
wall board; min. c. |., 40,000 SE 75 75 75 75 75 75 75 75 75 | 
(3230-B Box board, min. c¢. l., 40, ee 75 75 75 75 75 75 75 75 75 |! 
3330-A Strawboard, min. ec. i, 40, 000 Ibs.?......... 75 75 75 75 75 75 75 75 75 } 
—— min. c. 1... as ‘above; proposed min. 
, 40,000 Ibs.® 
3260 seanien (not including decoration sets), 


veneering and lincrusta Walton; present 
min. c. |., 30,000 Ibs.; proposed, 40,000 Ibs. 120 120 120 120 120 120 120 120 120 90 90 90 90 90 90 90 90 90 


3325 Strawboard, n. 0. 8. : present min. c. 1., 50,000 
Ibs.; proposed. nn a a a Oe Te Be Be Be ivccessvinaosccxars 156 55 iS tCiCH_ sC‘«i‘i SSSC~*tst‘C«CS'S 
3225 Toilet paper, min. c. 1.,!36,000 Ibs.......... O° . CO DM BW Bei SW. WS) 
Class Paper towels and paper toweling, min. ¢. l., {090 1190 290 290 190 190 UQD UQD Ug 
aa oral ir he neha ee ane 190 18 180 175 168 160 180 150 140) 
Present min. c. 1. as shown; ere 
26,000 Ibs.? 


4 Will not apply on cards for photograph mounting. 
2 Proposed rate was made to submit to the Commission at Washington when schedule C was prepared, and the higher rate is now published thereon under schedule 
B, applying the Commission’s per cents. Investigation having developed water competition necessitating rates lower than $1, they have been submitted to the Com- 
miseion with the request that they be considered in connection with the schedule C items. 
3 Advance in minimum carload weight on all commodities, except no change in minimum carload weight on indented paper. 
¢ Rates named will apply also from Laine, Miss. ‘ 
5 Group C carload named above will apply on news paper, from Garneau Junction, Grand Mere, Hull, Shawinigan Falls, Windsor Mills, Quebec, Ottawa, Ontario. 
§ Reduction in rates on tailors’ pattern paper only. 
? Reduction in rates on corrugated paper only. 
8 Mixed carloads only. 
* Advance in min. c. |. on corrugated paper only. 
19 Group D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan iine), Mallory Steamship Co., and Old Dominion 
Steamship Co. 
11 Reduction in rates on paper towels and paper toweling only. 
12 Reduction in min. ec. 1. weight on toilet paper. Advance in min. c. |. weight on paper towels and paper toweling. 


Present rates. Proposed .rates. 
Item Articles. 4a€a6464e8 8 6 8 « 4.46 64 84 64.8 -a# 
iss s ¢ 8 ¢ #@ €§ $8 &€ € 8 &€ & &€ & & S$ B B 
& 2 2 2 £ £ g £ £ & 2 £ 2 2 £ 2 £ £ 
5 c6lUCGlCOUC UC OCU MW HUCUC OU OCUCU WUC OCCHKUCUC WUC OCU OCUCOWUC ECU 








Paper and articles of paper; in bundles, except as 
otherwise provided, viz—Continued. 
3340 Wrapping (not printed), waxed, oiled, = 9 9 #90 9 9 49 «#9 90 9 g0~ 80 


Re 
Be 
Re 
7 


80 
or grease proof; present min. c. l., 
Ibs.; proposed, 40,000 ibs Loneewe pxeewaices 140 140 140 140 140 140 140 140 140 125 125 125 125 125 


3345-A Wrapping (printed), min. c. 1., 36,000 Ibs : 


3340 Wrapping (not printed), min. c. 1., 36,000 Ibs. 


- 
3 
— 
Ss 
= 
$ 
J 
$ 
ray 
$ 
» 
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- 
$ 
~ 
3 


3220 Bags, plain or printed, min. c. 1., 40,000 Ibs.. 


75 7 7 7 7 7 7 $7(\'90 190 190 190 '90 190 ‘90 190 190 


7 
3230-B Fruit, cut to shape, min. c. |., 40,000 Ibs. . io 110 110 110 110 310110110320 [1 195 1195 1195 1185 1185 1195 1185 1135 1155 
io 


1 
: 75 75 75 75 75 75 75 7 
3230-B Tagboard, min. c. 1., 40,000 Ibs............. 1 110 110 110 110 110 110 110 110 
3225 Tailors’ pattern, min. c. |., 36,000 Ibs....... 140 140 om on =n B. 140 om 
(3 75 75 75 75 75 75 75 75 
3230-B Tissue paper, min. c. 1., 40,000 Ibs.?......... in on 110 110 110 110 110 110 110 110 
Present min. c. |. as shown; proposed, 
Ww fom (fat), 1 led, in linen bond 
3350 riting (flat), plain or ruled, in linen bond, - 
100 100 100 100 100 100 100 100 100 190 190 190 190 190 190 1490 190 190 
a 1 0 Ts. 150 150 150 150 150 150 150 150 150 1135 1136 1135 1185 1135 1135 1135 1135 1135 


33390-A Pickles, n. o. s., including pickled capers, aw 
flower, cucumber, dill weed, kraut, mangoes, 
olives, onions, peppers, tomato.............. ‘ 
Table sauces, n. 0. s., including catsup, chili 
ome ey ee Cqeepneed), Ie India! 
relish, mustard (prepared), oilve oil, pepper ‘ 
sauce, salad dressing, vinegar, Worcester sauce. 100 100 100 100 100 100 100 100 100. 100 100 100 100 100 100 100 100 100 
In glass or earthenware, packed in boxes or in! 
metal cans in boxes; in pails or tubs when| 
packed in boxes, crates or barrels; or in bulk 
in Ey becnelbs half barrels, kits or Kegs; present 
min. c. I., 30,000 Ibs.; proposed, 40,000 Ibs... . } 
2466 Potassium, cyanide of, in metal cans, boxed; 
= min. c. L., 30,000 Ibs.; proposed, 40,000 
°3840-A Powder keg material. (metal), in bundles, with 
heads and bottoms nested and crated; present ‘ 
min. c. |., 30,000 Ibs.; proposed, 30,000 ‘bs... 9 9 9 90 9 9 90 «#90 9006 «690l—6h (69006lU80lUHOlClU9Hl6lU9006lUHOlhlUC8N C80 


120 120 120 120 120 120 120 120 120 8 8 38 8 8 8 8 8 & 
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3650 Rice, broken rice, brewers’ rice, ricejpolish (rice 
dust), rice bran or rice hulls, in bags, straight 
carloads, subject to cleaning-in-transit, mill- 
ing-in-transit and storing-in-transit, privileges, 
as blished in tariffs of individual lines 
lawfully on file with Interstate Commerce 
Commission; present min. c. |., 40,000 Ibs.; 


SE I ak id ccidcuducancasdcaadilew sc didde octiedcocd 


3680-B Roofing, prepared (asbestos, paper, burlap, or 
felt, treated with tar, pitch, asphalt, or similar 
filler or binder, coated or not coated with 


gravel, slag, sand, mica, or other similar coat- 


ings); asphalt shingles; roofing cement; roof} 


coating (not paint or stain); roofing felt and 
building paper (except asbestos building paper 
or felt); indented paper; present min. c. |., 
30,000 Ibs.; pro; Ree 
Tar board; binders’ board; wood-pulp board, 
n. 0. s.; wall board, n. 0. s.; box board; straw- 
board; present min. c. 1., 40,000 Ibs.; proposed, 
Ginn sas cake ede TTR 
Corrugated paper; presént min. c. |., 24,000 Ibs.; 
proposed, 40,000 Ibs...............eeeeceeees 
Sad irons (not including electric, gas, or other 
self-heating sad irons), and sad-iron handles 
and sad-iron stands, in boxes or barrels; present 
min. ¢. 1., 36,000 Ibs.; proposed, 40,000 Ibs... . 
Salaratus and bicarbonate of soda and soda car- 
bonating compound; present min. c. 1., 30,000 


3330-A 


4870 
3770 


3785 


Oe e eee eee eS Cee eC eee eee ee eee eee eee ee eee 


Ibs 
Sal soda; present min. c. 1., 40,000 Ibs.......... 
Saws, n. 0. s. (including hand saws, under 4 feet 
in length, but excluding barrel-stave saws), 
and saw teeth, boxed 
Saws, circular, mill, crosscut, 4 feet or over in 
length, and drag, on boards or boxed; also band 
saws, crated 
Saws, circular, mill, crosscut, 4 feet or over in 
length, and drag, on boards or boxed; saw 
plates, in bundles; also band saws, crated; 
a min. c. 1., 30,000 Ibs.; proposed, 30,000 
Daa ets Cf isecs at hivaccss ds 8toteee te site 
Re oe a hed aan cpias 
Saw plates (not including saw plates with teeth 
stamped in them) 


53830 


53835 


53840 
3860 


1 Proposed rate was made to submit to the Commission at Washington when schedule C was prepared and the higher rate is now published thereon under schedule 
Investigation having developed water competition necessitating rates lower than $1, they have been submitted to the Com- 
be considered in connection with the schedule C items. 
2 Charges on shipments of printed paper bags must be prepaid or guaranteed. 


B, applying the Commission’s per cents. 


mission with the request that they 
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130 
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3 Advance in min. c. |. on wrapping and tailors’ pattern paper only. tas 
4 Will-not apply on envelopes, papeterie, folded writing and folded note papers, or folded paper or any description. 


5 Transfer to schedule B. 
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150 
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botN ele towl abineds °65 60 60 60 60 - 60 
880 #80 *80 880 #80 #80 *%80 880 #80 
8 8 8 8 8 8 8 8 8 
130 130 130 130 130 130 130 130 130 
175 #175 #175 #4175 #%4175 #%175 #%175 175 175 
220 220 220 220 220 220 220 220 220 
150 150 150 150 150 150 150 150 150 
260 260 260 260 260 260 260 260 260 
150 150 150 150 150 150 150 150 150 


6 Group D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 


Steamship Co. 


7 With carload shipments of prepared roofing, there may be included tin roofing caps and nails not to exceed 10 per cent of weight of entire carload at the rate named. 


8 Reduction, account increased mixture . 


® Saw handles, teeth, and saw tools may be included when in mixed carloads, at the carload rate. 


Item rticles r 
No. Article 


Ship chandlery, viz: 

[3920 Anchors, iron, belaying pins (in bundles), cap-) 

stans and capstan bars; present min. c. L.,} 

30,000 Ibs.; proposed, 40,000 Ibs............. } 
oak nhcacecene ented 

Marline and oakum, in bales; present min. c. L., 
24,000 Ibs.; proposed, 30,000 Ibs............. 

Ship steerers (not steam)...................- 

Ship and boat spikes, in boxes or kegs; present { 
min. c. 1., 50,000 Ibs.; proposed, 80,000 Ibs... 

Shoe findings, viz: 

Boot and shoe heels (leather or rubber, or 
wood covered with leather), soles (leather 
or rubber), shoe counters, leather cut to 
shape for box toes, in bundles; shanks, nails, 
and tacks, for boots and shoes, boxed; shoe 
rivets, in boxes or kegs; wire staples for but- 
ton fastenings, in boxes or kegs............ 

Boot trees and clamps, in bundles; eyelets, 
shoe buckles, shoe hooks, metal shoe horns 
(not gold or silver or gold plated or silver 
plated), and shoe button hooks, boxed; shoe 
buttons, boxed; shoe pegs, in barrels...... 

Shoe findings as described under heading of 
‘‘Boot and shoe findings,’’ in current western 
classification, not including articles rated 
Sena as “‘Boot and shoe findings, 
ie 0s Gai <cccnshosbaciheaenrmes sees 

4035-A Soap, soap chips, and soap powder, in boxes or 
bags, and scouring, washing, polishing, and 
sweeping compounds, n. o. s. (not including 
liquid compounds, except when in metal cans, 
boxed), also washing crystals, in boxes or bags; 
a min. c. 1., 40,000 lbs.; proposed, 40,000 

PP nAnkenbodens0hsegeseedeceneeseseeesesecess 

4045-A Soda ash (may be shipped in sacks or in bulk), 
soda crystals, caustic soda and hyposulphate 
of soda, hyposuiehite of soda, nitrate of soda 
(may be shipped in sacks), silicate of soda 


3945 
3930 


23055 
13960 


3980 


39854 


(may be shipped in sacks), and sulphate of 
soda, sulphide of sodium and chloride of lime 
(may be shipped in casks), and tallow bleach; 
in kegs, boxes or iron drums; present min. c. I., 
40,000 Ibs.; proposed, 40,000 Ibs.............. s 


120 


90 
220 


85 
130 
175 
190 


(@) 


Bx 


ee) 


Group B. 


150 
90 


130 


175 


190 


(*) 


() 


175 


(@*) 


$e 


63 


Present rates. 


Group D. 


175 


190 


(*) 


130 


155 


Group E. 


80 


150 


90 
220 


115 


190 


(@) 


82 


Group F. 


175 


190 


(8) 


Se 


Group G. 


175 


190 


@) 


Se 


55 55 55 (18) 


Group H. 


80 
120 


150 
90 


130 


175 


@®) 


130 


Group J. 


80 


115 
190 
(@*) 


130 


Proposed rates. 
446.84 & 2» © @. 
a Qa a a a a a a a 
3 s = s > = SD s Ss 
2 £ 2 g 2 2 £ 2 £ 
oS o oO o Oo 5 o 5 Oo 
1g0 180 180 180 180 180 180 180 180 
1120 1120 1120 1120 1120 1120 1120 1120 1120 
90 90 90 90 90 90 90 90 90 
300 300 300 300 300 300 300 300 300 


ikpeensenans 3455 555 55 55 55 55 40 
"7 7 6 © .6 7 & ©. 


oo 7 Oo 1 8 © © © 


175 175 175 4475 #4275 #+4175 4175 4175 # 175 
80 80 80 80 80 8s 30 8 80 
130 130 136 130 130 180 180 130 130 
(@) 63 W55 55 55 55 55 55 
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4047 Soda, bicarbonate of; present min. c. 1., 40,000 


Ibs.; proposed, 50,000 Ibs.2................... \ 84 


4 


3785 Saleratus; present min. c. 1., 30,000 Ibs.; proposed, } 120 


SN So sche RE vn ik da Soe ees cdmeeee’ 

4065 Spices, n. 0. s., including cassia, cloves, ginger, 
nutmegs, pepper (whole or ground), celery salt, 

onion salt, celery seed, coriander, cummin, and 

manag seeds and ground sage, in boxes or 

MN Fok gs ous bn dis-c hes catdss uate 

4095 Stacker ladders, bucket ladders, and spuds for 
dredging machines; present min. ec. |., 40,000 

Ibs.; proposed, 40,000 Ibs.......... OE ak xcs 

4110-F Stamped ware and tinware, viz: Stamped tin- 
ware and tinware, n. 0. s., nested; agate, gran- 

ite, and enameled ironware, n. o. s.; tinners 

stamped trimmings; tin broom locks; tinned 

bucket ears; tinned iron handles; zine or tin 

can screws; ladles; skimmers and cake turn- 

ers, in crates; also the following articles of 
sheet-iron ware, plain or galvanized, in pack- 

ages, as shown; buckets, pails, and tubs, 

nested, in bundles, securely bound; children’s 

bath tubs, nested, in crates; coal hods or scut- 

tles, nested, in bundles, securely bound; drip- 

ping pans, nested, in bundles, securely bound; 

foot tubs, nested, in crates; mangers, nested 

solid, in bundles, securely bound; mining pans, 

nested solid, in bundles, securely bound; wash 

boilers, nested, in crates; wash bowls and pans, 

nested solid, in bundles, securely bound...... 

4120-A Starch (including corn starch) and dextrine: 
— min. c. 1., 30,000 Ibs.; proposed, 40,000 

Ma ike eel eb Was ce ale. 6 aera achen ole: acenatho-ace dened 


1 Reduction in rates on rudder caps only. 
° Transfer to schedule B. 


3 Rate named applies only from points in Alabama taking group C rates. 
4 Cancel rate from other points taking group C rates. 
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150 150 150 
80 80 80 
170 ©4170 «6170 


100 8 8 8 8 8 8 8 85 85 


5 Group D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 


Steamship Co. 
6 Rate canceled. Class rates will apply. 
7 See item 3985}. 
8 See items 3980 and 3985. 


® Articles in packages containing premiums in cases, less carloads and carloads, will be charged at 110 per cent of the rates provided for the same articles packed 
in the same manner without premiums; provided that carloads containing packages both with and without premiums, only such portion of the carload as contains 


premiums will be charged 110 per cent. the remainder of the carload to take the carload rate for the article. 
bills of lading whether or not packages contain premiums. 


Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion Steamship Co., or p ; 
11 Rate from New York piers of Southern Pacific Co.-Atlantie Steamship lines (Morgan line), Mallory Steamship Co., or Old 


apply on shipments in bulk. 


(Exception to Rule 14.) , i e. : 
10 Carload shipments will be subject to the local rate to New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., 
and Old Dominion Steamship Co., or to points taking group D or group E rates, plus the carload rate herein named from New York piers of Southern Pacific Co.- 


12 Rates published under authority of Interstate Commerce Commission Fourth Section Order No. 2801 of Apr. 12, 1913. 


Item , 
No. Articles. 





4205-A Stoves, viz: ; 

Radiators (without gas heating attachment) 
and coils, heating, iron or steel; present min. 
ec. 1., 40,000 Ibs.; proposed, 50,000 Ibs..... ‘ 

4210-A Sectional boilers, cast iron, including not to 
exceed 1 ash hoe, 1 poker, and 1 shaker for 
each boiler; present min. c. 1., 40,000 Ibs.; 
pronend, GOGO TG ac. oig ce socsecsinneses na 

4180-A Stovepipe iron (cut to shape), nested solid, 

boxed, crated, or in rolis securely fastened and 
wrapped; present min. c. !., 40,000 Ibs.; pro- 

A I ss G6. « a cig eaoiels aibapaionee deine 

Tacks, iron, n. 0. s.; tacks, in paper strips (for use) 

4295 in a shoe machine); glaziers’ points; shoe nails; 

4300 shoe tacks; shoe shanks; in boxes, kegs, or bar- 

rels; present min. c. |., 24,000 Ibs.; proposed, 


50,000 Ibs...... a ete ee J 


4360 Tile, marble or slate (surface not exceeding 288 
square inches); tile, earthen or encaustic (sur- 
face not exceeding 288 square inches), for floor- 
ing and facing, plain or figured, glazed or un- 
glazed, also enameled brick; tile, opalite glass 
(surface not exceeding 288 square inches); pres- 
ent min. c. I., 36,000 Ibs.; proposed, 40,000 Ibs. 

Tin and articles of tin, viz: 

551-A —- Cans, pails, or boxes, tin, nested; also milk 
cans having capacity of 3 gallons and over; 
— min. c. |., 24,000 Ibs.; proposed, 24,000 
DN ce rece ak ene ares wate Oa eau acs 
4380 Tin, pig and slab; present min. c. 1., 40,000 Ibs, 
4375-A Tin and terne plate (flat as from the mill, not 
further manufactured), in boxes or crates; 
present min. c. |., 40,000 Ibs.; proposed, 
80,000 Ibs.?..... Ad shaaes oeeaclesemecbaless 

Twine and cordage, viz: : ; 
4560-A Cotton, flax, hemp, jute, fleece, sail, spring, 
sisal, manila and cotton seine twine and 
cordage and fish-netting twine, and fish pet- 
_ ting and fish nets; in bales, boxes, or barrels; 
also binding twine; rope, all kinds, except 
wire hair; present min. c. |., 30,000 Ibs.; pro- 

SE TEE ds carehssdiccscnbinacccnns * 

3000 Netting, fish (cotton), in bundles; present min. 


Group A. 


100 
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c. 1., 24,000 Ibs.; proposed, 40,000 Ibs.®...... #100 


Group B. 


100 


120 


95 


95 
175 


80 


95 
75 


70 


95 
100 


Group C. 


100 


120 


95 


95 
175 


80 


95 


75 


70 


100 


Present rates. 


Group D. 


100 


120 


95 


95 
175 


80 


95 


75 


70 


100 


Group E. 
Group F. 
Group G. 
Group H. 


120 120 120 120 


9% 9 9 £9 


9% 99% 9 £9 
175 175 175 175 


80 80 80 80 


9 9 9 95 


70 70 $7 £70 


-9 9 9 95 
100 100 100 100 


Group J. 
Group A. 
Group B. 
Group C. 


1200 8 8 85 


9% 7 7 7% 


SS © %. . 
150 125 125 125 


80 80 80 80 


Shippers will be required to state on shipping tickets and 


ints taking group D or group E rates to destination. 


minion Steamship Co., will not 


Proposed rates. 


Group D. 


75 


75 
125 


80 


75 


Group E. 


75 


Group F. 


75 


75 
125 


75 
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Qa a. Qa 
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& €§ & 

o 6 OG 
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8 8 8 
% ° 1% 
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Present rates. Proposed rates. 
Ttem Articles. < a o a Bi fom O =] = < a Oo A fc i O | = 
—. . © € 2 2 2 ft & £238. 2S. 8. oa: fe FF 
. 2 Bie eg Re 8 eee eee a fe 
5 oO oS 5 5 5 o oS c 5 5 5 S 5 5 5 5 5 
Wire and wire goods, viz: 

4780-B Wire, barbed, including staples, steel stay 

and stretchers; present min. c. |., 
40,000 Ibs.; proposed, 80,000 Ibs............. 85 85 85 70 70 70 70 70 55 (#) (4) 5655 1755 55 55 55 55 40 

4805 Wire cloth or netting, iron or steel, n. o. s., in 
rolls........ abd cceinhiginnianceéa Seite adie: What 160 160 160 160 160 160 160 160 160 125 125 125 125 4125 4125 4125 #4125 «#4125 

4815 Wire fencing, in rolls; stap!es, steel stay guards, 


stretchers and wire fence gates and ae 90 90 90 80 80 80 80 80 65 75 75 75 75 75 75 75 75 60 
wire fence netting, in bundles; present min. | 175 175 175 175 4175 #4175 #%«175 #%175 4175 $4125 4125 %4125 4125 %4125 4125 4125 +4125 100 
c. 1., 30,000 lbs.; proposed, 40,000 Ibs....... 
4790 Wire, insulated or covered, n. 0. s.; present min. 
c. 1., 30,000 lbs.; proposed, 50,000 Ibs........ 110 110 110 110 110 110 #110 «#4110 #«©110 75 75 75 75 75 75 75 75 «75 
4795-D Wire, iron, plain, galvanized, tinned, or cop-| 
pered (including steel stay guards); present} 85 85 85 70 70 70 70 70 55 } (4 a) [5855 755 55 55 55 55 40 
min, ¢. 1., 40,000 Ibs.; proposed, 80,000 Ibs...) 165 165 165 165 165 165 16 165 16/) “) \a @ @ @ @ @ @& 
4825 Wire rods; present min. c. |., 40,000 Ibs.; pro-| 80 80 80 80 80 80 80 80 80 | ‘) (4) 5655 755 55 55 55 55 55 
MRR, aero eee eam 130 130 130 130 130 130 130 130 130 / ‘ Yo») © © © © @® 
4830 Wire rope or cable, iron or steel, n. o. s., not in- 
sulated, wire guy strands; present min. c. |., 
40,000 Ibs.; proposed, 50,000 Ibs............. 110 110 110 110 110 #110 #4110 #«110 «#110 75 75 75 75 75 75 75 75 75 
4840 Wire telephone or electric light cables, con- 
sisting of cable made up of insulated copper 
wires in lead pipes; also copper wire, copper- 
clad wire, copper rope or copper cable, with 
or without insulation; also insulated iron 
wire; present min. c. |., 30,000 Ibs.; proposed, 


ens oth 9404 ss Jin Pinonaeamheste 440% 110 110 110 110 110 #110 #110 «#4110 ~« 110 75 75 75 75 75 75 75 75 75 
4885 Zine (spelter); present min. c. 1., 40,000 Ibs.; pro- 
om ON i a a in ell cae 80 80 80 80 80 80 80 80 65 75 75 75 65 65 65 65 65 65 


1341 Rail fastenings, viz: Angle bars, fish bars, rail) 
joints, rail-joint splice bars, base plates, frog 
fillers, tie-plates, tie-rods, track spikes, track! 67} 673 67} 55 55 55 55 55 EAs 555 55 755 55 55 55 45 
bolts, track nuts, rail braces, rail chairs, anti-/ 125 125 125 125 125 125 4125 $4125 4100 (10) (10) (10) (10) (00) (10) (10) (10) (10) 
rail creepers, and steel clip fastenings for steel 
ties, min. c. 1., 60,000 Ibs.®.................-- J 


1 Not to exceed 10 per cent of the number of containers, except milk cans, having a capacity of 3 gallons and over in any car may be shipped not nested. Milk 
cans having ity of 3 gallons and over in any quantity may be shipped not nested. F : : 

_ 2 On tin plate, which is used for making packages (cr containers) for goods for export trade to foreign countries, forwarded to points in the United States under 
this tariff a refund of 20 cents per 100 pounds will be made to shipper upon satisfactory proof of exportation and claims for refund promptly filed with Transcontinental 
Freight Bureau, 608 South Dearborn Street, Chicago, Ill. To be canceled. . 

3 Rate from Connellsville, Saltsburg, Pa., Clarksburg, Sabraton, W. Va., will be 70 cents per 100 pounds. 

‘ Rate canceled. Class rates will apply. ‘ 

5 Rate named applies only from points in Alabama taking group C rates. 

* Cancel rate from other points taking group C rates. A . hake: . ; ay 
a ? Group D rate will also apply from New York piers of Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 

amsn} e 

8 Will ap ly only from Boston, East Boston, East Cambridge, Mass., Portland, Lewiston, Me., and points in Delaware, District of Columbia, Maryland, New 
Jersey, New York, Pennsylvania, Virginia, and West Virginia, shown on pp. 2 to 16, inclusive, as taking group A rates. : 

® Rails, crossties (steel), and crosstie fastenings and rail fastenings, when shipped in mixed carloads, will take the carload rate provided for each. When the aggre 
gate weight of a mixed carload shipment does not amount to 60,000 pounds, add to the weight of the heaviest loaded article in the shipment sufficient to make mini- 
mum weight 60,000 pounds, except that when the shipment consists of an equal amount of rails and fastenings, etc., the weight sufficient to make minimum weight of 
60,000 = shall be added to the weight of the lowest rated article. 

ancel rate. 


Present and proposed rates, per ton of 2,240 pounds, on item 1340, rails (steel), including mining rails, crossties (steel), and sawmill track, minimum car- 
load (neveptie pounds, except where length of rails requires two or more cars, in which case the minimum carload will be 40,000 pounds for each car used. 
tion to Rule 9.)! 


Present Propose 





From— rate. rate. 
Bethlehem, Pa.; Harrisburg, Pa.; Newberry, Pa.; Philadelphia, Pa.; Sparrows Point, Md.; Steelton, Pa.; Williamsport, Pa...................0++ $14.00 (?) 
SL Me eee oo ts Gs Sims ass hae nennee Mowaeaime ie tae caen taser tea ha soesiceteneasae 13.70 (2) 


Allegheny, Pa.; Bessemer, Pa.; Braddock, Pa.; Buffalo, N. Y.; Carnegie, Pa.; Clairton, Pa.; Donora, Pa.; Girard, Ohio; Homestead, Pa.; Hunt- 
ington, W. Va.; Koppel, Pa.; Lackawanna, N. Y.; Munhall, Pa.; Pittsburgh, Pa.; Pittsburgh, Pa. (south side); South Duquesne, Pa.; Youngs- 


GS Tie tat See en eS ea a oe a eae hnbed renee td aer pkeMewedd Cb ok baeaoe yeah > tien tn@ee eRec BTA so nape aett 13.50 (2) 
I AO Ce ao a bi ann CHAS KASS Ne REE SRSA S EERE RTEG RECUR ANe ce Recs eta eo UR a Somes tb eRi esse bed 13.10 (2) 
eS er ee eee ae oe Ee A ie eee 2 PRR Rn co MRE ot cca adek ieo cbacits Wate Rae Oke Croeree 11.00 $11.00 
es tea Loa Ae Ae BO. Le aE aie Gag Gum dae Deas chiouibicle Cotas Caen AERA Chen OLE eee ase wee tate oe $11.00 3411.00 
et oe ME A a Ei eB A als nee am bad sibdae hte Lhe Masset nt antests Pease tenet rsa scebeeen ti eeticns tas 11.00 11.00 
ESSERE SN SAREE LEE EES I PIO OE AE NOT ETS COLLET COO, Ee BLES AINA, ERE PENI 11.00 11.00 
Denver, Minnequa, Pueblo, Colo........ Se ee al nal ot 8 a le aN a eae ia mid a ehRk ORES mine PEE Cena Tene ea cae wees 9.00 9.00 


1 Rails, crossties (steel), and crosstie fastenings, when shipped in mixed carloads, will take the carload rate provided for each. When the aggregate weight of 
a mixed carload does not amount to 60,000 pounds, add to the weight of the heaviest loaded article in the shipment sufficient to make minimum weight 60,000 pounds, 
except that when the shipment consists of an equal amount of rails and fastenings, etc., the weight sufficient to make minimum weight ot 60,000 pounds shall be added 
to t oe of the lowest rated article. 

ancel rate. 

3 Group D rate will also apply from New York piers cf Southern Pacific Co.-Atlantic Steamship lines (Morgan line), Mallory Steamship Co., and Old Dominion 
Steamship Co. 

4 Rate will also apply from points in Alabama taking group C rates. 
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APPLICATION OF RATES. 


List of Articles Taking Rates Provided for “Hardware’’ in 


110 
111 


112 
113 
114 


Item 5000 

i Hardware. 

Bale tie fasteners, 

Belt lacings, steel, in bundles. 

Bolts, door, shutter and sash, in boxes, kegs or barrels. 

Bolts, shipbuilding. 

Brackets, handrail or shelf, in boxes or barrels. 

Brackets, lamp, iron, in boxes or barrels. 

Calks, boot, and sets, boxed. 

Candlesticks, miners’, iron or steel, boxed. 

Carborundum, in boxes or barrels. 

Casters, furniture and truck, in boxes or barrels. 

Catches, cupboard and window, in boxes or barrels. 

Chains, halter, jack and safety, in boxes or barrels. 

Clamps or bands, hose, in boxes or barrels. 

Cleats, line, in boxes or barrels. 

Clews, shipbuilding. 

Clips, axle, spring and singletree, in boxes or barrels, 

Cotters, spring, in boxes or barrels. 

Emery powder or emery grits, emery cloth and carborun- 
dum cloth and grinding or polishing powders or sand, 
n. o. s., in boxes or barrels. 

Escutcheon pins, in boxes or barrels. 

Eyebolts, shipbuilding. 

Eyes, screw, sneteneiongy hooks (wire), in boxes or barrels. 

Fasteners and fastenings, bed, blind and door, in boxes or 
barrels. 

Felloe plates (iron), in boxes or barrels. 

Fifth wheels, carriage or wagon (iron), in bundles. 

Fixtures, grindstone (iron), in boxes or barrels. 

Gates, molasses and oil, in boxes or barrels. 

Guy clamps (iron), and wire-rope clips (iron), in boxes or 
barrels. 

Handles, chest or door, in boxes or barrels. 

Hangers and rollers, barn-door; hangers, parlor-door (in- 
cluding track for same). 

Hooks, awning, belt, bird-cage, clothes-line, cup, hammock, 
harness, meat and screw, in boxes or barrels. 

Hooks, shipbuilding, 

Irons, corner, in boxes or barrels. 

Irons, dress-suit case, satchel irons and trunk-frame irons, 
boxed. 

Irons, wagon and carriage, wrought, n. o. s., in bundles. 

Keys, lock, in boxes or barrels, 

Knives, beet-topping, cane, hay and corn, for field pur- 
poses (not cutlery), in bundles. 

Knives, mincing and mower, also mower-knife sections in 
bundles. 

Knobs, base (wooden), in boxes or barrels. 

Knobs for furniture and for locks; sash fasteners, locks, 
in boxes or barrels.* 

Knobs, shutter; in boxes or barrels, 

Ladles, melting, in bundles. 

Latches, thumb, in boxes or barrels. 

Lawn rollers, 

Lawn sprinklers, boxed or crated. 

Lifts, sash and transom, in boxes or barrels. 

Mast hoops. 

Mats, asbestos, in bundles. 

Mats, door (steel or wire), in bundles. 

Metal keys for opening cans, in boxes, kegs or barrels. 

Metal cash carriers, in bundles. 

Mortars and pestles, iron, in boxes or barrels. 

Openers, bottle or can (not including corkscrews), in boxes. 

Plates, screw and extra parts for same, in boxes or barrels. 

Pots, glue, in boxes or barrels. b 

Pulley blocks and chains and hay-carrier pulleys. 

Pulleys (not machinery), axle, hay-fork, also screw and 
side pulleys, in boxes or barrels, 

Pulleys (not machinery) and blocks. 

Registers and ventilators, floor or wall (iron), in boxes, 
barrels or crates. 

Ring bolts. 

Rings, hitching; in boxes or barrels. 

Rings, hog, in boxes or barrels. 

Rods, saw, in boxes or barrels. 

Rollers, sash, in boxes or barrels. 

Rowlocks. 

Scrapers, foot, in boxes or barrels. 

Screws, handrail, in boxes or barrels. 

Screws (made of wood), bench or hand. 

Shackles. 

Sheaves (ship). 

Skeins, thimble, in bundles, 

Stair treads, metal, boxed. ; 

Stones, oil, and hones, in boxes or barrels. 

Stones, sand, whet, scythe or rubbing, boxed. 

Thimbles, shipbuilding. 

Traps, animal, n. o. s., in bundles. 

Trolley wheels, boxed. 

Trunk clasps, in boxes or barrels. 

Wagon-tongue springs or supports, in bundles. 

Wall plugs, wall ties, veneer bonds and bolt shields, boxed. 

Well points and well-drill points. 

Wheels, emery, and other grinding wheels (not machines), 
n. o. s., in boxes or barrels. 

Wheels, well, in boxes, barrels or crates, 

Windlasses (not steam). 

Wire cork fasteners, in bags. _ 


— 


*Does not include brass or other trimmings or knobs for Z 


bedsteads in any form, 
List of Articles Taking Rates Provided for “Hardware’’ In 
Item 5005 


Hardware. 


‘Balances, spring (scales), boxed. 


Cards, horse and wool, boxed. 
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117 Chains, sash, in boxes or barrels, 

118 Checks, door, in boxes or barrels. 

119 Clippers, orange, in boxes or barrels. 

120 Combs, curry, in boxes or barrels. 

121 Corkscrews, boxed. / 

122 Cutters or grinders, meat (hand), and extra parts, boxed. 

123 Cutters, tobacco or cigar, in boxes, barrels or crates. 

124 Figures and letters (steel), in boxes or barrels, 

125 Files (clip or spindle), paper, boxed or crated. 

126 Grinders, mechanics’ hand tool, boxed. 

127 Handcuffs and leg irons, in boxes or barrels. 

128 Handles, furniture, in boxes or barrels. 

129 Hardware, carriage and wagon, n. o. s., boxed. 

130 Hardware, saddlery, plain or nickel plated, including hames 
(not wooden); also composition martingale rings, in boxes 
or casks. 

131 Irons, curling, in boxes or barrels. 

132 Knives, planer, boxed. 

133 Knives, shoemakers’, and fruit paring knives (similar in 
shape to shoemakers’ knives), boxed. 

134 Mills, coffee, small (family), boxed. 

135 Parers, apple and peach, and extra parts for same, in 
boxes or barrels, ; 

136 Fitters, fruit (hand), including raisin seeders, in boxes or 
barrels. 

137 Plates, push, in boxes or barrels. 

138 Poppers, corn, boxed or crated. 

139 Presses, fruit (hand), boxed or crated, 

140 Pruners, tree (hand), in bundles. 

141 Rope halters, horse and cattle ties, boxed or in bales, 

142 Scrapers, flue or tube (including coke scraper heads), in 
packages. ; 

143 Screws, bench, iron, in boxes or barrels. 

144 Screws, cheese-press, in boxes, barrels or crates. 

145 Shavers, beef, in boxes or barrels, 

146 Shears, pruning, in boxes or barrels. 

147 Shepherds’ crooks, in bundles. 

148 Springs, door and window, in boxes or barrels. 

149 Squeezers, lemon, iron, in boxes or barrels. 

150 Trousers and other clothes hangers (metal), boxed. 

151 Upsetters (tire), tire setters and shrinkers. 

152 Wire fly killers, boxed or crated. 


List of Articles Taking Rates Provided for “Tools’’ in Item 5010. 

Item. Tools. 

153 Adzes, with or without handles, boxed. 

154 Augers, posthole, including diggers, in bundles. 

155 Axes, with or without handles, boxed or with handles ex- 
posed and blades boxed or crated. 

156 Benders, tires, in bundles. 

157 Blocks, swage and blacksmiths’ cones. 

158 Choppers and cleavers (butchers’), not including hand or 
power meat-chopping machines. 

159 Clamps, cabinet, carriage makers’, door and saw, in boxes 
or barrels. 

160 Cleaners, window, rubber-edged, in bundles. 

161 Hammers and hatchets, in boxes or barrels. 

162 Hooks, bush, swamp, grass, hay and pruning, in bundles. 

163 Ice tools, including chisels, chippers, picks, saws, shaves 
and tongs, in bundles. 

164 Jacks, wagon, boxed or crated. 

165 Mallets, wooden, boxed. 

166 Miter boxes, boxed or crated. 

167 Movers, car, in bundles. 

168 Peavies, cant hooks and handles for same, pike poles, 
pickaroons, skidding tongs, timber carriers and parts 
thereof, 

169 Picks, grub hose and mattocks, with or without handles, 
boxed, or with handles exposed and heads boxed or 
crated. 

170 Saws, buck, in boxes or crates. 

171 Shears, grass, hedge and sheep, in boxes or barrels. 

172 Stretchers, barbed-wire and woven-wire, in bundles. 

173 7 Sepeantter?. edge and other hand tools (n. o. s.), 

oxed. 

174 Trowels, garden and floral, in boxes or barrels. 

175 Vises, iron. 

176 Wrenches, iron or steel, each weighing 100 pounds or over, 
not boxed. 

177 Wrenches, monkey or screw, in boxes or barrels. 

178 Wrenches, n. o. s., iron or steel, in boxes or barrels. 





*Rate will not apply on mechanics’ tools, in chests—that is, 
on kits of mechanics; neither will rate apply on scientific tools 
and surgical instruments, 


List of Articles Taking Rates Provided for ‘“‘Tools’”’ in item 5015. 

Item. Tools. 

179 Coppers, soldering, in boxes or barrels. 

180 Crosscut saw handles, with metal attachments, boxed. 

181 Drills, twist, boxed or crated. 

182 Froes, shingle, in boxes or barrels. 

183 Jacks, logging. 

184 —_— _— mending, cobblers’, harness and tinkers’, 
oxed. 

185 Prod poles, in bundles. 

186 Pullers, cork and nail, in boxes or barrels. 


KANSAS-CALIFORNIA FLOUR RATES 


1. & S. NO. 238 (32 I. C. C. 602-605) 


Submitted Dec. 5, 1914. Decided Jan. 20, 1915. 


This proceeding is supplementary to Kansas-California Flour 
Rates, 29 I. C. C., 459, Arizona Wheat Rates, 29 I. C. C., 
424, and Arizona Corporation Commission vs. A. & N. M. 
Ry. Co., 29 I. C. C., 424. Following the decision in those 
cases the carriers involved asked permission to increase the 

rates on wheat and flour in connection with the general 
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readjustment of rates contemplated by them, pursuant to 
the Supreme Court’s decision in the Intermountain cases. 
Upon further hearing, Held: The defendant carriers having 
justified same as reasonable, increase proposed in the rate 
on flour in carloads from 65 to 75 cents per 100 pounds from 
points in Kansas, Nebraska and neighboring states to Cali- 
fornia terminals permitted to become effective, provided 
the difference between the rates on wheat and flour does 
not exceed § cents; and provided further the rates on said 
commodities to the terminals are not exceeded at inter- 
mediate points. 


T. J. Norton for Atchison, Topeka & Santa Fe Rail- 
way Co. 

Fred H. Wood for Southern Pacific Co. 

Allan P. Matthew for Western Pacific Co. 

A. E. Helm for Public Utilities Commission of the 
State of Kansas, 

F. A. Jones and W. P. Gary for Arizona Corporation 
Commission. ; 

Seth Mann for San Francisco Chamber of Commerce. 

C. V. Topping for Southwestern Millers’ League. 

F. M. Hill for Fresno Traffic Association. 

R. D. Sangster for Board of Trade of Kansas City, Mo. 

G. J. Bradley for Merchants and Manufacturers Asso- 
ciation of Sacramento. 


Report of the Commission Upon Rehearing. 


CLEMENTS, Commissioner: 

In Kansas-California Flour Rates, 29 I. C. C., 459 (The 
Traffic World, March 7, 1914, p. 456), we found that the 
carriers respondent therein had not justified a proposed 
increase from 65 to 75 cents per 100 pounds in the rate 
on flour in carloads from points in Kansas, Nebraska and 
neighboring states to San Francisco, Los Angeles and other 
California terminals, and ordered them to maintain the 65- 
cent rate for the future. 

In Arizona Corporation Commission vs. A. & N. M. Ry. 
Co., 29 I. C. C. 424 (The Traffic World, Feb. 21, 1914, p. 379), 
we found that $1.12 per 100 pounds was an unreasonable 
and unduly prejudicial rate for the transportation of flour 
in carloads from points of origin in Kansas, Nebraska and 
neighboring states to points in Arizona directly inter- 
mediate to San Francisco and other Pacific Coast terminals, 
and directed that for the future rates to those points should 
not exceed the rates contemporaneously applicable from 
the same points of origin to the terminals. 

In Arizona Wheat Rates, 29 I. C. C. 424, we held that 
the carriers respondent therein had not justified a pro- 
posed increase from 58 cents to $1 per 100 pounds in the 
rate on wheat in carloads from points in Kansas, Nebraska 
and neighboring states to points in Arizona directly inter- 
mediate to San Francisco and other California terminals, 
and ordered that for the future rates to those points should 
not exceed the rates contemporaneously applicable from 
the same points of origin to the terminals. The terminal 
rate on wheat was then and is now 58 cents per 100 
pounds. 

At the time these cases were decided, a proceeding 
was pending in the Supreme Court of the United States 
respecting the lawfulness of our orders entered in what 
are known as the Intermountain cases: Railroad Commis- 
sion of Nevada vs. S. P. Co., 21 L C. C. 329 (The Traffic 
World, July 29, 1911, p. 204); City of Spokane vs. N. P. Ry. 
Co., 21 I. C. C. 400 (The Traffic World, July 29, 1911, 
p. 226). In those cases we held that rates from the Mis- 
souri River to points directly intermediate to San Fran- 
cisco, Los Angeles, Seattle and other Pacific Coast ter- 
minals should not exceed the rates contemporaneously ap- 
plicable from the same points of origin to the terminals, 
and that rates from points east of the Missouri River to 
said intermediate points should not exceed the rates con- 
currently applicable to the terminals by more than certain 
percentages, grading up from 7 per cent from points in 
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the first prescribed zone east of the river to 25 per cent 
from points in Atlantic Seaboard territory. The Supreme 
Court affirmed our findings in these cases, 234 U. S. 476, 
whereupon the carriers proceeded to revise their transcon- 
tinental rates on all commodities affected by the decision, 
except those on certain commodities as to which they asked 
for additional relief from the provisions of the fourth sec- 
tion of the act. As to such commodities we granted the 
carriers opportunity to present additional testimony. In 
connection with this further hearing the carriers defendant 
in the wheat and flour cases referred to requested oppo- 
tunity to be further heard with respect to their wheat and 
flour rates, both to the terminal and intermediate points, 
which request was granted. 


As stated in Kansas-California Flour Rates, supra, the 
carriers proposed to increase their rate on flour to Califor- 
nia terminals from 65 to 75 cents per 100 pounds, the 
rate on wheat being at that time 58 cents. There 
was no proposal to increase the wheat rate to the 
terminals in that or the other proceedings mentioned. 
The testimony upon the original hearing in Kansas- 
California Flour Rates was directed largely to the 7-cent 
difference between the rates on wheat and flour,-and that 
issue was contested principally between two contending 
commercial interests, the California miller on the one hand 
and the Kansas miller on the other. The California millers 
supported the carriers’ proposal to increase the terminal 
rate on flour and thereby widen the difference between the 


= 


rates on wheat and flour from 7 to 17 cents, contending 
that with the existing difference of 7 cents they were 
unable, because of the long haul on the wheat to the mill, 
including the by-products, to successfully compete with 
Kansas millers, whose long haul was on the flour in the 
sale of flour in California. It appeared from the testimony 
in that case that it takes 273 pounds of wheat to make 196 
pounds, or a barrel, of flour. We held, as above stated, 
that the proposed increased rate of 75 cents on flour to 
the terminals, and in effect that the proposed widening of 
the then existing 7-cent difference between the wheat and 
flour rates, had not been justified. In requesting oppor- 
tunity to present further testimony the carriers stated that 
they did not intend to increase the difference between the 
wheat and flour rates, but desired to increase both the 
wheat and flour rates, the wheat rate from 58 to 67 cents 
and the flour rate from 65 to 75 cents, thereby maintain- 
ing approximately the existing percentage difference be- 
tween the wheat and flour rates. In addition they stated 
that they proposed to apply the terminal rates as maxima 
at intermediate points on both wheat and flour, thereby 
removing violations of the long-and-short-haul rule of the 
fourth section. Additional testimony concerning the wheat 
and flour rates was accordingly taken in connection with 
the general hearing on the commodities as to which addi- 
tional fourth-section relief was sought in the Intermountain 
cases, briefs have been filed, and the matter is now sub- 
mitted for disposition. 


From the testimony now before us, it appears that 
whatever may be the relationship between the wheat and 
flour rates in other parts of the country and the underlying 
reasons therefor, transportation conditions between the 
points here involved seem to justify a higher rate on flour 
than on wheat. It appears from the record that a some- 
what better grade of equipment is required for the trans- 
portation of flour and a greater degree of expedition; that 
loss and damage claims on flour are somewhat greater than 
on wheat, and that the value of a.carload of flour is greater 
than that of a carload of wheat. The average weight of 
a carload of wheat, as sown by statements covering this 
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traffic submitted at the hearing, is 68,969 pounds, and the 
average weight of a carload of flour 52,888 pounds. 

It further appears that the 65-cent rate on flour to the 
terminals is proportionately lower than the rate on this 
commodity from the same points of origin to other western 
points. Commodity rates are published on flour from the 
Missouri River of 30 cents to Denver, 50 cents to Salt 
Lake City and 50% cents to El Paso. Flour is rated fifth 
class in Western Classification. We prescribed maximum 
fifth-class rates as follows: In Commercial Club of Salt 
Lake City vs. A. T. & S. F. Ry. Co., 19 I. C. C. 218 (The 
Traffic World, July 2, 1910, p. 25), 98 cents from the Mis- 
souri River to Salt Lake City; in Railroad Commission of 
Nevada vs. S. P. Co., 19 I. C. C. 238 (The Traffic World, 
July 2, 1910, p. 41), $1.33 from the Missouri River to Reno, 
Nev.; in Maricopa County Commercial Club vs. S. F. P. & 
P. Ry. Co. 19 I. C. C. 257 (The Traffic World, July 2, 
1910, p. 38), $1.33 from the Missouri River to Phoenix, 
Ariz., and in Colorado Mfrs. Assn. vs. A. T. & S. F. Ry. Co., 
28 I. C. C. 82, 47 cents from the Missouri River to Denver. 
The fifth-class rate from the Missouri River to El Paso is 
86 cents. it therefore appears that the commodity rate on 
flour to Denver is 63.8 per cent of the fifth-class rate; to 
El Paso, 58.7 per cent of the fifth-class rate, and to Salt 
Lake City, 51 per cent of the fifth-class rate. The 65-cent 
rate on flour to California terminals is 40.6 per cent of 
the fifth-class rate of $1.60, and the proposed rate of 75 
cents would be 47 per cent of the fifth-class rate. The 
testimony indicates that the 65-cent rate on flour to the 
terminals was established to meet the competition of wheat 
moving from the Dakotas and Montana to north Pacific 
coast terminals, thence by water to California terminals, 
where it was milled into flour, but that the carriers now 
believe that this rate may be increased to 75 cents with- 
out materially reducing the volume of flour shipments from 
Kansas and Nebraska to California. The carriers contend 
that the fact that they did not apply the 65-cent rate at in- 
termediate points shows that they were endeavoring to 
meet a situation at the terminals which they did not believe 
existed at interior points. 


Considering all the facts of record as now appearing, 
we are of opinion that the respondent carriers have justi- 
fied as reasonable a rate not in excess of 75 cents per 100 
pounds for the transportation of flour in carloads from 
points of origin in Kansas, Nebraska and neighboring states 
taking the same rates, involved jin the cases referred to, to 
California terminals, and tariffs filed upon not less than 
thirty days’ notice, naming a rate not in excess of that 
amount, will be permitted to go into effect, provided the 
carriers so adjust the rate to the terminals on wheat as 
to limit to a maximum of 8 cents per 100 pounds the differ- 
ence between the wheat and flour rates, and provided 
further they apply as maxima at intermediate points the 
rates on said commodities to the terminals. 


Upon receipt of notice from the interested carriers of 
the filing of tariffs giving effect to the conclusions herein, 
our order heretofore entered, requiring the maintenance for 
the two-year statutory period of a rate on flour not in 
excess of 65 cents, will be vacated as of the date upon 
which the rates now permitted are to become effective. 


SUGAR CASE MILEAGE SCALE 
FOURTH SECTION APPLICATIONS NOS. 542, 1024, 1530, 
3965, 484, 2045, 1952, 2138, 458, 601, 4297, 4948, 799, 
1548, 2222, 1021 and 2043. (32 I. C. C. 606-610) 
SUGAR RATES FROM NEW ORLEANS, LA., AND 
POINTS TAKING THE SAME RATES TO OHIO 
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RIVER CROSSINGS, MEMPHIS, TENN., ST. LOUIS, 
MO., AND INTERMEDIATE POINTS. 


IN THE MATTER OF APPLICATIONS FOR RELIEF 
FROM THE PROVISIONS OF THE FOURTH SEC- 
TION OF THE ACT TO REGULATE COMMERCE, 
AS AMENDED JUNE 18, 1910, RESPECTING RATES 
ON FREIGHT TRAFFIC HEREINAFTER DE- 
SCRIBED. 

Submitted Nov. 23, 1914. Decided Jan. 22, 1915. 


Mileage scale shown in 31 I. C. C., at page 510, the original 
report herein, modified. 


Same appearance as in the original report. 
Supplemental Report of the Commission, 
BY THE COMMISSION: 


The carriers serving the territory affected by Fourth 
Section Order No. 4086, entered in the above-entitled case, 
31 I. C. C. 495 (The Traffic World, Aug. 29, 1914, p. 454), 
have represented to the Commission that in endeavoring 
to readjust their sugar rates in accordance with the terms 
of said order, it is found that if the mileage scale therein 
prescribed is to be the basis upon which a general revision 
of these sugar rates is to be made it will result in large 
reductions in their revenues, both intrastate and inter- 
state. They ask, therefore, for such modification of the 
order as will permit the establishment of what, in their 
judgment, is a consistent, harmonious and properly related 
rate adjustment on this commodity. The rates proposed 
are designed to preserve their revenues on this traffic and 
at the same time bring about a more uniform and logical 
adjustment of rates under the long-and-short-haul clause 
of the amended fourth section’of the act. Each of the car- 
riers involved herein has submitted a scale of rates which 
it is desired to establish in lieu of mileage scale pre- 
scribed by the Commission. The following table is repre- 
sentative of the proposed changes in the carload rates, in 
cents per 100 pounds, by the routes of the carriers named: 


LOUISVILLE & NASHVILLE R. R. 
Present Proposed 


From New Orleans to— rate. rate. 
IN FN oie for: gsccias! a :araletoinveshos SPOS G6 plalategoalolduets 19 pete a 
I NS ory raskrs a cn areraratetaig care hlanlea giclee aia mtalis 45 21% 
MIS INIINR MEN ii. oie sinii-e0'.6:a:dceisin Sale So we RARE RR Bae 39 21% 
PE, I ise arn kwh waidnaee ashes sew one oun 17 21% 
I MRIS «a6: sono nis 660 wie wd dip nein’ pieleile nig Pees 31 21% 
a ta ols. 5.6 wis:d 4:5 on. dkw lew eas bnddmak abodes 41 21% 
I IS in. ao o50nss 640 SNS Oven 50°04 wee es ood ete owed 27 21% 
SR NN iain. 6 e055 ania ue diosa bien s-ooaeaiee 17 21% 
CR Ns 5nd bis kb ae -are:G.o apie G-detnws aia sare #.. 42 28 
INS. HO abs Sek wind oo. eo cle whe poe 48-5 00 cde 31 28 
Re sii 8 cc ansgid ond sine 6 coals bw hice aaien ai 24 28 
I 8 i sik. candied aie <6) a sw a a og Wi wD oe lon 34 28 
We Sia rah ka am isa: gh jw alec Rw ee eet sla 45 28 
Cs I a bs 5 baw srankie vib wieraaio hace > seal 31 28 
IS Ov ccnie os Suv adanee ke cwcabed'es ’o 22 28 
IN, FN iis ince nes Dens eeeb dee ki iaaneAShined 17 18% 
ET, apis wisk sb ends cae podwd os ckeoontaeadsase 40 28 
er FES. ino se dca cccaetesceiseeee gaa 20 21% 
SE ee 5.5 o.55:09 5,0 oss cnn neo, hema eab ae eels 47 28 
EU, I. EES, og aowrc.ore' 0.0 4.0 bau s.e he Wee awe Sees 25 28 
SOE POE. 6 boo Fo. sccaceswckeecbesasawes 33 28 
E UURI) TING. hoe snes 6 410-6 4104 o's 2. doreéwa siemens sone se 17 18% 


QUEEN & CRESCENT ROUTE. 
Present Proposed 





From New Orleans to— rate. rate. 
SE SRA does eelor ees -stivnd keene were 20 21% 
I na ars cnet Wiclatwh oy ntnie, S60 91a ai veh pebble auninin asain 17 21% 
BI, INL 0 6 soins yca se ~ 0.0.90'sig 0.0 4 eclnp bine Rae eieiee 20 21% 
MI NN eo i dia ida Gh a Ww ite SSE RES Aa ale peraele 17 21% 
ks. 5 55 » vin eae ecdneale Rew aemies manors 17 21% 
ee Lee ee eT ee ee ee 22 21% 
Coaling, Ala., to Bibbville, Ala., inclusive......... 22 21% 
TIE, I 5 ssacd ts Sacre anid nec own Rane eee each wines 22 21% 
PE I EI, 6.05 5650 ede sindncgesssa betas be 22 21% 
I iknow dob teas bies dha cena soo uhee 22 21% 
Argo, Ala., to Whitney, Ala., inclusive + ae 24% 
MN Si Sas. 5 xan w s'6 od cebdew nee 46 esue sab ece ners 20 24% 

<I I ne ark 2 09-5.6 4054) 6054s Reed Ots dS s Hae e 25 24% 
WAMU, TO oc seceacetecedecdtrsswossesedes 25 24% 
Ce I 8k 6. 6:6:5045:54.404394s4EK dase bw eee 20 24% 
Boyce, Tenn., to Burnside, Ky., inclusive.......... 23 27% 
Somerset, Ky., to Brannon, Ky., inclusive.......... . 28 28 
Dov b 05.3:4004e ad cbs edibsiahis st adsasdoas 18% 20 


COPE, PURI noo. 50 hs as wawaks 0.66 66d4:3's 6693464 dads 18% 20 
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ILLINOIS CENTRAL R. R. 
Present Proposed 





From New Orleans to— rate. rate. 
I I deo a ae a ilack since Saal AcGcce's ok Belen 15 18 
Madison, Miss. 22 22 
Canton, Miss. 22 22 
Pickens. Miss. 22 22 
I, - od. oe Sarda BS Patan a Rude o8e.e > Sb ood ode ae 22 22 
nnd ae seer dsetcens doPdsosnseaedoadencde 22 22 
I vi nds ne aU 6 Be-0e CE oh ain Sines b odiameradls 22 23 
TE inca ass a 5s bcc cbin kde so aaa dw 6 Raemke aaa 22 23 
I win iis ataisabaciewswecedan cguis vataes 22 25 
.. sca sabes bbe 6d vee bah ieie cn’ e gunes 22 25 
EE ee ree en 22 25 
he bt i aS ao uh ind an toe aime awe ween 22 25 
I i a2 6 ale ce ea okie EH balah Ae Wawa weed © 22 25 
I NR, no nic ood Bink, ee eld ba Rede diane obo. 22 25 
I re ane cial gee na Keb ealeGm a pede 35 25 
ee RS sad ban we enecs onus 6seneoup eee 25 25 
I re winin apia. Ws wg ore Rieti 'e.& eral ons 35 25 
a Sie iis iw Ai hike os ns er'es isp re Ais Asan 35 25 
diab seca aawe sed a sas Was osede wes 35 25 
i Mo oaks a Madd wa bela ban Sewe ia caer a 25 25 
I a Bi te Oh ec ee cgi Cai 35 26 
MEE IE PT TOPE PO PTT OP 35 26 
eas 6d dea as whe ke eet wwe baneeuNewns cals 26 26 
RE Senet Bi ke cease ies daar siewaalee 35 28 
I Si i So wai Mad 0 hint ae wie elreteah ew 35 28 
8. a end dda es ooo a ceeded amar ecw he 27 28 
a Sah ol elie WE id hatte Wie Sei ea Oke as OE 28 28 
MI, 6 oes ad Se ia e aieewaelh dbaeeb ane akon 30 2 
LDS, Susie swhecaes ve bere tedeu keds eb eeeer 15 18% 
a nathan pn Red th hiet ahaha apa haa aa Deas 17 18% 


WESTERN & ATLANTIC R. R. 
Present Proposed 
From New Orleans to— rate. rate. 
Atlanta, Ga, 
DA erates SENT iad och g «inte eth ale Wd ake bina as 29 28 





I oh ne ae Ae se 31 28 
I OI Ta aia iGi di SG ain kA bb Hee dk Wow cmd ase oeeaie 31 28 
I i wih & 65.55% SHIRA ES AK RS a:enwiacblamw Wadia eid 32 28 
Marietta, Ga. 33 28 
Kennesaw, Ga. 33 28 
Acworth, Ga. 32 28 
Allatoona, Ga. e 31 28 
I a iat ai alam Bahl ae bes 4b rin dan hia Sh Slat vac wr 29 28 
Cartersville, Ga. 23 28 
NS ah hee bw. a ba oble w be dmaeua eae é 29 28 
NN i ol te a alld a mala id oie i aire oii aha it a ali tail 29 28 
a eager i ai ee aig a a le tte ae Le 31 28 
IN, sited widisinas Actua x io Rdeee SH OK SOC we 31 28 
a So ere ea eee ii hay Ce hie 31 28 
IES <a. dave Skee anh bee Melk 60 6d/o uisre 600 wodicwne ead 32 28 
EA re So ee ad ia te wa ian oa Bia SSS gaelhis 32 28 
eos as wk God ae sae ammnw a 3 28 
EE EL i 0:0 ba. Onde hae ouwlesooes césacaaKaeas 34 28 
oa in abled & 33 28 
Soo aia aia ahs bhibre men % Kate abe es Rabies Obes 32 28 
a a a i a ta 31 28 
NS as oe cha es hb eve aie bwin. 4.549) 0 aed eer ere'é 23 28 
I RL. 5 5d awe aloe’, 0 45. 616066686 dee eens 29 28 
EE Sd ic cenddcebeatekendscendanmiedos> eee 29 28 
TMS ak oe ann baka ban am hin Ke koe e eee eee naee es 32 28 
aia arian alee ue: 6 aisle nie a aaa and ak wee 32 28 
id od 5 Ba silica on SiR ew hd Rese 31 28 
Tn. cv ccabuPadebciscesbebb}sebeewawn 29 28 
I a's Wis cpap ee nine welebink nae oeee 20 24% 


It will be observed from the foregoing table that the 
adjustment proposed will effect both increases and reduc- 
tions in rates. he increases in some instances appear to 
be marked, while in others the reductions are equally im- 
portant. However, when both increases and reductions are 
considered together, it is evident that they tend to bring 
about a more uniform and harmonious rate adjustment 
under the fourth section than has heretofore prevailed. 

It is also asserted by the carriers that this plan of re- 
vision cannot be followed if the mileage scale of rates pre- 
scribed in said order is to be controlling, as that scale 
would in some instances compel reductions in the existing 
low rates to the common points. An exhibit filed with the 
petition for modification gives a comparison of rates on 
sugar from New Orleans to a number of depressed-rate 
points in the South, as compared with rates that would re- 
sult from the use of scale prescribed in the order. The 
following is illustrative of this: 


Rates, C. L. 
Pres- 

From New Orleans to— Miles. ent. Scale. 
i a a al cat 311 22 20 
RN oa a ke a aw bie abocaian wears Wea ete 389 25 20 
I ais cia le ae ginnnh 6m gage ean haan 4k 441 25 23 
I ab ot a wkd Cha tae ew 1G kOe hake ee 398 23 20 
I MM. sds webs hanes eelebedeweecehawdme 423 30 23 
ON i Oe ik nk ce wlll 4 Ge eee eee 598 33 23 
RS ies Labo Wien ks & ch Oded sukeeewned 568 40 23 


ES PR, 5 oe ead keen ada Gabe ae eal 601 27 23 
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The Commission long since recognized that the sugar 
adjustment in the Southeast was not on a proper basis and 
that here and there sugar was enjoying rates that did not 
contribute in proper proportion to the revenues of the 
carriers. Edgar & Son vs. L. & N. R. R. Co., 26 I. C. C. 
181 (The Traffic World, March 8, 1913, p. 573). We were 
also mindful of the fact in reaching our conclusion in the 
original report herein that the carriers in adjusting their 
rates to conform to the fourth section should be permitted 
to make some increases as well as reductions in their 
rates in order to effectuate such an adjustment as would 
neither materially increase nor decrease their revenue on 
this commodity, but which would correct the disparities 
in rates. It was, therefore, the aim of the Commission, in 
prescribing the said mileage scale of rates to be observed 
as maxima to intermediate points, to correct the undue dis- 
crimination existing against these intermediate points, as 
compared with the more distant competitive points, as to 
which some measure of relief from the requirements of the 
long-and-short-hau] rule seemed just and necessary. This 
scale was not, therefore, made as representing the Com- 
mission’s opinion of what would be reasonable and proper 
rates to all points in the territory involved. Furthermore, 
at the time the mileage scale was prescribed the Com- 
mission could not foresee the result of a strict application 
of the same to all points in other territory not intermediate 
to the Ohio River cities. However, upon a further consid- 
eration of the record and the petition for modification, to- 
gether with the exhibits submitted in support of same, 
we are of opinion that our order and the findings in the 
original report herein should be modified to some extent, 
but not to the extent prayed. 


The proposed rate to Montgomery for a distance of ap- 
proximately 320 miles is 21% cents, which will be observed 
as maximum at intermediate points on the direct line. The 
proposed rate to Birmingham is also 21% cents for a 
distance of 355 miles, which also will be observed as 
maximum at intermediate points. 

The proposed rate to Memphis via the Illinois Central 
is 131% cents and to intermediate points 25 cents. We do 
not consider that the rate of 25 cents bears a reasonable 
relation to the rate of 13% cents, and to this extent the 
proposed adjustment does not appear reasonable. We are 
of the opinion that the proposed rate to Birmingham of 
21%, cents should not be exceeded for like distances to 
points on the lines operating in the Mississippi Valley, 
and these carriers will, therefore, be authorized to estab- 
lish rates not exceeding 21% cents per 100 pounds, car- 
loads, to all points not more than 360 miles from New 
Orleans on routes from that point to the Ohio and Missis- 
sippi River crossings. 

The rates proposed by the carriers to points north of 
Memphis and Birmingham in the states of Mississippi, Ala- 
bama, Tennessee and Kentucky vary from 25 to 28 cents 
per 100 pounds. These points are at distances of from 
360 to 800 miles from New Orleans, and the proposed rate 
of 28 cents per 100 pounds, carloads, to the more northerly 
of these points does not appear to be unreasonable as 
compared with the rate on sugar for like distances in this 
and other sections of the country. We are of opinion 
that on the direct lines to the Ohio River crossings the 
rates to points north of Birmingham and Memphis should 
grade with distance, not exceeding 25 cents per 100 pounds 
to points south of the southern boundary of the state of 
Tennessee. The petitioners will, therefore, be authorized 
to establish rates to points more than 360 miles from New 
Orleans and south of the southern boundary of the state 
of Tennessee which do not exceed 25 cents per 100 pounds, 
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and rates to points on these lines north of said boundary 
line not in excess of 28 cents per 100 pounds, provided the 
rates which have been proposed by the carriers be not 
exceeded. 

Such of petitioners whose lines are circuitous between 
competitive points will be authorized to meet the rates of 
the short lines and to maintain higher rates at intermediate 
points in cases where their lines are not less than 15 per 
cent longer than the short line, provided that the rates at 
the intermediate points do not exceed rates shown in the 
exhibits attached to their petition for a modification of the 
original order. 


No general maximum limitation as to the extent that 
the long line may exceed the short line in length will be 
included in the order as a condition upon which this relief 
is granted. This does not mean, however, that it is the 
view of this Commission that these lines may depart from 
the fourth section in meeting via unreasonably circuitous 
routes rates in effect via direct lines. It is expected that 
the circuitous lites will refrain from continuing departures 
from the fourth section in cases where there is an unrea- 
sonably great disparity between the distance via their route 
and the distance via the short line and not attempt‘to 
compete via very circuitous routes with lines one-half to 
one-third as long. An instance of this kind occurs via the 
New Orleans & Northeastern and Gulf & Ship Island rail- 
roads, which operate a joint route from New Orleans to 
Gulfport, Miss., via Hattiesburg, Miss., a distance of 187 
miles. The distance via the short line between these points 
is 67 miles. Competition via such a circuitous route is 
absurd. Authority for this route to meet the rates of 
the short line without observing the fourth section will be 
denied, and should it subsequently be. found that other 
situations similar to this one are continued, such further 
orders as may be necessary in each case will be made. 


The carriers have in the past also had in effect less- 
than-carload commodity rates on sugar from New Orleans 
to many points in the Southeast. It is now desired that in 
the modification of the order no less-than-carload commod- 
ity rates be prescribed, as it is the desire of the carriers 
to cancel wherever they can these less-than-carload rates 
and apply in lieu thereof the class rates on such shipments. 

There are doubtless many instances in this territory 
where it is unnecessary to continue less-than-carload com- 
modity rates on sugar. We will not, therefore, in the dis- 
position of this case, make any order respecting less-than- 
carload rates, except to provide that wherever a less-than- 
carload commodity rate is established on sugar the rate to 
an intermediate point shall not exceed the rate to the next 
more distant point to which a less-than-carload commodity 
rate is named by more than the class rate to which this 
commodity belongs exceeds the corresponding class rate to 
the more distant point. 


It is also prayed that in modifying said order all refer- 
ence be omitted to rates to points intermediate to St. Louis 
and north of the Ohio River, leaving the rates to these 
points for consideration in connection with the rates to 
other points in the state of Illinois and to points in 
Central Freight Association territory. 

It is shown that the rates from New Orleans to points 
of destination intermediate to St. Louis and north of the 

hio River are influenced by the rates from eastern refining 
points and beet-sugar manufacturing points, which rates 
are beyond the control of petitioners to a much greater ex- 
tent than are the rates to points south of the river, and 
consequently it may be necessary to continue rates to 
such points somewhat less than to intermediate points 
south of the river. 
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In view of the facts and circumstances stated, we are 
of the opinion that the rates to the points above mentioned 
should be reserved for consideration in connection with 
the rates to other points in the state of Illinois and to 
points in Central Freight Association territory, and the 
order as modified will omit any reference to rates to said 
intermediate points. 





SUPPLEMENTAL FOURTH SECTION NO. 4086. 


It is ordered, That Fourth Section Order No. 4086 be, 
and the same is hereby, amended to read as follows: 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue to charge lower 
rates on sugar, carloads, from New Orleans, La., and points 
taking same rates to the Ohio River crossings, Lexington 
and Bowling Green, Ky., Nashville and Memphis, Tenn., 
Helena, Ark., lower Mississippi River points, Yazoo River 
points and Mobile, Ala., than are concurrently maintained 
on like. traffic to intermediate points, provided the rates 
charged to said intermediate points do not exceed the fol- 
lowing scale, to-wit: = 


Rate per 

100 Ibs., 

Distance. Cy. Ta, Cte, 
Not exceeding 360 miles from New Orleans..............+. 21% 


To intermediate points on direct lines to the Ohio River 
south of the south boundary of the state of Tennessee 
more than 360 miles from New Orleans, not more than.. 25 

To intermediate points north of the south boundary of the 
state of Tennessee, nOt more thaN......sseeeeeeeeeveees 28 


Provided that the rates to said intermediate points do not 
exceed the rates shown in the exhibits attached to and 
made a part of the petition for modification of said order. 

It is further ordered, That the petitioners herein hav- 
ing the indirect routes from ‘New Orleans to points not 
hereinbefore referred to located in the territory south of 
the Ohio and east of the Mississippi rivers be, and they 
are hereby, authorized to continue to meet the rates on 
sugar, carloads, established by the direct routes from New 
Orleans to all such points in those instances where the 
indirect route is not less than 15 per cent longer than the 
direct line between the same points, and to maintain higher 
rates on like traffic to intermediate points, provided that 
the rates to said intermediate points do not exceed the 
rates shown in the exhibits attached to and made a part of 
the said petition for modification of said order. 

It is further ordered, That those portions of applica- 
tions Nos. 484 of Gulf & Ship Island Railroad Co. and 601 
of New Orleans & Northeastern Railroad Co., which ask 
for authority to continue lower rates on sugar from New 
Orleans, La., to Gulfport, Miss., than are concurrently main- 
tained on like traffic to intermediate points be, and the 
same are hereby, denied, effective May 1, 1915. 

It is further ordered, That in all those instances in 
which the respondents have been authorized to maintain 
lower carload rates on sugar to more distant than to inter- 
mediate points, the petitioners herein be, and they are 
hereby, authorized to maintain less-than-carload commodity 
rates on sugar to the same destinations that are lower 
than the less-than-carload rates to intermediate points, pro- 
vided that the rates to said intermediate points shall in no 
case exceed the rate to the more distant point by a greater 
amount than the rate to the intermediate point on the class 
which the commodity usually takes exceeds the rate on the 
corresponding class to the more distant point. 

It is further ordered, That all other and further relief 
prayed under said applications respecting rates on sugar 


* from New Orleans to points in the territory hereinbefore 


described be, and the same is hereby, denied, effective May 
1, 1915. 
The Commission does not hereby approve any rate that 
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may be continued or established under this authority, all 
such rates being subject to complaint, investigation and 
correction if in conflict with any provision of the act. 

It is further ordered, That tariffs containing rates re- 
vised in accordance with the terms of this order shall be 
made effective on statutory notice. 


PANAMA CANAL APPLICATION 


CASE NO. 6605 (32 I. C. C., 690-700) 

APPLICATION OF SOUTHERN PACIFIC CO. UNDER 
THE PROVISIONS OF SECTION 5 OF THE ACT 
TO REGULATE COMMERCE, AS AMENDED BY 
SECTION 11 OF THE PANAMA CANAL ACT, IN 
CONNECTION WITH THE OPERATION OF THE 
PACIFIC MAIL STEAMSHIP CoO. 


Submitted Nov. 7, 1914. Decided Feb. 1, 1915. 


Upon petition of the Southern Pacific Co., under section 5 of 
the Act, as amended by the Panama Canal Act, for an ex- 
tension of time during which petitioner may retain owner- 
ship in the Pacific Mail Steamship Co., Held: 

. The words ‘“‘may compete for traffic’ as used in the Act do 
not mean a vague, possible, though improbable, competition; 
but mean a probable, potential competition, as when the 
water line is entirely divorced from the railroad. 

. The competition referred to is ‘for traffic.’””’ There is no 
limitation or qualification of these words. They therefore 
cover all interstate coastwise or foreign traffic, 

. The Pacific Mail Steamship Co., operating boats between 
San Francisco, Cal., and Balboa or Colon, the termini of 
the Panama Canal, may compete for coastwise interstate 
traffic between points in the United States; for traffic be- 
tween points in the United States and points in Mexico; 
and for traffic between points in the United States and 
points in foreign countries, with the Southern Pacific Co.’s 
rail lines from San Francisco. 

. The “existing specified service by water’? designated in the 
Act is not determined or measured by the character of the 
several shipments carried, but by the operation of vessel 
or vessels. 

. The Commission is without power to grant any extension of 
time as to vessel or vessels operating or to operate between 
San Francisco and Colon, for the reason that that service 
by water would be ‘“‘through the Panama Canal.’’ If it shall 
be made to appear that certain specified vessel or vessels 
will operate no farther than Balboa, the Commission could, 
as to such vessel or vessels, grant an extension of time. 

. From the record it appears that the service proposed, other 
than that through the Panama Canal, would be in the inter- 
ests of the public and of advantage to the convenience and 
commerce of the people, and that its continuance would 
neither exclude, prevent, nor reduce competition on the 
route by water under consideration. 

. In every case in which extension of time is granted under 
section 5 of the Act, the rates, schedules and practices of 
the water carrier, governing traffic subject to the Act, must 
be subject to all of the provisions of the Act in the same 
manner and to the same extent as is the rail carrier con- 
trolling or interested in such water carrier. 

. Record held open for: sixty days, within which petitioner 
may, if it so elects, file amendment to the petition as to 
boats that will go no farther than Balboa. 


F. H. Wood and H. C. Booth for~Southern Pacific 
Co. and Pacific Mail Steamship Co. 


Report of the Commission. 


CLARK, Commissioner: 

This is an application under section 5 of the Act to 
regulate commerce, as amended by section 11 of the 
Panama Canal act, filed by the Southern Pacific Co., 
hereinafter designated as the petitioner, in which the 
Commission is asked to determine: (1) The questions 
of fact as to competition or possibility of competition be- 
tween the Southern Pacific Co. and the Pacific Mail 
Steamship Co.; (2) whether the proposed service of the 
Pacific Mail Steamship Co. may, under the provisions of 
section 5, be lawfully operated; (3) whether such pro- 
posed service by water is, or is not, a service “through 
the Panama Canal;” (4) if it is not a service by water 
through the Panama Canal, whether it is of such advan- 
tage to the convenience and commerce of the people as 
to justify an extension of the time during which such 
service by water may continue to be operated beyond 
July 1, 1914, and (5) if said service by water may be 
continued, whether the steamship company must file 
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schedules of its rates and practices, as required in said 
section. 
Southern Pacific Co. 


The petitioner is a corporation organized and exist- 
ing under the laws of the state of Kentucky. It controls 
and operates main lines of railroad extending from Port- 
land, Ore., to Sacramento, Cal.; from Ogden, Utah, 
through Sacramento to San Francisco, Cal.; from San 
Francisco through Los Angeles, Cal., and Houston, Tex., 
to New Orleans, La.; from Houston to Galveston, Tex. 
Petitioner also owns all the outstanding capital stock 
of the Southern Pacific Railroad Co. of Mexico, a cor- 
poration organized and existing under the laws of the 
state of New Jersey. This company operates a main 
line of railroad extending from Nogales, Ariz., to and 
through Guaymas and along the southwestern coast of 
Mexico to Orendain, in the Republic of Mexico. This 
line has several branches, and at Orendain it connects 
with the National Railways of Mexico. At Nogales the 
Southern Pacific Railroad of Mexico connects with the 
main line of the Southern Pacific running from San 
Francisco to New Orleans. The distance, as shown by 
petitioner’s time-tables, from San Francisco to Nogales 
is 1,049 miles, and from Nogales to Orendain’ 1,075 miles, 
making the total distance from San Francisco to the 
terminus in Mexico 1,124 miles. 


Petitioner also operates steamship lines from the 
terminus of its railroad at New Orleans to New York 
City and to Havana, Cuba. From Galveston it operates 
a line of steamships to New York. Over these lines of 
railroad and steamships petitioner transports interstate 
and foreign commerce to and from San Francisco and 
vicinity. Petitioner also owns 110,800 shares, of the par 
value af $11,080,000, of a total of 200,000 shares, of the 
par value of $20,000,000, of the capital stock of the Pa- 
cific Mail Steamship Co., hereinafter designated the steam- 
ship company. 

Pacific Mail Steamship Co. 


This steamship company is a corporation organized 
and existing under the laws of the state of New York. 
It owns and operates two considerable fleets of steam- 
ships. One fleet operates between San Francisco, Cal., 
and Honolulu and ports in Japan and China, carrying 
interstate and foreign commerce from and to San Fran- 
cisco. The other fleet operates between San Francisco 
and Balboa, the Pacific terminus of the Panama Canal, 
stopping at and serving various points on the southwest- 
ern coast of Mexico and Central America. The steam- 
ships on this line make regular scheduled trips, stopping 
at Mazatlan, San Blas, Manzanillo, Acapulco and Salina 
Cruz, on the coast of Mexico, ports that are near to, and 
some of them directly served by, the Southern Pacific 
Railroad of Mexico. The traffic carried between San 
Francisco and Balboa has principally been transported 
over the Panama Railroad to or from Colon and via 
steamships bound for or from Atlantic coast points, 
Europe, and other foreign countries. The steamship com- 
pany, therefore, has been a carrier of interstate and 
foreign commerce from and to San Francisco. Upon the 
oral argument counsel for petitioner asked leave to 
amend the petition so as to make it read that this fleet 
of steamers operates “between San Francisco and Balboa 
on the western coast of the Isthmus of Panama or Colon.” 
Colon is at the eastern terminus of the Panama Canal. 
The reason assigned for this change is that the Panama 
Railroad has given notice that it will discontinue all 
commercial service between the Pacific and the Atlantic 
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oceans and in order to carry the traffic which it proposes 

to carry it will be necessary for the steamshis company 

to land its freight at Balboa for transshipment or, passing 

through the canal, to land it at Colon for transshipment. 
The petition alleges that— 


From and after July 1, 1914, the steamship company will 
engage (in addition to its Hawaiian-Asiatic traffic hereinbefore 
described) in traffic between San Francisco and the ports of 
San Blas, Manzanillo, Acapulco and Salina Cruz, in the Repub- 
lice of Mexico; Ocos, Champerico and San Jose de Guatemala, 
in the Republic of Guatemala; Acajutla, La Libertad and La 


Union, in the Republic of Salvador; Amapala, in the Republic - 


of Honduras; Corinto and San Juan del Sur, in the Republic of 
Nicaragua, and Punta Arenas, in the Republic of Costa Rica; 
between said ports above named, between said Mexican and 
Central American ports and Europe, and between said Mexi- 
ean and Central American ports and Atlantic and Gulf ports of 
the United States, which said traffic with Europe and with the 
Atlantic and Gulf ports will be handled by the steamship com- 
pany to or from Balboa and transshipped in connection with the 
vessels of other lines in no way connected with the petitioner. 
it will also engage in traffic between the port of Mazatlan, 
Mexico, and other Mexican and Central American ports above 
named and between Mazatlan and Atlantic and gulf ports of the 
United States. 


The following reason for this proposed change in the 
traffic is stated by the vice-president of the steamship 
company: 


The Pacific Mail Steamship Co.’s idea is this: Under the 
law they cannot operate from San Francisco to New York 
City; under the strict interpretation they can’t operate from 
San Francisco and transfer a small quantity of freight at Colon 
or at Balboa in connection with European steamers for the 
reason that it might be considered that they were in compe- 
tition with the Southern Pacific through the ports of New Or- 
leans. . . . So that in making my report to the board of 
directors as to what I considered we could do under the Act, I 
eliminated those two services—our business from San Francisco 
to Europe via the Isthmus of Panama and our business from 
San Francisco to New York via the Isthmus of Panama, I be- 
lieving it was in direct violation of the terms of the Act. 


By resolution the stockholders adopted this recom- 
mendation. The steamship company proposes to continue 
as a common carrier of freight and passengers from and 
to the port of San Francisco, calling at the other ports 
named. 

Present and Possible Competition. 

Section 5 of the Act to regulate commerce, as 
amended by what is known as the Panama Canal act, 
among other things, provides that— 


From and after the ist day of July, 1914, it shall be un- 
lawful fer any railroad company or other common carrier sub- 
ject to the Act to regulate commerce to own, lease, operate, 
control or have any interest whatsoever (by stock ownership 
or otherwise, either directly, indirectly, through any holding 
company or by stockholders or directors in common, or in any 
other manner) in any common carrier by water operated 
through the Panama Canal or elsewhere with which said rail- 
road or other carrier aforesaid does or may compete for traffic 
or any vessel carrying freight or passengers upon said water 
route or elsewhere with which said railroad or other carrier 
aforesaid does or may compete for traffic; and in case of the 
violation of this provision each day in which such violation 
continues shall be deemed a separate offense. 

Jurisdiction is hereby conferred on the Interstate Commerce 
Commission to determine questions of fact as to the competi- 
tion or possibility of competition, after full hearing, on the 
application of any railroad company or other carrier. 


The language “does or may compete for traffic’ and 
“possibility of competition” is strong and significant. 
Considering the whole act and its manifest purpose to 
dissociate railroads from competing water lines as de- 
scribed therein, these phrases evidently mean that one 
purpose of the inquiry by this Commission shall be to 
ascertain whether under existing conditions there is com- 
petition or whether there may be competition if the rail- 
road interest in the water carrier or vessel is eliminated. 

This section of the Panama Canal act indicates, 
among other things, a clear, unmistakable policy, adopted 
by Congress, to separate from railroad ownership, con- 
trol, or influence such common carrier water lines, and 
Such vessels, asimay, when thus separated, compete with 
the present owning or controlling companies, except 
where, upon investigation, it is found by the Commission 
that the existing service by water, other than through 
the Panama Canal, is being operated in the interest of 
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the public, is of advantage to the convenience and com- 
merce of the people, and that its continuance will neither 
exclude, prevent, nor reduce competition on the route by 
water. This being so, a construction of the act must be 
adopted which will properly and effectively carry out the 
purpose of Congress. The Commission may not nullify 
nor weaken the force of the plain intendment of the act 
for any “reasons, however plausible they may appear +o be 
The words “may compete for traffic’ do not mean a 
vague, possible though improbable competition, but mean 
a probable, potential competition, as when the water 
line is entirely divorced from the railroad. We must, 
therefore, look at the conditions as they will exist if this 
divorce is effected. From a practical view the question 
is, Will the steamship company, when free to consult 
only its own interests, compete for traffic with the rail- 
road line? In the light of experience this will not be a 
difficult question to determine in most cases. Self-in- 
terest will surely develop an effort to secure desirable 
traffic—traffic that will produce revenue for the carrier. 

It’ must also be observed that the competition is “for 
traffic.” There are no words of limitation in this clause; 
it covers all interstate coastwise or foreign traffic. 

Possible competition for traffic in the present case 
will be considered under three heads: (1) Coastwise 
traffic between points in the United States; (2) traffic 
between San Francisco and ports on the coast of Mexico 
and Central America, and (3) European and other foreign 
commerce. 


Coastwise Traffic Between Points in the United States. 


It is frankly admitted that the steamship company, 
as an agent of interstate commerce, has been engaged 
in interstate coastwise traffic between points in the United 
States. It has received and carried freight between San 
Francisco and Balboa which was transported by railroad 
across the Isthmus of Panama and by ships to and from 
New York. The route of the steamship company forms 
the Pacific link in this through transportation. It is ad- 
mitted that this service is or may be in competition with 
petitioner’s lines of railroad and steamships from San 
Francisco to New York via New Orleans or Galveston. 

But it is said in the petition and in the evidence 
submitted that the stockholders of the steamship company 
have determined not to accept freight from or to San 
Francisco to or from Atlantic coast points, and it is in- 
sisted that this should be accepted as a discontinuance of 
that service. It will be observed that by the proposed 
amendment to the petition the steamship company would 
operate its boats between San Francisco and Balboa or 
Colon, the termini of the Panama Canal; that they pro- 
pose to operate as common carriers of freight. The 
question arises, Can the steamship company as a common 
carrier refuse to take any freight tendered between these 
points? If it cannot, then whatever its intentions may 
be, interstate domestic freight may pass to and from these 
canal ports to and from San Francisco. The common-law 
rule controlilng common carriers of this character, here- 
inafter referred to, requires them to accept all freight 
of the general character which they are carrying tendered 
to them at a port where freight is received, to be con- 
veyed to any port to which that character of freight is 
delivered. Common carriers may be compelled by man- 
datory writs to receive and carry lawful subjects of 
commerce. M. P. R. R. Co. vs. Larabee Flour Co., 211 


~U. S., 612; L. & H. R. R. Co. vs. Cook Brewing Co., 223 


U. S., 70. Irrespective of this law we doubt the propriety 
and lawfulness of an endeavor on the part of the steam- 
ship company to avoid the operation of the act by vol- 
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untarily excluding from its legitimate business traffic be- 
tween points at which its steamers touch, the carriage 
of which. would be a violation of the law. Admitting that 
the stockholders of the steamship company have, in good 
faith, passed the resolution referred to, we fail to see 
how it could be carried out so long as the steamship com- 
pany carries freight as a common carrier and receives 
and ‘delivers freight at San Francisco to and from the 
ports at the termini of the canal. 

But, as already stated, the act says “may compete;” 
that is, may compete if the railroad ownership is elimi- 
nated. Can it be insisted upon that this steamship com- 
pany, if not controlled by the petitioner, would refuse to 
take freight at San Francisco for the canal ports or from 
the canal ports to San Francisco? Certainly the steam- 
ship company would “‘compete for traffic” of this character. 
There can be no reasonable doubt that steamships plying 
between New York, Honolulu, and the Orient, and not 
prohibited by law from engaging in coastwise traffic, 
would take on such freight at New York for the cana 
ports and receive such freight at the canal ports for New 
York. It should be observed also that this coastwise 
traffic does not affect simply the port cities. At each 
terminus the influence reaches back into the country. 
Traffic moves from the interior by rail to the port in order 
to secure the lower water rates, and at point of delivery 
is forwarded over rail routes to places in the interior. 
Unrestricted competition between water and rail lines has 
an effect upon a considerable territory in the vicinity 
of the termini of such lines. Competition, therefore, be- 
twéen the steamship company and the petitioner for 
this coastwise traffic would, if the steamship company 
were free from the railroad influence, be more or less 


potential. With, however, other steamship lines running . 


through ships between San Francisco and New York, the 
amount of interstate coastwise traffic that would be offered 
the steamship company for transfer at a canal port would 
doubtless be negligible, as through ships can carry freight 
cheaper without such transfer and would in all probability 
meet any rate offered by others. It is stated in this 
record that there are now at least three such through 
steamship lines. The record in hearings on Fourth Sec- 
tion Applications Nos. 205 et al., 32 I. C. C., 611 (The 
‘Traffic World, Feb. 13, 1915, p. 306), with respect to com- 
modity rates from eastern defined territories to Pacific 
coast terminals and intermediate points, shows that there 
are now six such through steamship lines, operating 49 
vessels. 

It is possible, for the reasons we have already indi- 
cated, that, where time was not a material element, ship- 
ments of freight might pass from San Francisco to Hono- 
lulu and thence via steamers to New York, and vice versa. 
Quite as roundabout routing of freight by water could 
be cited. We do not, however, upon the present record, 
give any consideration to this route. 

Upon the record, we find that the Pacific Mail Steam- 
ship Co. may compete for interstate coastwise traffic 
with the Southern Pacific Co. within the meaning of the 
act. 

Traffic Between San Francisco and Ports on the Coast 
of Mexico. 

Section 1 of the act includes transportation of prop- 
erty “to an adjacent foreign country.” It is conceded, by 
the partial omission of Mazatlan from the propoed traffic 
plan that there is competition between the steamship 
company and the petitioner for traffic between San Fran- 
cisco and Mazatlan, Mexico. If, however, Mazatlan is con- 
tinued as a port of call, what we have already said about 


the inability of a common carrier to refuse freight be- 
tween ports at which it stops applies with equal force to 
the traffic between San Francisco and Mazatlan. 

The Mexican rail line of the petitioner connects di- 
rectly with other ports on the Mexican coast at. which 
the steamship company’s boats call. It is admitted that 
there is direct rail connection with Manzanillo and Salina 
Cruz. The record and the maps and tables presented lead 
to the conviction that as to a considerable portion of 
territory along the southwestern coast of Mexico the 
steamship company and the railroad may compete for 
traffic to and from San Francisco, although the rail dis- 
tance is much greater than that by water and the rail 
rates much higher than the water rates. It is admitted 
that there is potential competition as to passenger traffic. 
The total movement of freight by rail between points in 
California and Mexican points, Culiacan, 220 miles north 
of Mazatlan, to and including Tepic, the southern. ter- 
minus of the railroad, was less than 5 per cent of the 
movement by water from San Francisco to Mazatlan, in 
1911 and 1912. The fact that freight traffic by rail has 
been small in the past is far from decisive that it will 
not be greater in the future. That there will be some 
competition is beyond controversys The extent of it is 
wholly problematical. 

Upon the record, we find that the Pacific Mail Steam- 
ship Co. and the Southern Pacific Co. may compete for 
traffic between San Francisco and the Mexican ports de- 
scribed. 

European and Other Foreign Traffic. 

Section 1 of the act includes shipments to and from 

a foreign country. 


It would be difficult to use language more unmistakably 
significant that Congress had in view the whole field of com- 
merce (except commerce wholly within a state) as well as that 
between the states and territories as that going to or from 
foreign countries. (T. & P. Ry. vs. I. C. C., 162 U. S., 198, 212; 
Butterfield vs. Trenahan, 192 U. S., 470, 493.) ‘ 


It appears that the petitioner and the steamship com- 
pany have been carrying freight to and from San Fran- 
cisco for European and other ports, and that the steam- 
ship line receives at San Francisco freight from interior 
points. That there is, or may be, competition for this 
traffic is conceded, in that it is proposed to eliminate 
from the traffic of the steamship company all ‘freight at 
Colon or at Balboa in connection with European steam- 
ers.” As we have said, the steamship company, as a 
common carrier, may not be able to refuse such traffic 
if it is offered to it. Emphasis, however, seems to be 
laid upon the fact that the traffic is now carried “in 
connection with European steamers.” The character of 
foreign traffic is not determined by the billing, but by 
the fact that at the point of origin it is destined for a 
foreign port and is taken up by intervening common 
carriers. 

Shipments on local bills of lading destined from the 
beginning for export are foreign commerce. Coe vs. Errol, 
116 U. S., 517; S. P. Terminal vs. I. C. C., 219 U. S., 498, 
527; T. & N. O. R. R. Co. vs. Sabine Tram Co., 227 U. S., 
111. This common arrangement does not depend upon the 
establishment of a through route or the issue and rec- 
ognition of a through bill of lading, but may be otherwise 
manifested. C., N. O. & T. P. Ry. Co. vs. I C. C., 162 
U. S., 184, 191; Baer Bros. vs. D. & R. G. R. R. Co., 233 
U. S., 479, 491; Railroad Commission of Louisiana vs. 
T. & P. Ry. Co., 229 U. S., 336, 341. Thé fact that there 
is an arrangement by which it is to be carried as foreign 
freight is evidenced by the conduct of each of the car- 
riers. The fact that foreign freight originating at places 
in the United States is sent to San Francisco, taken by 
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the steamship line and carried to Balboa or Colon, where 
it is unloaded for transshipment and is taken up by the 
foreign ship and carried to its destination, constitutes it 
foreign commerce. And the agents that carry it are 
agents of foreign commerce to the extent of the services 
they render. The real question here is whether as to 
any traffic there is a possibility of competition between 
the steamship line and the petitioner. The traffic which 
the steamship company proposes to carry under the res- 
olution adopted by its stockholders is foreign freight; 
it is for transshipment to points “other than Europe.” 
It is not local business that leads the steamship company 
to send its boats to Balboa and Colon. It is the foreign 
traffic. It is clear, therefore, that if petitioner had no 
interest in the steamship company, the latter would seek 
for and carry traffic destined to and coming from Euro- 
pean ports and would thereby compete with petitioner for 
the foreign traffic which it carries to the seaboard. 

Upon the record, we find that the Pacific Mail Steam- 
ship Co. and the Southern Pacific Co. may compete for 
traffic moving between San Francisco and vicinity and 
European ports. 


is the Proposed Service by Water a Service Through the 
Panama Canal? 


The amendment proposed by counsel for the peti- 
tioner, as well as the testimony of the vice-president of 
the steamship company, is to the effect that the present 
southerly terminus of the steamship company’s route is 
to be extended to Colon. This of necessity carries it 
through the Panama Canal. If any vessels of this line 
are not to go through the canal, that fact should be made 
clear by amendment to the petition with reference to 
such vessels by name and stating that their final des- 
tination southbound will be Balboa. Upon the record as 
it now stands, we find that ships of the steamship com- 
pany are intended to be “operated through the Panama 
Canal.” 


May the Proposed Service of the Pacific Mail Steamship 
Co. Be Lawfully Operated? 


This question assumes a continuance of ownership 
or interest in the steamship company by the petitioner. 
This Commission is merely an administrative agency to 
execute the act passed in pursuance to a public policy 
established by Congress. 

This policy, as indicated in the act, includes bringing 
about a discontinuance of railroad ownership and control 
of water lines, except when, after investigation— 
the Commission is of the opinion that such existing specified 
service by water, other than through the Panama Canal, is 
being operated in the interests of the public, and is of ad- 
vantage to the convenience and commerce of the people, and 


that such extension will neither exclude, prevent nor reduce 
competition on the route by water under consideration. 


If, therefore, it be found that the service here con- 
sidered, other than that through the Panama Canal, is 
operated in the interests of the public and is of advan- 
tage to the convenience of the people, and that its con- 
tinuance will neither exclude, prevent, nor reduce com- 
petition on the route by water, the act contemplates au- 
thorizing a continuance of the service, even though there 
is, or may be, some measure of competition between peti- 
tioner and the steamship line. 

The proposition on the record is to operate the boats 


through the Panama Canal, but it is also proposed to ; 


carry freight that will not pass through the canal or be 
competitive. The question arises, therefore, whether this 
language is to be construed as applying to the vessels 
or to each particular shipment carried by the vessels. 
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The language upon this point is “such existing specified 
service.” The petitioner would have us construe this 
language as applying to each shipment carried. But 
reference to other portions of the section lead to a dif- 
ferent conclusion. The language employed is, “such ap- 
plication may be filed for the purpose of determining 
whether any existing service is in violation of this sec- 
tion and pray for an order permitting the continuance of 
any vessel or vessels already in operation.” Here the 
words “existing service” clearly refer to any vessel or 
vessels. When we consider the probable difficulties to 
be met by the common carrier in excluding particular 
shipments and the easy way in which the terms of the 
statute could be evaded under such a construction, we 
are led to hold that the words “specified service” refer 
to the vessel or vessels operated. Under the proposed 
amendment of the application and the testimony of the 
vice-president of the steamship company, we are con- 
fronted with the fact that these vessels are proposed to 
be operated through the canal to Colon. In view of 
these conditions and of the policy and requirements of 
the act, we are of opinion that as to vessels of the steam- 
ship - company which pass through the Panama Canal 
the Commission has no power to extend the time within 
which they may continue to be operated. If it is made 
to appear clearly that there are vessels which will go 
no farther than Balboa, and not through the canal, we 
could as to such vessels extend the time. The record 
discloses that there are several boat lines of American 
and foreign ownership plying between San Francisco and 
these Mexican and Central American ports and Balboa 
in direct competition with the Pacific Mail Steamship 
Co. The uncontradicted testimony of witnesses for peti- 
tioner and of shippers is that the service of the Pacific 
Mail is the most dependable, and that it is operated in 
the interest of the public and is of advantage to the 
convenience and commerce of the people. From the 
record it appears that the service proposed, other than 
through the Panama Canal, would be in the interests 
of the public and of advantage to the convenience and 
commerce of the people, and that its continuance would 
neither exclude, prevent, nor reduce competition on the 
route by water under consideration. 


If the Service by Water Be Continued, Must the Steamship 
Company File Schedules of Its Rates and Practices? 


The act provides that in every case in which the 
Commission grants extension of time during which the 
service by water may continue to be operated beyond 
July 1, 1914, “the rates, schedules, and practices of such 
water carrier shall be filed with the Interstate Commerce 
Commission and shall be subject to the Act to regulate 
commerce and all amendments thereto in the same man- 
ner and to the same extent as is the railroad or other 
common carrier controlling such water carrier or in: 
terested in any manner in its operation.” This language 
is definite and unqualified. It applies to every case in 
which such extension is granted, and it follows that if, 
under an amendment to the petition or upon further 
hearing, extension of time be granted as to any of the 
boats of the steamship company, the rates, schedules and 
practices governing traffic subject to the act, moved by 
such boats, must be filed with the Commission and be 
subject to all of the provisions of the act in the same 
manner and to the same extent as those of petitioner. 


Unless amendment to the petition is filed within 60 
days from the service hereof, an order will be entered 
denying the petition. 
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ALLOWANCE FOR HEATING CARS 
CASE NO. 6801 (33 I. C. C., 1-4) 
E. C. BEST CO. VS. GREAT NORTHERN RAILWAY CO. 
CASE NO. 6801 (Sub.No. 1) 

SAME VS. NORTHERN PACIFIC RAILWAY CO. 


Submitted Oct. 15, 1914. Decided Jan. 30, 1915. 

Where tariffs naming rates on potatoes from points in Minne- 
sota, North Dakota, South Dakota and Wisconsin to points 
in various other states were constructed upon the theory 
that the shipper would render such service and furnish such 
instrumentalities as might be necessary to protect his ship- 
ments from the cold, the shipper was not entitled to an 
allowance on account of sums expended by him in lining 
and heating cars for that purpose. 

H. W. Volk and Powell & Simpson for complainant. 


J. F. Finerty, Jr., and Charles Donnelly for defendants. 
Report of the Commission, 
McCHORD, Commissioner: . 

The complainant, the E. C. Best’ Co., a corporation 
engaged in the purchase and sale of potatoes at wholesale, 
ships large quantities of potatoes from producing points 
iu the states of Minnesota, South Dakota, North Dakota and 
Wisconsin to consuming markets in the states of Illinois, 
Iowa, Ohio and Indiana, and in various other states, particu- 
larly in states south of the Ohio River and states west of the 
Mississippi River. By these two complaints, which were 
consolidated and heard together, the one against the Great 
Northern Railway Co. and the other against the Northern 
Pacific Railway Co., the complainant seeks an award of 
damages against each defendant in the sum of $10,000 by 
way of reparation for sums alleged to have been expended 
by it and by E. C. Best, its predecessor in business, in lining 
cars furnished by defendants for the shipment of potatoes 
in winter, and in equipping such cars with stoves and sup- 
plying them with fuel for the purpose of protecting such 
shipments from the cold. 


The complaints were filed March 30, 1914, and the ship- 
ments as to which reparation is asked moved between 
Jan. 1, 1912, and Jan. 1, 1914. Some of the shipments are 
barred by the limitation fixed by statute. 


No discrimination is alleged, and it is not claimed that 
the rates charged on the shipments were unreasonable, nor 
is it asked that any new or different tariff be prescribed. 
Defendants contend that the rates paid by complainant 
were not intended to cover the protection of its shipments 
from the cold. 


Western Trunk Line tariff I. C. C., A-397, effective 
April 15, 1913, naming rates on potatoes from points in 
Minnesota, Wisconsin, North Dakota and South Dakota on 
the lines of defendants, provided that the rules of the 
Western Classification should apply to shipments there- 
under unless otherwise provided in the tariffs. Rule 28 
of Western Classification No. 51, then in effect, provided 
that temporary lining and flooring, when required, must be 
installed in cars by the shipper and at his expense, and 
rule 30 of the same classification provided that rates for 
freight in carloads should not obligate the carrier to fur- 
nish heated cars, nor to maintain heat in cars, for freight 
requiring such protection, except under conditions pro- 
vided in carriers’ tariffs. These rules were approved by us 
in the Western Classification case, 25 I. C. C. 442, 497 (The 
Traffic World, Jan. 4, 1913, p. 5). Prior to April 15, 1913, 
the Western Trunk Line tariffs made no reference to 
the rules of the Western Classification and did not contain 
similar rules. Other tariffs, under which some of the 


shipments moved, either referred to the rules of the West- 
ern Classification as applicable or contained similar rules. 
The tariffs, in general, provided for free transportation of 
attendants. 
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It was stipulated of record that complainant owned the 
potatoes shipped, that it furnished linings for the cars in 
which the shipments were made, installed stoves therein, 
provided fuel for the stoves and furnished an attendant 
to accompany the shipments, and that such instrumentali- 
ties so furnished and paid for by complainant were neces- 
sary to protect the shipments for which they were fur- 
nished. It was further stipulated that for many years it 
had been the practice by the shipper to bear the expense 
of properly equipping the cars furnished by the carriers, 
and that the service rendered and instrumentalities fur- 
nished by complainant were rendered and furnished with 
the knowledge and consent of defendants. 


Refrigerator cars are frequently furnished in the win- 
ter, but even these cars must be lined and heated in order 
to protect potatoes in very cold weather. Paper and straw 
are used for the lining of box cars in the fall, but in the 
winter lumber is also used to line the cars, whether they 
be box cars or refrigerator cars. The evidence tends to 
show that the average cost for, the entire service of lining 
and heating is about $12 per car where the car is lined 
with paper and straw, and about $16.50 per car where the 
car is lined with lumber, but these figures seem to include 
the total cost of such linings and stoves as are not 
returned. 


The defendants insist that we cannot grant the relief 
asked, as all the carriers which participated in the traffic 
are not parties to the record, but as the question involved 
is one of reparation alone, and the liability, if any, either 
rests upon the initial carrier alone, or is joint and several, 
the rates being joint, we may determine the right to repara- 
tion, although only the initial carrier in each case is a party 
to the record. Webster Grocer Co. vs. C. & N. W. Ry. Co., 
21 1. C. C. 20 (The Traffic World, May 27, 1911, p. 940). 


In Protection of Potato Shipments in Winter, 26 I. C. C. 
681 (The Traffic World, June 14, 1913, p. 1247), we found 
that the rates under which the potato traffic in Minnesota 
and Wisconsin then moved were constructed upon the 
theory that the shippers, as had always been the prac- 
tice, would put ordinary box cars in condition for the safe 
movement of their traffic and would furnish heaters and 
attendants, and we must infer from the admitted facts in 
this record that the rates under which the shipments here 
in question moved were constructed upon the theory that 
the shipper would provide such service whether the cars 
furnished should be ordinary box cars or refrigerator 
cars. In the case cited, however, we said that there was 
no testimony of record on which we might readjust the en- 
tire practice and fix the rates which the carriers might 
demand for the substantially greater service involved in 
furnishing special equipment, as well as stoves and at- 
tendants, although we expressed the opinion that the busi- 
ness was large enough and permanent enough to require 
the carriers under the law to furnish such a service to the 
shippers. 


In a supplemental report in the same proceeding, 29 
I. C. C. 504 (The Traffic World, March 14, 1914, p. 504), 
we held that tariffs offering, at a charge of from 4 to 7 
cents per 100 pounds, a protected service for shipments of 
potatoes in winter, and giving the shipper the option 
at his own risk to furnish his own protection and thus 
avoid the payment of that additional charge, were free from 
reasonable objections, but those tariffs, which are now in 
effect, became effective after the movement of the ship 
ments here in question. 


The complainant insists that, having furnished the 
necessary instrumentalities to protect its property while be- 
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ing transported, it comes within the following provision of 
section 15 of the act: 


If the owner of property transported under this Act directly 
or indirectly renders any service connected with such trans- 
portation, or furnishes any instrumentality used therein, the 
charge and allowance therefor shall be no more than is just 
and reasonable, and the Commission may, after hearing on a 
complaint or on its own initiative, determine what is a reason- 
able charge as the maximum to be paid by the carrier or car- 
riers for the services so rendered or for the use of the instru- 
mentality so furnished, and fix the same by appropriate 
order. 


That provision does not apply, however, where it 
clearly appears from the tariffs or from established prac- 
tice that the rate published was constructed upon the 
theory that the shipper would render the service or fur- 
nish the instrumentalities for which he seeks the allow- 
ance, and the shipper prior to rendering such service or 
furnishing such instrumentalities took no steps to require 
the carrier to publish a rate which would include the 
service or instrumentalities furnished by him. In such a 
case the shipper cannot recover uhless he shows that he 
has been damaged by the failure of the carrier to pub- 
lish a rate which would cover the entire transportation. 
Memphis Freight Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90 
(The Traffic World, May 22, 1909, p. 741). 

The complainant does not allege that it was damaged by 
the failure of the defendants, prior to the shipments here 
in question, to publish rates to cover the protection of 
their potato shipments from the cold, and it does not ap- 
pear that the rates paid by complainant plus the cost in- 
curred by it for lining and beating cars exceeds what 
would have been a reasonable rate for the entire trans- 
portation, including the service rendered and the instru- 
mentalities furnished by complainant. 

At the time some of the shipments in question moved 
the effective tariffs showed that the rate was not intended 
to include the heating or lining of the cars, and it appears 
from the record that during the entire time covered by 
the shipments as to which complainant seeks reparation it 
was, and had long been, the established practice for the 
shippers, at their own expense, to line and heat the cars. 

It follows that the complaints must be dismissed, and 
an order will be entered accordingly. 


ORDER. 
It is ordered, That the complaints in these proceedings 
be, and they are hereby, dismissed. 


CEMENT INCREASES DENIED 


1. & S. NO. 467 (33 I. C. C. 5-7) 

CEMENT RATES FROM SALT LAKE CITY, UTAH, AND 
OTHER POINTS TO BUTTE, MONT., AND OTHER 
DESTINATIONS. 


Submitted Jan. 4, 1915. Decided Feb. 2, 1915. 


Proposed increased rates on cement in carloads from Salt Lake 
City, Bakers and Devils Slide, Utah, to Butte and Anaconda, 
Mont., and other points in Montana and Idaho, found not to 
have been justified. 


H. A. Scandrett and L. T. Wilcox for respondents. 

Warren Nichols for Anaconda Copper Mining Co., 
protestant. 

F, E. Paulson and L. J. Dauback for Lehigh Portland 
Cement Co., intervener. 

Report of the Commission. 
CLEMENTS, Commissioner: 

The rates involved, the reasonableness of which is the 
question for our determination, are those proposed on ce- 
ment in carloads from Salt Lake City, Bakers and Devils 
Slide, Utah, to Wapello, Idaho, Butte, Mont., and inter- 
mediate points on the line of the Oregon Short Line Rail- 
road; Anaconda, Mont., on the Butte, Anaconda & Pacific 
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Railway, and Helena and other Montana points on the 
Great Northern and Northern Pacific railways. The opera- 
tion of the tariff carrying these rates has been suspended 
by the Commission from June 2, 1914, until March 30, 1915. 

Salt Lake City and Bakers are on the Oregon Short 
Line south and north, respectively, of Ogden; Devils Slide 
is on the Union Pacific Railroad, 31 miles east of Ogden. 
The present rate on cement in carloads from the three 
points named, which has been in effect for five years, is 25 
cents per 100 pounds to Gibson, Idaho, a point 151 miles 
north of Ogden, and this rate is blanketed to include Butte, 
Anaconda, Helena and the other points involved. The pro- 
rosed increased rates start with 27 cents at Walpello, 
Idaho, 13 miles north of Gibson, and reach 30 cents at 
Payne, Idaho, 191 miles north of Ogden, the latter rate be- 
ing blanketed to include all points north of Payne to 
which the 25-cent rate now applies. The testimony refers 
almost entirely to the rate from Devils Slide to Butte and 
Anaconda, between which points the distances are 428 and 
454 miles, respectively. 


The 25-cent rate was established, it was testified on 
behalf of respondents, to enable the Utah mills to meet 
the competition of mills in Kansas, Iowa and adjoining 
states. Since its establishment, however, mills have been 
opened at Trident, Mont., and Metaline Falls, Wash., points 
66 and 485 miles, respectively, from Butte, and competi- 
tion for business at Butte and Anaconda, it appears, is 
mainly between the Utah, Montana and Washington mills. 
The rates from Trident are 7% cents to Butte and 10% 
cents to Anaconda, while from Metaline Falls the rate is 
25 cents to either point. 


The increases proposed, it is stated on behalf of the 
respondents, are part of a general readjustment of rates on 
cement from various producing sections. The Lehigh Port- 
land Cement Co., which operates mills at Mason City, Ia., 
and Metaline Falls, Wash., was represented at the hearing, 
and it appears from the statement of its counsel and from 
the testimony offered by respondents that the producers of 
cement in Kansas, Iowa, and other states in the middle 
West agreed to an increase in their rates to Montana pro- 
viding corresponding increases were made from other 
producing sections. This general readjustment apparently 
did not include rates from Trident and Metaline Falls. Ef- 
fective May 1, 1914, rates to Montana common points from 
mills in Colorado and states east thereof were increased 5 
cents, the present rates from Denver, Colo., Omaha, Neb., 
Chicago, Ill., and Mason City, Iowa, being 42, 45, 48 and 40 
cents per 100 pounds respectively. Counsel for the Lehigh 
Portland Cement Co. contended that under the present rates 
the Utah mills are unduly preferred and those at Mason 
City and Metaline Falls unduly prejudiced to the extent of 
5 cents per 100 pounds, but stated that— 


While Mason City is not directly interested in the Montana 
common points, the advance .. . is blanketed back prac- 
tically to the Montana-North Dakota state line. There is where 
it works considerable hardship on us, and it was only with a 
full understanding that the rates from all producing points 
would be advanced 6 cents that we permitted the rate from 
Mason City to go up 5 cents. We have always contended 
that the 35-cent rate from Mason City to Montana common 
points was a reasonable rate of itself. 


The respondents seek to justify the proposed rates 
by showing that the operation of the line from Pocatello, 
Idaho, to Butte is more difficult than that of any other part 
of the Oregon Short Line and that traffic over this line is 
lighter than on the main line west from Pocatello; further, 
that the traffic in coal, which constitutes the chief part of 


~ the tonnage of the line north from Pocatello, has decreased. 


It was also stated that the effect of the proposed increases 
would be to place points intermediate to Butte on a parity 
with equidistant points west of Pocatello, but the only testi- 
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mony in support of this statement was to the effect that 
the difference of 5 cents in the rates to Minidoka and 
Payne, Idaho, points 58 miles west and 56 miles north, 
respectively, of the junction named, would be removed 
by the proposed increase. It was further stated that but 
little traffic would move from the Utah mills to Butte and 
Anaconda even on the 25-cent rate, on account of the 
considerably lower rates from Trident, and that any loss 
of traffic to those points resulting from the increase would 
be more fhan equalized by the increase in revenue on 
cement moving to local points intermediate to Butte. 

The testimony of the protestant, the Anaconda Copper 
Mining Co., is that it places its large orders for cement 
for special construction work at Trident and has, in fact, 
contracts with the mills at that point which will absorb its 
entire output, and that it will be largely dependent for its 
ordinary, or month to month, supply on the Devils Slide 
mills. In 1913 protestant ordered from Trident for spe 
cial work 250,000 barrels of cement, the delivery of which 
has not yet been completed. During that year and in 1914 
it purchased for its ordinary needs 83,000 barrels. Of 
these amounts about 8,000 barrels were shipped from Devils 
Slide to Butte and Anaconda, the movement being between 
June 1, 1913, and July 31, 1914. The protestant insists 
that it will be unable to purchase cement at the Utah 
mills if the increased rates proposed are permitted to go 
into effect. 

The burden of establishing the reasonableness of pro- 
posed increased rates, placed by the statute upon the car- 
riers, is not met by a showing that they are part of a 
general readjustment from various producing sections, 
even though the existing relationship between producing 
points is maintained, for it must be shown not only that 
increased rates under investigation are not unjustly dis- 
criminatory but that they are, in fact, reasonable. In 
referring to the earnings on cement from Devils Slide 
to Anaconda, which under the proposed rates would be 
increased from 11 to 13.2 mills per ton-mile, the respondents 
in their brief state that “standing alone, they appear to 
be high for the service performed,” but, as stated, seek to 
justify the increased rates on the ground of the difficulty 
of operation and a change in the conditions of competition 
which caused the establishment of the existing rates. Con- 
sideration of all the facts of record does not convince us 
that the respondents have sustained this burden and they 
will be required to cancel the suspended tariff. An order 
will be entered accordingly. 





ORDER. 

It is ordered, That the carriers respondent herein and 
designated in said tariff be, and they are hereby, notified 
and required to cancel on or before March 30, 1915, the 
rates, charges, practices and regulations stated in the 
schedules specified in said orders of suspension. 


RATES ON GLASS SAND 


CASE NO. 4696 (33 I. C. C., 8-13) 
CHARLES BOLDT CO. VS. CHICAGO, ROCK ISLAND 
& PACIFIC RAILWAY CO. ET AL. 

CASE NO. 4696 (SUB-NO. 1) 
SAME VS. CHICAGO, BURLINGTON & QUINCY RAIL- 
ROAD CO. ET AL. 
CASE NO. 6000 
FEDERAL GLASS CO. ET AL. VS. CHICAGO, ROCK 
ISLAND & PACIFIC RAILWAY CO. ET AL. 


Submitted Nov. 13, 1914. Decided Feb. 2, 1915. 
1. Upon rehearing, rate of $1.80 per net ton prescribed as a 
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apie on glass sand from Ottawa, Ill., to Cincinnati, 

io. 

2. Rates on glass sand from Ottawa to various other points in 
Ohio found unreasonable. 


Littleford, James, Ballard & Frost, E. E. Williamson 
and L. L. Shields for Charles Boldt Co. 

H. B. Arnold for:Federal Glass Co., Essex Glass Co., 
Winslow Glass Co., Hocking Glass Co. and Kearns-Gorsuch 
Bottle Co. 

L. E. Hinkle for Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway Co. and Pennsylvania Co. 

L. E. Hinkle and D. P. Connell for Chicago, Indiana 
& Southern Railway Co.; Lake Shore & Michigan South- 
ern Railway Co.; Cleveland, Cincinnati, Chicago & St. 
Louis Railway Co.; Toledo & Ohio Central Railway Co., 
and Zanesville & Western Railway Co. 


R. B. Scott for Chicago, Burlington & Quincy Railroad 
Co. 

H. W. Forward for Chicago & Erie Railroad Co. 

R. P. Paterson for Pere Marquette Railroad Co. 


Report of the Commission Upon Rehearing. 


BY THE COMMISSION: 

These cases are related and will be disposed of in 
one report. They involve the rates on glass sand from 
Ottawa, Ill., to various points in Ohio. No. 4696 and No. 
4696 Sub-No. 1) are before us on rehearing. They were 
originally decided May 5, 1913, in Boldt Co. vs. C., R. I. 
& P. Ry. Co., 27 I. C. C., 11 (The Traffic World, May 24, 
1913, p. 1114), where it was held that a rate of $1.80 
per net ton from Ottawa to Cincinnati, O., was unrea- 
sonable to the extent it exceeded $1.60 per net ton, and 
prescribed that rate as a maximum for the future. On 
Aug. 4, 1913, shortly after decision in the Boldt case, 
supra, the complaint in No. 6000 was filed. In this case 
it is alleged that defendants’ rates on sand from Ottawa 
to Columbus, Mount Vernon, Lancaster, Zanesville and 
Barnesville, O., are unreasonable and unduly prejudicial. 
Complainants therein are corporations engaged in the 
manufacture of glassware at the destination points named. 
The rehearing in the Boldt case was had upon the peti- 
tion of the defendants therein, who claimed that the 
reduction made by the Commission was not justified, and 
asked that the cases be reopened for further hearing and 
consideration in connection with No. 6000, so that the 
Commission might have before it the general situation. 
The records in the three cases, by stipulation of the 
parties, have been consolidated. 


Ottawa is on the Chicago, Burlington & Quincy Rail- 
road and the Chicago, Rock Island & Pacific Railway, 
about 80 miles southwest of Chicago, Ill. The destina- 
tions involved are, as stated, in Ohio. Columbus is about 
midway between Cincinnati and Cleveland, O. Mount 
Vernon is on the lines of the Pennsylvania Co. and Balti- 
more & Ohio Railroad Co., 45 miles northeast of Columbus. 
Lancaster is in the lines of the Pennsylvania Co. and 
Hocking Valley Railroad Co., 32 miles southeast of Co- 
lumbus. Zanesville is on the lines of the Pennsylvania 
Co. and the Baltimore & Ohio Railroad. Co., 58 miles 
east of Columbus, and Barnesville is a local point on the 


_ Baltimore & Ohio, 52 miles east of Zanesville. 


The following table shows the rates and the approxi- 


mate short-line distances from Ottawa: 
Short-line Ton-mile 





Rate distances, earnings, 

To— per ton. miles. mills, 
CI hoikdccdcisces +sesvonrsdeksus $1.60 310 5.16 
SI nas viardace wae 0totceceadwos¥ exe 2.18 355 6.14 
MEOUME VETMON 2. cccccsccccccccccescces 2.18 393 5.54 
TMMGRIERE « occccwscccccese tia 397 6.04 
TEE ccnnpissccerees 434 6.53 
PD. fh Sco tacies coo 000 Osmas shee 2.60 494 5.26 
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The rate of $1.60 from Ottawa to Cincinnati was, as 
hereinbefore stated, prescribed by the Commission in the 
Boldt case, the order in which case has not yet expired. 

Complainant in No. 4696 and No. 4696 (Sub-No. 1) 
contends that the facts of record justify a reduction of 
the Cincinnati rate to $1.55. Complainants in No. 6000 
ask that the rates be fixed at $1.60 to Columbus and 
Mount Vernon, $1.70 to Lancaster and Zanesville, and 
$1.80 to Barnesville. 

There are large deposits of sand at and near Ottawa. 
In order to prepare this sand for glass-making purposes 
it is put through a washing and drying process, which 
removes the thin film of clay or aluminum surrounding 
each grain. The sand, so prepared, and known as glass 
sand, sells for 65 cents per ton f. o. b. Ottawa. The 
sand as it comes from the pits—that is, unwashed sand— 
is generally sold, shipped and used as molding sand. The 
price thereof ranges from 30 to 45 cents per ton. Molding 
sand cannot be used for making glass. It is possible to 
use glass sand for molding purposes by mixing it with 
clay or cheap molasses, but it appears that it is not often 


_ so used. The rates from Ottawa apply on sand of all 


kinds. 

Glass sand is* transported in box cars in order to 
keep it clean and dry. During the grain-shipping season 
only cars not fit for grain loading are furnished. In 
order to prevent loss by sifting, all the cars, before load- 
ing, are lined with paper by the shipper. It is often 
found necessary to cover cracks in the floor and sides 
of the car by the use of boards and burlap. The cost to 
the shipper of so preparing the equipment averages about 
$1.03 per car. Empty cars for this traffic are not imme- 
diately available at Ottawa, but must be brought from 
other points within a radius of 75 miles or more. The 
cars are generally loaded to 10 per cent above marked 
capacity, and the average weight of the shipments is 
between 38 and 40 tons. According to defendants, the 
traffic moves freely under the present rates, but com- 
plainants say that the movement would be greatly in- 
creased if the rates were reduced to the basis they regard 
as reasonable. 

In the previous report in the Boldt case it was said 
that glass sand moves in large quantities from Ottawa, 
is a low-grade traffic which loads heavily, produces large 
ecar-mile earnings, and is not subject to serious loss or 
damage in transit. Complainant therein compared the 
rate of $1.80 to Cincinnati with commodity rates on sand 
then in effect, as’ shown in the table following: 


Distance Rate 
miles: per ton. 
From Akron, Ohio, to— 
Ty P, BIio is ck ei scatters ncaleeus cee 385 $1.50 
I gn, ih, sicharin le wid wigee x. ocatacatae ohaanie 340 1.50 
ee. WE. Wha sca eslecsasgsccnccisicccane Same 1.30 
I en aca cnlatah aise: &dr'o, rd: os ia’ cmnaravaince omer 377 1.50 
From Gallipolis, Ohio, to— 
I i eenidiecan's ume HAW WSS aca ee ew eee ewe 347 1.55 
Te Sora nd anesecabcheseeeekes 374 1.50 
NR RI Se eee key oe eee eee 429 1.50 
From Steiner, Mich., to— 
Te EE ko ods nee ccciclouassmen me 304 1.25 
CoO, ee ee 316 1.50 
LiGGGONO. TE, oc oe ev ddesrcrconeevcosedns 382 1.50 
FEE, WH WG oiviaia sicikc ao duke pee peeseeens 309 1.40 


These rates, however, have since been canceled, an 
class rates now apply. 

Complainant in that case now admits that there was 
and is no movement of glass sand from and to any of 
the points there shown. No glass sand is produced at 
Gallipolis or Akron. The rates, therefore, so far as glass 
sand is concerned, were paper rates, and defendants 
contend that they should not have been given serious 
consideration. Their position is that while the compari- 
Sons might be of some value for testing the reasonable- 
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ness of rates on building or molding sand they are of no 
substantial value in this case. They say that rates on 
molding or building sand are necessarily low, because 
these kinds of sand are generally available locally at 
points of consumption, and, if moved any distance by 
rail, must be accorded low rates in order to meet this 
local competition, while this is not the case with glass 
sand. The carriers contend, therefore, that the circum- 
stances and conditions that might justify a reduction in 
the rates on building and molding sand would not neces- 
sarily warrant a condemnation of the rates on glass sand. 
Reference was made to a rate of $1.30 on sand from 
Ottawa to Evansville, for a distaance of 296 miles. This 
rate is said to be unduly low and to have been made so 
to enable the Ottawa sand to compete with that produced 
in Missouri pits. 

Columbus may be taken as typical of the central Ohio 
points. A rate of $2 was published from Ottawa to Co- 
lumbus in October, 1900, and a rate of $2 from Ottawa 
to Cincinnati in March, 1901. The rate to Columbus was 
increased to $2.10 July 1, 1903, and the rate to Cincinnati 
was reduced to $1.80 in November, 1904. In the fall 
of 1904 the Pennsylvania lines, forming the short line, 
sought to establish a rate of $1.80 from Ottawa to Co- 
lumbus, but, owing to the objection of other Central 
Freight Association lines, they did not make it effective. 
For a few days in 1904 a rate of $1.80 to Columbus was 
in effect via the Cleveland, Cincinnati, Chicago & St. 
Louis Railway. The rate of $1.60 to Cincinnati as pre- 
scribed by the Commission has been in force since July 
15, 19183. 

Rates at present in effect from Ottawa are, to Mun- 
cie, Ind., $1.45; to Tiffin, O., $1.82, and to Cleveland, O., 
$2.18. The distances from Ottawa to these points are, 
respectively, 238, 309 and 435 miles. To a number of 
points the rates on molding sand loaded in gondola cars 
are somewhat less than on glass sand, which, as stated, 
is always loaded in box cars. Reference is made to a 
rate of $1 per ton on ground limestone from Marblehead, 
O. (near Sandusky, O.), to Cincinnati, for a haul of about 
227 miles. This commodity sells for 75 cents per ton 
f. o. b. Marblehead. It is used in the manufacture of 
amber glass, moves in box cars, and loads to 10 per 
cent above the marked capacity of the car. 


As tending to show that the present rates yield an 
undue profit complainants point to the fact that the car- 
mile earnings via the short lines greatly exceed the av- 
erage on all traffic. Taking the rate of $2.18 from Ottawa 
to Columbus as typical, the car-mile earnings on a 40-ton 
car would amount to 24.5 cents. The average revenue of 
all freight per loaded car-mile for the year ending June 
30, 1913, of a number of the defendants ranged from 11 
to 13 cents. Complainants also call attention to the 
fact that carriers operating from Ottawa via Toledo to 
Columbus over a route 570 miles in length eagerly solicit 
and move the traffic in competition with the short lines, 
via which the distance is about 200 miles less. 


Glass sand from Ottawa competes .at Columbus, 
Mount Vernon and Zanesville with sand from Steiner 
and Rockwood, Mich., which points are between Toledo, 
O., and Detroit, Mich. At Zanesville and Barnesville it 
competes with sand from Berkeley Springs, W. Va., and 
several other eastern points. The sand produced at 
Steiner, Rockwood and Berkeley Springs is found in a 


-rock formation, and must be crushed and otherwise 


treated before it is available for use in the manufacture 
of glass. The selling price at Stemer ranges from $1.25 
to $1.50 per ton. The selling price of the sand produced 








at other points does not appear. The low selling price 
of the Ottawa sand is due to the fact that it may be pro- 
duced at much less cost. The following table shows the 
rates and approximate short-line distance from some of 
the producing points which compete with Ottawa: 

Revenue per 


Rate Distance, ton-mile, 
per ton. miles. mills. 

From Rockwood and Steiner to— 
NS, hate ae Ral wh de ate ee rears $0.89 173 5.14 
ES on cc ewka dk ep hho ae vawn ens 1.05 204 5.15 
RI, CR 096 ght oS ce eee at 1.05 223 4.70 

From Berkeley Springs to— 

SN So sa dhe cigs deekeeaseabe 1.78 396 4.49 
PES Cee eee ee 1.78 387 4.59 
I a eae ok eee ed hie gee 1.90 381 4.99 
rr re ae ee ee 1.48 338 4.38 


The rates from Steiner and Rockwood are said to 
have been made comparatively low in order to enable 
producers at those points to compete with Ottawa. The 
movement from Berkeley Springs to the points shown 
for the most part involves a one-line haul. The rate 
from Ottawa to the consuming points in question in most 
instances involves a three-line haul. The general scale 
of rates from Ottawa and Chicago territory to Cincinnati 
is relatively lower than to the other points involved. 

Since our decision in the Boldt case, the carriers in 
Official Classification territory have been allowed and 
have made a general increase of 5 per cent in some of 
their rates. 

Upon consideration of all facts appearing, we are of 
opinion and find that rates on glass sand from Ottawa 


for the future should not exceed the following: 
Per net ton. 


I 6 a as tea geae'n ah eewd 66 aeen $1.80 
To Columbus and Mount Vernon................ 2.00 
To Zanesville and LANCaASter......ssccccecccccece Sea0 
a nae aie las aca bi parwiee dae eee ae eae 2.40 


No reparation will be awarded. Orders will be en- 
tered in accordance with our conclusions herein. 





. ORDERS. 
No. 4696. 
No. 4696 (Sub-No. 1). 

It is ordered, That the order entered herein as of 
May 5, 1913, be, and it is hereby, vacated and set aside 
as of April 1, 1915. 

It is further ordered, That the above-named defend- 
ants be, and they are hereby, notified and required to 
establish, on or before April 1, 1915, upon notice to the 
Interstate Commerce Commission and to the general pub- 
lic by not less than five days’ filing and posting in the 
manner prescribed in section 6 of the Act to regulate 
commerce, and thereafter to maintain and apply to the 
transportation of glass sand in carloads from Ottawa, IIL., 
to Cincinnati, O., a rate not in excess of $1.80 per net 
ton, which rate is found in said report to be reasonable. 

And it is further ordered, That this order.shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 





No. 6000. 

It is ordered, That the above-named defendants, as 
they participate in the transportation, be, and they are 
hereby, notified and required to cease and desist, on or 
before April 1, 1915, and thereafter to abstain from charg- 
ing, demanding, collecting or receiving their present rates 
for the transportation of glass sand in carloads from 
Ottawa, IIl., to Columbus, Mount Vernon, Lancaster, Zanes- 
ville and Barnesville, O., which said rates are found in 
said report to be unreasonable. 

It is further ordered, That said defendants, as they 
participate in the transportation, be, and they are hereby, 
notified and required to establish, on or before April 1, 
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1915, upon notice to the Interstate Commerce Commis- 
sion and to the general public by not less than five days’ 
filing and posting in the manner prescribed in section 6 
of the Act to regulate commerce and thereafter to main- 
tain and apply to the transportation of glass sand in 
carloads from Ottawa, Ill., rates not in excess of the 
following: To Columbus and Mount Vernon, O., $2 per 
net ton; to Lancaster and Zanesville, O., $2.20 per net 
ton, and to Barnesville, O., $2.40 per net ton, which rates 
are found in said report to be reasonable. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


LUMBER COMPLAINTS DISSMISSED 


CASE NO. 4794 (33 I. C. C., 14-24) 
MASSIE & PIERCE LUMBER CO. ET AL. VS. NORFOLK 
& WESTERN RAILWAY CO. ET AL. 

CASE NO. 4794 (SUB-NO. 1) 

VIRGINIA-CAROLINA STAVE & LUMBER CO. ET AL 
VS. SOUTHERN RAILWAY CO. ET AL. 

CASE NO. 4794 (SUB-NO. 2) 

MASSIE & PIERCE LUMBER CO. ET AL. VS. VIR- 

GINIAN RAILWAY CO. ET AL. 

CASE NO. 4794 (SUB-NO. 3) 

VIRGINIA-CAROLINA STAVE & LUMBER CO. ET AL. 
VS. SOUTHERN RAILWAY CO. ET AL. 

CASE NO. 4794 (SUB-NO. 4) 

WARD LUMBER CO. VS. NORFOLK & WESTERN RAIL- 

WAY CO. ET AL. 

Submitted Oct. 20, 1913. Decided Feb. 2, 1915, 


Complainants allege that the rates on lumber in carloads from 
certain producing points in Virginia to consuming points, of 
which Pittsburgh, Pa., and Columbus, Ohio, are representa- 
tive, are unreasonable to the extent that they exceed what 
are commonly known as “Virginia cities’’ rates, and sub- 
ject complainants to undue and unreasonable prejudice and 
disadvantage in favor of their competitors at points from 
which Virginia cities rates apply; Held: 

1. That Virginia cities rates, including rates on lumber, were 

made to meet conditions of transportation and competition 
that do not exist at the points where complainants’ lumber 
mills are located. 

2. That on the record here presented, the rates in question, 
although higher than rates from the Virginia cities, are 
not unreasonable or otherwise in violation of the Act. 
Complaints dismissed. 


H. E. Hanes, W. H. Ellis, A. E. L. Leckie, C. B. Ellis, 
John Kratz and C. F. Cotterill for complainants. 

R. Walton Moore, M. P. Callaway and M. Carter Hall 
for Norfolk & Western Railway Co., Southern Railway 
Co., Richmond, Fredericksburg & Potomac Railroad — 
and Washington Southern Railway Co. 

C. B. Northrop and A. M. Bull for Southern Railway 
Co. 

E. W. Knight and G. A. Wingfield for Virginian Rail- 
way Co. 

W. S. Bronson for Chesapeake & Ohio Railway Co. 

D. P. Connell for New York Central Lines. 

E. P. Bates for Pennsylvania Railroad Co. 


Report of the Commission. 
BY THE COMMISSION: 

These cases involve rates on lumber from points in 
Virginia to points in what are known as Buffalo-Pittsburgh 
and Central Freight Association territories. The com- 
plainants are corporations or copartnerships engaged in 
the lumber business, with headquarters at Lynchburg, 
Richmond and Brookneal, Va. By complaints filed in 
April and May, 1912, they allege that the rates charged 
by defendants for the transportation of lumber in car- 
loads from certain specified points in Virginia to points 
in the territories mentioned are unreasonable, and sub- 
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ject them to undue and unreasonable prejudice and dis- 
advantage. From some of the points the rates are also 
assailed as in violation of the long-and-short-haul clause 
of the fourth section of the act. Complainants ask that 
reasonable and non-discriminatory rates be ‘established 
for the future, and seek reparation on past shipments. 

The points of origin named in the original complaint 
are all on the Durham division of the Norfolk & Western, 
between Lynchburg and the North Carolina state line. 
Sub-No, 4 is limited to the rates from Dillard, a point 
on a branch of the Norfolk & Western, extending south 
from Blackstone. In Sub-Nos. 1 and 3 the points of 
origin are on Southern, between Richmond and Burke- 
ville. In Sub-No. 2 the points of origin are on the Vir- 
ginian, between Altavista and Suffolk. These points are 
all east of Roanoke and south of the James River, and 
are indicated on the accompanying map by underlining. 

Complainants ask that the points in question be 
.given Virginia cities rates on lumber to the territories 
described, and reparation on past shipments is sought on 
the basis of the rates contended for. 


= 
[f—_—} \ N&W 
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WINSTON-SALEM Tieton 

The points commonly known as “Virginia Cities” are 
Norfolk, Suffolk, Petersburgh, Richmond, Lynchburg and 
Roanoke. They are on the main line of the Chesapeake 
& Ohio, or the Norfolk & Western, and Norfolk and 
Lynchburg are on both lines. Other points, some of them 
on other lines, are sometimes called “Virginia cities,” 
but they are within the switching limits of the cities 
named, or are merely specific terminals in the Norfolk 
and Richmond districts, or are points to which Virginia 
cities rates have been extended for some purposes or from 
or to certain territories, but not generally. For many 
years it has been the policy of the Chesapeake & Ohio 
and, at least as to lumber, of the Norfolk & Western, to 
apply the rates to or from the Virginia cities proper as 
maxima to or from all intermediate stations on their 


main lines, thus extending the territories covered by - 


Virginia cities rates westward or eastward, as the case 
might be. Other carriers meet the rates thus made by 
these trunk lines only at junction points. 
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The points of origin here in question are not on the 
main lines of the carriers named. Nevertheless, the 
complainants claim that because these points are not 
more distant from the points of destination than the 
average of the Virginia cities, or other points taking Vir- 
ginia cities rates) hereinafter referred to together as 
Virginia common points, and because the character of 
the lumber produced is the same throughout all this 
territory, it must follow that rates on lumber from the 
points where their mills are located which are higher 
than the Virginia cities or common points rates are un- 
reasonable and subject them to undue prejudice and dis- 
advantage. 

The forests of Virginia pine extend eastward from 
Charlottesville and Roanoke to the seaboard and south- 
ward to the state line; the timber throughout all this 
region is second-growth yellow pine; the lumber produced 
at all points in this territory is of low grade; the methods’ 
and costs of manufacture are substantially the same at all 
producing points; and the selling prices of Virginia pine 
timber do not vary with the points of its origin. Com- 





plainants urge that the situation presents a natural group 
of producing points for lumber of the same low grade, 
and that the defendants have recognized the propriety 
of. equal rates from nearly all points in this territory 
except from those here in question. 

Complainants have selected as representative points 
of destination Pittsburgh, Pa., in the Buffalo-Pittsburgh 
territory, and Columbus, O., in Central Freight Association 
territory. The rates on lumber to these points may be 
assumed fairly to show the situation brought to our at- 
tention, although the defendants claim that Columbus is 
not as far from the various points of origin as the aver- 
age haul to Central Freight Association territory. It 
should. be observed, however, that the rates to points in 
the latter territory, when they vary from the rates to 
Columbus, show no greater variance from the points of 
complainants’ plants than from Virginia common points; 
and that the same general relationship of rates to points 
in the Buffalo-Pittsburgh territory and to Pittsburgh also 
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obtains. The rates to Pittsburgh and to Columbus will 
be used, therefore, to show the differences in the rates 
of which complaint is made. 

The rates from Virginia common points to Pittsburgh 
and to Columbus are 16 cents per 100 pounds, and apply 
generally over all lines and by all practical routes. Little 
lumber, however, originates at any of, the Virginia cities 
proper, but such points are recognized gateways for the 
movement of lumber, and all the points from which the 
Virginia cities rates are applied are on the main lines of 
the Chesapeake & Ohio or Norfolk & Western, between 
these cities. Certain apparent exceptions to this general 
statement will be explained later on. 

The defendants aver that the rate from the Virginia 
cities to Columbus is really the Norfolk rate made in 
competition with the trunk line rate to the same destina- 
tion from Baltimore, Md.; that the application of this 
rate to Virginia points other than Norfolk is in strict 
compliance with the requirements of the fourth section 
of the act, and that this rate is not only 1 cent lower 
than the rate from Baltimore, but is relatively lower than 
the Baltimore rate because of the greater distance from 
Norfolk. The rate from the Virginia cities to Pittsburgh, 
they explain, is 4 cents higher than the rate from Balti- 
more, but in view of the fact that via the usual routes 
the distance is nearly twice as great, they claim the Vir- 
ginia cities rate is on a very much lower basis. As will 
later appear the competition to be met in rates to Pitts- 
burgh is entirely different from that to be met in the rates 
to Columbus. 


The Commission has previously considered rates to 
and from the Virginia cities. Corporation Commission 
North Carolina vs. N. & W. Ry Co., 19 I. C. C.,*°303 (The 
Traffic World, July 16, 1910, p. 126); Bluefield Shippers’ 
Assn. vs. N. & W. Ry. Co., 22 I. C. C., 519, (The Traffic 
World, March 9, 1912, p. 433) and cases there cited. It 
appears here, as in prior cases, that in general rates be- 
tween Virginia cities and Buffalo-Pittsburgh and central 
freight association territories are governed by the official 
classification and are on the trunk line basis; that they 
were made in competition with the water-and-rail rates 
between Baltimore and the west; and that the Chesapeake 
& Ohio Railway was responsible for the extension of trunk 
line conditions into Virginia. In the Bluefield case we 
found that the rates from Columbus to Réanoke were lower 
than they reasonably might if it were not for the competi- 
tion which induced them. The rates then before us in- 
cluded the eastbound sixth class rate of 16 cents. The 
present record is confined to westbound commodity rates 
on lumber, which from Virginia common points to Pitts- 
burgh and to Columbus are not higher than the sixth class 
rates between the points named in either direction; and 
while rates in one direction can not always be used as 
tests of the reasonableness of rates in the opposite direc- 
tion, nor the rates on a specific commodity be measured 
by the rates on the class to which it belongs, nevertheless 
it would appear that if the sixth class rate of 16 cents 
from Columbus to Roanoke was lower than it reasonably 
might have been in February, 1912, as found in the Blue- 
field case, the commodity rate of 16 cents on lumber from 
Lynchburg and other Virginia common points east of 
Roanoke to Columbus has been as low as it might reason- 
ably be during all the period covered by these complaints. 
The complainants do not attack the rates from the Virginia 
common points, but ask for the same rates from the points 
where their plants are located, basing their demand upon 
the claim that the points involved should be grouped with 
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other points in the same general territory which take 
Virginia common points rates, because of the character 
of the lumber, and on considerations of mileage, ton-mile 
revenues, and the like. / 

The original complaint and Sub-No. 4 involve rates 
from points on the Lynchburg-Durham division of the Nor- 
folk & Western, and from Dillard, on a branch of the 
main line of that carrier east of Burkeville. The rates are 
set forth in the following table: 


Distance To Pittsburgh. To Columbus 

to Dis- Dis- 
Lynchburg, __ tance, Rate, tance Rate, 
From— miles. miles. cents. miles cents, 
NN 6 isis oes ely 14 522 16.0 517 19.0 
ME. ots cotaach okt eos 18 526 16.0 521 19.0 
IE Ge wots sty finns by atataiane hx 23 . Bee 16.0 526 19.0 
MII i aati sued ocak aes 29 537 16.0 532 19.0 
co eae 33 541 16.5 536 19.5 
NOE, <6 covinlecea.00se de 3 542 16.5 537 19.5 
I seo ph. sen oe cin ei ever 37 545 16.5 540 19.5 
SI ehiscad arate e'Sloraoes 40 548 17.0 543 20.0 
I reba naa ha canals 44 552 17.0 547 20.0 
in EE ae aE 48 556 17.0 551 20.0 
a. i... Sarena 51 559 17.0 554 20.0 
a a oo al ce ects 59 567 17.0 562 20.0 
Re ee rey a 577 16.0 594 18.0 


The occasion for the disparity in the rates from these 
stations to Pittsburgh and to Columbus is the existence of 
a proportional rate of 13 cents to Pittsburgh from all 
Virginia cities, which will be referred to later, and tne ab- 
sence of such proportional rate to points west of Pitts- 
burgh. From points on all branch and intersecting lines— 
that is, from points not intermediate to the Virginia cities 
on the main lines of the Chesapeake & Ohio and Norfolk 
& Western—the basis for making through rates on’ lumber 
is the lowest combination, with the Virginia cities rate as 
the minimum. 

From the points named in the table substantially the 
present rates have been in effect since 1907. The case of 
Corporation Commission North Carolina vs. N. & W. Ry. 
Co. supra, decided June 7, 1910, involved rates from Dur- 
ham, N. C., and other points on Lynchburg-Durham divi- 
sion of the Norfolk & Western, and from Winston-Salem, 
N. C., and other points on the Winston-Salem division of 
that carrier; and in part the rates on lumber from Dur- 
ham and points north thereof. Our conclusion in that 
case was that nothing had been shown to justify a holding 
that the commodity rates on lumber therein involved were 
unreasonable or otherwise unlawful. True, the case in- 
volved points of origin in North Carolina, while the points 
here in question are in Virginia, but the lumber rates 
to Pittsburgh and to Columbus from the Lynchburg 
Durham division of the Norfolk & Western were clearly 
before us. Putting aside the differences in the conditions 
of transportation and competition on the main line of the 
Norfolk & Western east of Lynchburg, and on the the Dur- 
ham division south of the same city, and they were clearly 
shown in the present record as well as in the case cited, 
nothing now before us is persuasive that our findings in 
that case were erroneous, or that the relative location of 
the stations on the Lynchburg-Durham division in -Vir- 
ginia are so widely different from those in North Carolina 
that a different conclusion should be reached. 

From Dillard the rate to Pittsburgh is 16 cents, based 
upon a local rate of 3 cents to Blackstone, Va., plus the 
proportional rate of 13 cents beyond, and of this no com- 
plaint is made. No joint-rates are published from Dillard 
to central freight association territory, but the through 
rates are made by adding to the rates from Blackstone 
to destination the proportional rate of 2 cents from Dil- 
lard to Blackstone. This results in a rate of 18 cents to 
Columbus and to points grouped therewith, and this rate 
is in issue. The distance from Dillard to Columbus is 594 
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miles and the rate of 18 cents yields a revenue per ton- 
mile of 6.06 mills. 

The Blackstone-Dillard branch is not quite 6 miles 
long; its traffic is very light, more than 95 per cent of 
the total being lumber; and the net income derived from 
its operation, excluding overhead charges, is about 1 per 
cent on its total cost. 

Sub-Nos. 1 and 3 bring in issue the rates from four 
points on the line of the Southern Railway between Rich- 
mond (R) and Burkeville (B). The following shows the 
rate situation involved: 


2 2 bg Q 

we we sh sh gs ge 

From— S:. iO ° ° ne os 

= ~2 PR We 2S Ps 

3m Sm - : os es 

=—® =O a5 ° 3 on os 

Ps fs BS FE "Se OS® 

ED (is Haecs ce entonecn a 54 a 5.5 16.0 16.0 
Wo okccenssesee ces 13 41 3.5 5.0 16.5 19.5 
MEE, b.a6coaccens donee Bbes 36 18 4.5 3.5 16.5 19.5 
PEE 5s sks 6 eo sewares 43 10 5.0 3.0 16.0 19.0 
ME Sn gina s hadia daw acnicnes 50 ft 5.0 2.5 16.0 18.5 
Pe ee ee 54 eS 5.5 aa 16.0 16.0 


The rates in issue do not exceed 16.5 cents to Pitts- 
burgh and 19.5 cents to Columbus. To Pittsburgh from 
Jetersville and Jenning the rate is 16 cents, made up of 
the local rate to Burkeville and the proportional rate be- 
yond, observing the rate from the Virginia cities as a mini- 
mum. From the other points the rate to Pittsburgh is 
based upon the local rate to Richmond or to Burkeville, 
whichever is the lower, plus the proportional rate beyond. 
To Columbus the published rates are 19.5 cents from Mid- 
lothian and Amelia and 19 cents from Jetersville. The 
rate from Jenning is 18.5 cents, composed of the local 
rate of 2.5 cents to Burkeville plus the rate of 16 cents 
beyond. 

The Southern Railway is in no sense one of the 
short lines between the east and the west, and is not the 
rate-making line from the Virginia cities to either Pitts- 
burgh or Columbus; and neither its rates nor its traffic 
from points between Richmond and Burkeville can fairly 
be compared with the rates and traffic of the Chesapeake 
& Ohio from or through Richmond, or of the Norfolk & 
Western from or through Burkeville. The Southern gives 
points on this line the benefit of the lowest combina- 
tion on the nearest junction. 


Sub-No. 2 brings in issue the rates from points on 
the Virginian Railway between Altavista and Suffolk. The 
following table shows the present situation: 


= Pittsburgh. To Columbus. 


s- Dis- 

tance, Rate, tance, Rate, 

From— miles. cents. miles. cents. 
ee 674 16.0 621 16.0 
EE ona a ta caeiacsea busawacde 643 16.5 590 19.5 
Barrow (Danieltown) .......... 596 16.5 542 19.5 
EE 36 Fewsnccneedsdioweneceaa 585 16.5 531 19.5 
Vinee bedwetnscrsdvicecewcouens 579 16.5 525 19.5 
TE os. csi a ccae eee 561 16.5 507 19.5 
REED cicbsnue kuneeseaeaaa bees 555 16.5 501 19.5 
PUREE Siva ses save<suwsy sevice een’ 541 16.5 487 19.5 
OBR icc cvhivenacbsdeewen omens 539 16.5 486 19.5 
ROE 5 cao oi nade cele sebepene ete 536 16.5 481 19.5 
BIGGIE. son 058 c0cbesosdsiseseoecs 530 16.5 477 19.5 
BOE ns0.006260cbscr0ebecses 528 16.5 474 19.5 
MGI 6 o.oG oo 00's 0 exdetecsalpsye 521 16.5 467 19.5 
Long Faland ...ccccccccccccccess 518 16.5 466 19.5 
BOMEE 6554 cc snbespicwde cade evedes 516 16.5 462 19.5 
ARIS be 0:69 otha6 oe bepnss snes 499 16.5 445 16.0 
ROMMBED o.cccccccccvecsecedeesecs 556 16.0 401 16.0 


When, in 1909, the Virginia Railway was opened for 
through traffic in connection with other lines, it encoun- 
tered the Virginia cities rates to Pittsburgh and to Co- 


lumbus in effect via older carriers from Norfolk, Suf-. 


folk, and Roanoke. ‘These rates it met by establishing 
similar rates from the same points in order to participate 
in such traffic as might move through them. At other 
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junction points, as at Jarratt, Alberta, Meherrin, Brook- 
neal, and Altavista, it crossed north and south lines of 
other carriers, and from these points the lowest. through 
rates were 16.5 cents to Pittsburgh and 19.5 cents to Co- 
lumbus, found at Jarratt and at Meherrin. As a new 
road, not in any sense a trunk line, it did not feel obliged 
to adopt the policy of other east and west lines by observ- 
ing as maxima from all intermediate stations the 16-cent 
rate from Norfolk and Suffolk. It did, however, observe 
the lowest lumber rates it found at any junction between 
Suffolk and Roanoke as maxima from all stations between 
those points, either junction or local. This action of the 
Virginian resulted in a reduction of some rates by other 
carriers, but not from all junctions. 


The Virginian Railway is 436 miles long. It extends 
from Norfolk to Roanoke, 243 miles, where it crosses the 
Norfolk & Western, and thence to Deepwater, W. Va., where 
it connects with the Chesapeake & Ohio. It does not 
reach by its own rails any of the Ohio River gateways. 
So far as this lumber traffic to the west is concerned, it 
regards itself as a mere feeder of the Chesapeake & Ohio 
and Norfolk & Western. 


In Aberdeen Lumber Co. vs. V. Ry. Co., Unreported 
Opinion No. 691, we considered the rates on ties from 
Abilene, Huddleston, Moneta, and Goodview, on the Vir- 
ginian, to Pittsburgh points and found not unreasonable 
rates that exceeded the present rate of 16.5 cents from 
Abilene. Nothing has been shown in the present record 
to convince us that the points in question on the Virginian 
are entitled to the low competitive rates which apply from 
Virginia cities or from common points on the trunk lines 
named. ; : 


Counsel for complainants characterize the lumber rates 
from Virginia cities, and from points from which no high- 
er rates apply, to Pittsburgh and to Columbus, as group 
or blanket rates. They insist that the defendants have 
admitted blanket rates from Virginia points generally to 
be proper by maintaining the same rates from many points 
widely separated, and they urge that as their plants are 
situated within the same general lumber region, they 
should be shown the same consideration. - But the Vir- 
ginia cities rates are not blanket rates. They are line 
rates extending threadlike from east to west through this 
territory. They apply only along the main lines of the 
Chesapeake & Ohio and Norfolk & Western from Norfolk 
westward; and other carriers, whether they be roughly 
classed as extending east and west or north and south, 
do not maintain these rates except at terminals or junction 
points, where they are compelled by competition, or at 
points where the combinations of the local rates of such 
other carrier to the junction and the proportional or local 
rates beyond do not exceed the Virginia cities rates. To 
this general rule there is apparently but one exception, 
namely, the rate of the Virginian Railway from Altavista 
to Columbus, which was explained as made in competition 
with the Southern Railway at that point. This explana- 
tion, however, is not quite clear, for the Southern does 
not meet the Virginian’s rate from Altavista. 


The lumber region involved is ordinarily referred to as 
south side Virginia. Throughout this section less than 
half the stations on all lines of rail take the Virginia 
cities rates. The territory is not blanketed, it is threaded, 
the threads following the main line of the Norfolk & West- 
ern. Going north of the James River as far as Basic, 
Charlottesville, and Gordonsville, on the Chesapeake & 
Ohio, the situation is substantially the same, for the 
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latter carrier makes rates from its branch lines in the 
manner here attacked. 

It is apparent from the record that the Virginia cities 
rates apply only from points where the conditions of trans- 
portation and of competition are widely different from 
those obtaining at the points here in question. The 13-cent 
proportional rate from certain Virginia cities and junction 
points to Pittsburgh is made to meet the unpublished 
division of rates from the far south to the same destina- 
tion which is accepted by the lines north of Richmond, 
and is intended primarily as a part of through rates, which, 
by its use, are equalized through these gateways in com- 
petition with rates of other carriers. This accounts for 
the lower rates to Pittsburgh than to Columbus. This 
competition does not affect the rates to Columbus as it 
does the rates to Pittsburgh, for the northern lines do 
not make proportional rates lower than the local rates 
to points in central freight association territory, such as 
Columbus, because on traffic from the far south to points 
west of Pittsburgh they are unable to compete with the 
more direct routes through the Ohio River crossings. 

Other matters than those herein discussed: were urged 
by the parties as bearing upon the lawfulness of the rates 
in issue. Due consideration has been given to all the con- 
ventions of complainants and defendants, but it is unneces- 
sary to refer to them more in detail because the substance 
of these complaints is a demand for Virginia cities rates 
from stations on branches of the Norfolk & Western, or on 
lines intersecting the Chesapeake & Ohio and Norfolk & 
Western; and the basis for this demand is an averment of 
the exclusion of the complaining stations from a group 
adjustment voluntarily made by the defendants. 

By consent of the parties at the héaring the allegation 
of violation of the fourth section was withdrawn from the 
petitions, and the cases were heard exclusively upon the 
other issues involved. 
fore is not intended in any wise to affect questions pre- 
sented by the applications of defendants now on file for 
relief under the fourth section. 

The common point rate adjustment at the Virginia 
cities resulted from competition of carriers, and is of long 
standing. It applies to traffic in general, and if it were 
overthrown the resulting permanent realignment of rates 
would be very far-reaching. Under this adjustment some 
of the lines observe the long-and-short-haul rule, while 
others do not; the latter meeting, at junction points only, 
that competition which they must meet or forego partici- 
pation in the traffic. We are not prepared to condemn 
the Virginia cities rate adjustment on a record which 
involves but one commodity and which excludes questions 
under the long-and-short-haul rule. 

Upon consideration of the entire record as here pre- 
sented, we find no just ground for a holding that the rates 
assailed are unreasonable or otherwise in violation of the 
act, and it follows that the complaints must be dismissed. 
It will be so ordered. 

MEYER, Commissioner, dissents. 


ORDER. 





It is ordered, That the complaints in these proceed- 
ings be, and they are hereby, dismissed. 


TRANSIT ON DRIED BEANS 


Case No. 6196 (33 I. C. C., 25-82) 


SAGINAW MILLING COMPANY ET AL. VS. MICHIGAN 
CENTRAL RAILROAD COMPANY ET AL. 


What is said in this report there- 


Vol. XV. No. 8 


Case No. 6196 (Sub-No. 1.) 
MICHIGAN BEAN JOBBERS’ ASSOCIATION VS. 
MICHIGAN CENTRAL RAILROAD COMPANY ET AL. 


Submitted Oct. 21, 1914. Decided Feb. 1, 1915. 


1. Rules and charges of defendants applying to the transit upon 
beans at Saginaw and Jackson, Mich., found not to be un- 
reasonable or otherwise unlawful. 

2. Withdrawal by defendants of transit on dried beans at Sagi- 
naw and Jackson, Mich., upon complainants’ refusal to 
cancel billing to cover local disposition of transit tonnage 
found to have been in accordance with tariff requirements 
and not unreasonable or otherwise unlawful. Complaints 
dismissed. 


J. B. Daish for complainants. 

W. W. Collin, Jr., for Michigan Central Railroad Co. 
J. C. Bills for Pere Marquette Railroad Co. 

G. W. Kretzinger for Grand Trunk Railway system. 


Report of the Commission. 
DANIELS, Commissioner: 

These complainants were consolidated because both at- 
tack provisions of bean-transit tariffs of defendants. No. 
6196 involves claims for reparation arising rrom alleged un- 
lawful refusal of defendants to accord transit to the com- 
plainants, while the complaint in Sub-No. 1 alleges that pro- 
visions. of bean-transit tariffs of defendants are unreason- 
able and unduly discriminatory. 

The bean growing and shipping industry in the state 
of Michigan is of considerable magnitude. It is estimated 
that about 5,000,000 bushels of beans of many varieties 
were produced in the state in the year 1913. All kinds 
and grades of beans take the same freight rates. 

As a general rule after beans are harvested they 
are run through a thrashing machine, which removes the 
pods; thereupon the thrashed beans are hauled to a transit 
house or to a country elevator, where they are sold by the 
farmer at a price fixed on basis of the proportion of im- 
perfect or “cull” beans contained in those offered for sale. 

The “Reardon” table, which is in use throughout the 
state of Michigan, shows at a glance the deduction from 
the quoted price to be made for a.specific number of 
pounds of imperfect beans, the amount of the deduction 
varying according to the price per bushel of 60 pounds 
of perfect beans. 

Beans are rarely, if ever, “picked” at country eleva- 
tors. Labor cannot be obtained there, and the quantity 
of beans received does not justify the installation of neces- 
sary machinery. Bean-transit houses are, therefore, located 
at more important points, where the quantity of beans 
received and the labor conditions justify picking them for 
the markets. Thus at Flint, Jackson, Saginaw, and other 
important points in the state there are specially con- 
structed transit houses equipped for picking beans. There 
beans are received by rail in carload and less-than-carload 
quantities and by wagon, and both transit and non-transit 
beans are handled in large amounts; but no transit is 
permitted on less-than-carload shipments. 

At the transit houses all kinds of beans are put into 
one bin, except those to be used for seed and samples, 
which are separately treated and need not be considered 
here. Imperfect beans not removed by machinery are 
taken out by pickers, who are paid by the number of 
pounds of cull beans they pick. The amount of cull or 
imperfect beans picked from those received at transit 
houses varies from 2 to 20 per cent. While practically all! 
good beans received by transit houses are shipped outside 
the state to destinations covered by transit tariffs, im 
perfect beans are for the greater part disposed of locally 
or at nontransit destinations as live-stock feed, though a 
few are sent out under transit. 

Because of the inability of buyers at country points 
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properly to pick and grade beans for the market, transit 
on beans was inaugurated about 11 years ago, and since 
then there has been a rapid increase in their production. 
Previous to the year 1912 transit was permitted on the 
basis of tonnage out for tonnage in, and substitution 
seems to have been free and untrammeled. No attention 
was paid to policing beans handled in transit until 1912, 
when inspection and policing was placed in the hands of 
the joint rate inspection bureau, an organization of the 
carriers with headquarters at Chicago, Ill. Except at 
points on the line of the Pere Marquette, where the charge 
has been 1%4 cents per 100 pounds for many years, the 
transit charge was $3 per car. 

With this outline of the situation, we come now to 
consider the complaints involved. For convenience they 
will be separately treated, and that of the Michigan Bean 
Jobbers’ Association, involving the reasonableness of pro- 
visions of the transit tariffs, will be first disposed of. 

The Michigan Bean Jobbers’ Association, a corpora- 
tion whose members are engaged in the business of buy- 
ing, selling, and growing beans within the state of Michi- 
gan, complains that transit rules and regulations governing 
shipments of beans maintained by the Michigan Central, 
the Pere Marquette, and the Grand Trunk system are 
unreasonable and unjustly discriminatory. After the case 
had been partly heard, an agreement, in the nature of a 
stipulation, was.filed in the record, which results in the 
elimination of all questions respecting the provisions of 
the transit tariffs, except: (1) The amount of the transit 
charge; (2) the measure of substitution, if any, which 
may be lawfully permitted; and (3) the records transit 
users shall keep and the forms of reports they shall make 
to the inspectors of the carriers. 


Nothing in the rules which are agreed to appears ob- 
jectionable, and therefore we shall consider only those 
matters with respect to which the parties could not agree, 
and which they have submitted for our determination. 


It is alleged by the complainant that the transit charge 
of 1% cents per 100 pounds is unreasonable and discrimi- 
natory. The transit charge on grain generally and that 
made by these defendants is $2 per car, and upon hay $3 
per car; and the contention is that the service rendered 
on shipments of beans is no greater than that on the com- 
modities named, and that, therefore, the higher charge 
on beans is unreasonable and discriminatory. The Pere 
Marquette is the principal bean-carrying road in the state 
of Michigan, and it has charged 114 cents per 100 pounds 
since 1903. The Michigan Central and the Grand Trunk 
established this charge in 1812 and 1913, respectively. 
Previous to the years named their charges had been $3 
per car, and therefore under the statute the burden of 
proof to show that their increased rates are just and 
reasonable is on those carriers. 

The complainant does not deny that transit is of great 
value to bean shippers. Exhibits of defendants show that 
the transit service and rates effect a saving to the ship- 
pers—as against the payment of present rates into and 
out of transit points—of from 1 cent to 6 cents per 100 
pounds. The Pere Marquette, from observation of the 
actual time consumed in movements to and from the plant, 
computed the cost to it of the transit service to the Sagi- 
naw Milling Co. at Saginaw to be $7.47 per car. The 
computation includes “allocated” expense, such as engine 


service, yard office, salary expense, car-detention expenss, - 


interest, and maintenance charges on facilities, totaling 
$6.92 per car. The “unallocated” expense includes general 
Office, traffic and transportation expense, and _ taxes, 
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amounting in all to 55 cents per car. In the same manner 
the Michigan Central computed its cost to perform transit 
service at Saginaw at $6.56, and at Jackson $6.93 per car. 
The average carload of beans weighs 41,250 pounds; and the 
transit charge at 11%4 cents per 100 pounds would amount 
to $6.19 per car. No attempt was made by the complain- 
ant to impeach these figures. On their face they show 
that a charge of 11% cents per 100 pounds is not unrea- 
sonable. The complainant’s attack is based entirely upon 
the fact that the defendants permit transit on other com- 
modities, either without charge or for a less charge than 
is made upon beans. The circumstances, competitive or 
otherwise, under which the lower charges on other com- 
modities are made do not appear. The lone fact that 
lower charges are maintained on other commodities is, of 
course, not proof that a charge of 1% cents on beans is 
unreasonable. Under existing tariffs the transit charges 
on beans are uniform throughout the state. We are of 
opinion and find that the increased charge by the Michigan 
Central and Grand Trunk has been justified. 

We come now to consider the question of substitution. 
The rules of the several defendants in regard to this mat- 
ter vary slightly, but they are substantially the same, and 
that of the Grand Trunk is as follows: 


In the handling of dried beans and dried peas, transit and 
non-transit, through transit houses, it is not practicable to 
preserve the identity, but it is not permissible to ship out at 
transit rates more tonnage than received subject to transit 
privileges, less loss in weight by reason of cleaning, picking, 
drying, or other treatment and local or other non-transit dis- 
position. 


The complainant asks that the words in bold face be 
stricken from the rule of the Grand Trunk and that corre- 
sponding words in the rules of the other carriers be 
stricken therefrom. The complainant apparently desires 
that the bean transit users shall have the unrestricted 
right to ship out from the transit houses ton for ton of 
that shipped in, without regard to loss either in weight 
or by local disposition. In other words, the desire is to 
substitute good beans purchased locally for cull or other 
beans disposed of locally. Transit tariffs of carriers com- 
monly provide for cancellation of billing to cover loss of 
weight and nontransit disposition. No reason has been 
adduced that would warrant an exception with respect 
to beans. 


The evidence shows that at each transit house large 
quantities of beans are disposed of locally or at non- 
transit points. Substitution of other beans for those re- 
ceived in transit is, under the defendants’ tariffs, unlawful. 
In re Substitution of Tonnage at Transit Points, 18 I. C. C., 
280 (The Traffic World, May 14, 1910, p. 590); The Transit 
case, 26 I. C. C. 204 (The Traffic World, March 1, 1913, 
p. 517). 


We are of opinion that the provisions of the tariffs 
under consideration with respect to requiring a cancellation 
of billing on account of loss in weight of beans treated at 
transit houses and nontransit disposition are not unreason- 
able, and that such a cancellation is necessary to enable the 
carriers to prevent unlawful substitution. 

There remains for consideration the question of the rec- 
ords that transit users shall keep and the form of reports 
which they shall make to inspectors of carriers. Confer- 
ences between transit users and defendants have narrowed 
these matters of dispute, and there are left for our deter- 
mination under this head but two points, viz.: (1) Whether 
or not culls shall be reported separately; and (2) whether 
or not a deduction of 1 per cent from nontransit tonnage 
shall be made for invisible loss. 

The complaint contends that it is impossible to accur- 

? 
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ately report culls; that “culls” is an indefinite term as ap- 
plied to beans; and that, therefore, the requirement is un- 
reasonable. We are not impressed with the force of these 
contentions. As has been shown, the method of buying 
beans is based on knowledge of the buyer of the amount 
of culls or imperfect beans contained in his purchase. At 
transit houses culls are separated from marketable beans in 
part by machinery and in part by pickers, who are paid in 
accordance with the number of pounds of beans picked. 
The evidence shows that inspectors are able, on examination 
of the books of bean-transit houses, to determine the amount 
of culls or imperfect beans on hand and the disposition made 
of those not on hand. Culls may be “beans,” as contended 
by the complainant, and the culls from transit beans may 
be forwarded under transit if shippers so elect, but they 
are used largely for purposes which entail local or non- 
transit disposition. Local or nontransit disposition should 
be accounted for. The most effective means to proper ac- 
counting appears to be a full showing as to the disposition 
of culls. 

The evidence further shows that there are 50 bean- 
transit houses in the state of Michigan, which are inspected 
in accordance with the rules in the transit tariffs. Only 
seven of these appear to have experienced any difficulty in 
making reports required by defendants. In our opinion, 
this record shows that it is practicable to keep accounts of 
cull, or imperfect, beans and to make, from time to time, 
substantially accurate reports concerning their receipt and 
disposition. It follows that the requirements of the car- 
riers with respect to cull beans are not unreasonable. It is 
the duty of the defendants to adopt and apply rules which 
do not result in discrimination between transit users and 
which will at the same time prevent forbidden substitution. 
The defendants assert that the records they require are 
necessary to a proper check of transit and nontransit ac- 
counts. Records should be kept which do accurately show 
the facts. 


There is little controversy over the deduction of 1 per. 


cent to cover invisible loss. The rules provide that the 
invisible loss of weight shall be determined as accurately 
as possible; that daily cancellation of billing be made to 
cover this loss; that there shall be a quarterly weighing; 
that if upon this weighing the daily cancellation is less 
than the actual loss, the joint rate inspection bureau shall 
cancel representative tonnage for the difference; that if 
such cancellation is greater than the actual loss the joint 
rate inspection bureau shall reinstate representative ton- 
nage for the difference. For the purpose of daily cancella- 
tion 1 per cent is estimated to cover the invisible loss of 
weight, but any variance of that estimate from the actual 
loss is corrected at the end of the quarter. The only result 
of the daily deduction is that the quarterly weighing re- 
quired by the tariff will show less discrepancy between the 
tonnage on hand and the records of that tonnage than 
would otherwise appear. In the end, the deduction made 
represents the actual loss of weight, and therefore the 
daily deduction of 1 per cent is a mere matter of book- 
keeping. We find that these provisions of the tariff are 
not unreasonable and that the complaint should be dis. 
missed. 

The complaint in 6196 was brought by the Saginaw 
Milling Co. of Saginaw, Mich., and S. M. Isbell & Co. of 
Jackson, Mich., to recover reparation for alleged unlawful 
refusal of defendants to permit transit at Saginaw and 
Jackson on beans shipped from plants of complainants. 
The complainants are dealers in beans at Saginaw and 
Jackson, and they buy beans at those points from farmers 
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and dealers and from elevators located at country stations 
in the state of Michigan. Their business is conducted in 
the general manner already described. 

The evidence shows that from June 1, 1913, to Jan. 21, 
1914, defendants refused transit to complainants. At the 
first hearing in the case the parties made an agreement 
by which transit was to be restored to these complainants 
on application. Subsequently, upon application, both were 
according transit, and an account was taken of billing and 
tonnage on hand at the time transit was restored. The 
result of this is that no claim for reparation is now made 
on behalf of S. M. Isbell & Co., and that the claim of the 
Saginaw Milling Co. is materially reduced. 

The only question we need to determine is whether 
the defendants were justified in their withdrawal of transit 
from complainants. The tariff of the Michigan Central in 
effect during the period involved provided that— 


Transit privileges will only be accorded shippers who keep 
a daily record in the manner prescribed in Rule 3, and who will 
make affidavit, when required, as to the accuracy of such record, 
and who will permit inspection thereof by the joint rate in- 
spection bureau. 


Rule 3, referred to, required that shippers’ records 
show in classified form the receipt and disposition of all 
dried beans and dried peas handled, the points of origin 
and destination, whether received or forwarded by rail, 
boat or wagon. SS 

Rule 4 provided that shippers should make a daily 
report to the joint rate inspection bureau of all dried beans 
handled in the form prescribed in rule 3, and surrender 
for cancellation at the close of each business day all sur- 
plus inbound carriers’ freight bills, i. e., all billing which 
does not represent dried beans and dried peas actually on 
hand. Shippers were also required to surrender for can- 
cellation at the close of each business day sufficient in- 
bound carriers’ representative freight bills for dried beans 
and dried peas cleaned, covered by item L, rule 3, to cover 
invisible loss of weight. 

As the claim for reparation here involved is solely 
against the Michigan Central and the Pere Marquette, the 
tariffs of the Grand Trunk need not be considered, though 
the provisions of the tariffs of the Pere Marquette and 
Grand Trunk were substantially the same as those of the 
Michigan Central. 

It is the contention of the complainants that transit 
was canceled because they refused to report cull beans; 
that the tariff did not require such a report; and that the 
requirement was unreasonable. Much of the evidence of 
complainants relates to these contentions. The testimony 
shows, however, that both of these complainants refused 
to report cull beans received and disposed of locally, re- 
fused to report shrinkage and to cancel billing to cover 
shrinkage and local disposition of transit ‘tonnage. The 
complainants stated to a representative of the defendants 
that it would do the inspectors of the carriers no good to 
examine their books, because they would not cancel billing 
to cover local disposition of culls or transit tonnage, no 
matter what the books showed. 


It is asserted by the complainants that other transit 
users in the state, in competition with them, failed or 
refused to report culls, and transit was not withdrawn 
from such competitors. All the transit users who refused 
to report culls gave transit inspectors free access to their 
houses and records and, whenever the facts warranted, 
billing was submitted for cancellation by each of them to 
cover local disposition of transit tonnage. 

We have already found that the provision requiring a 
report of culls received and disposed of is not unreason- 
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able. But we need not determine whether the tariffs in 
force at the time of the withdrawal of transit from these 
complainants provided for a report of culls. It was be- 
cause of the refusal of complainants to cancel billing to 
cover local disposition of transit tonnage that transit was 
withdrawn. The refusal to report culls may have influ- 
enced the inspectors, but the flat refusal to cancel billing 
was the warrant for withdrawal of transit. In view of 
that, the only course that could be lawfully taken in har- 
mony with the tariff requirements was to withdraw transit. 

In Gadow vs. C., St. P., M. & O. Ry. Co., 29 I. C. C., 457 
(The Traffic World, Feb. 28, 1914, p. 425), a somewhat 
similar situation was under consideration. We there said, 
page 458: 


It is the duty of shippers to aid carriers in their efforts 
properly and effectually to police transit privileges, and it does 
not appear that the tariff requirements in this case, which 
were published with that end in view, are unreasonable or 
otherwise unlawful. Upon the facts of record we are of opinion 
and find that defendants acted within their lawful rights in 
the withdrawal of the transit privilege for the time and under 
the circumstances stated. 


We do not find that the tariff provisions here under 
consideration with respect to cancellation of billing to 
cover local disposition of transit tonnage were unreason- 
able or otherwise unlawful. We are further of the opinion 
that the defendants acted within their lawful rights in the 
withdrawal of transit for the time and under the circum- 
stances here shown. It follows that the complaint must 
be dismissed, and it will be so ordered. 


ORDER. 
It is ordered, That the complaints in these proceedings 
be, and they are hereby, dismissed. 


YELLOW PINE RATES 


CASE NO, 5394 (33 I. C. C., 33-51) 

WISCONSIN & ARKANSAS LUMBER CO. ET AL. VS. 
ST. LOUIS, IRON MOUNTAIN & SOUTHERN RAIL- 
WAY CO. ET AL. 


Submitted Dec. 12, 1914. Decided Jan. 12, 1915. 

Complainants, producers of yellow-pine lumber in Arkansas, 
ask that the southwestern yellow-pine blanket be divided at 
the Arkansas-Louisiana state line, and that the northern 
half be given proportional rates to certain gateways lower 
than those from the southern half; Held, That: 

1. Neither the existing blanket arrangement nor the rates are 
shown to be unreasonable or unjustly discriminatory. 

2. Blankets coextensive with areas of natural resources are 
often in the interest of the community at large, as they 
favor a wide and uniform distribution of necessary com- 
modities. : 

3. Instances of individual hardship cannot on this record be 
remedied because of insufficient evidence as to such par- 
ticular situations. 

Henry M. Armistead, Ashley Cockrill and Walter E. 
McCornack for complainants. 

Fred H. Wood, W. F. Dickinson, H. G. Herbel, T. J. 
Norton, James L. Coleman, E. A. Haid, James M. Souby, 
Thomas Bond, Denegre, Leovy & Chaffee, Baker, Botts, 
Parker & Garwood, James G. Wilson, C. W. Owen, John 
R. Mills and E. H. Calif for defendants. 

S. H. Cowan, Luther M. Walter, John S. Burchmore, 
L. C. Boyle, W. M. Lewis, W. D. Brouse, Philip P. Wells, 
Charles R. Pierce and Frank Andrews for various inter- 
vyeners. 


Report of the Commission. 


DANIELS, Commissioner: 
1. The Southwestern Yellow-Pine Blanket Area. 
The southwestern yellow-pine area is bounded on the 
north by the Arkansas River, on the east by the Mis- 
Sissippi River, on the south by the Gulf of Mexico, and 
on the west by a line drawn through Kansas City, Mo. 
and Houston, Tex. This blanketed area is approximately 
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400 miles long and 300 miles wide, and is practically co- 
terminous with the district in which, west of the Mis- 
sissippi, the yellow pine, both longleaf and shortleaf, 
originates. Lumber from this district moves chiefly to 
Central Freight Association territory and trunk line ter- 
ritory. From the southern part of this region some of 
the lumber is shipped by water to northern and eastern 
markets; but from the region in which all of these com- 
plaints are located it moves north by rail, all of it prac- 
tically through five gateways—Thebes, Cairo, Memphis, 
St. Louis and Kansas City. 

The pine cut in Arkansas is of the shortleaf variety. 
Approaching the Gulf, the longleaf yellow pine is found 
in increasing quantity, although mingled with the short- 
leaf, but the two kinds are practically interchangeable 
for commercial uses. In the region of the Ozark Moun- 
tains the yellow pine is less dense than elsewhere in 
Arkansas, while the average stand is Arkansas is less 
dense than that of Louisiana. Of the total production of 
yellow pine both east and west of the Mississippi River, 
the state of Arkansas furnishes about 8.5 per cent. The 
standing yellow pine in Arkansas north of the Arkansas 
River is but 4 per cent approximately of the total stand 
of yellow pine in that state. 

The establishment of the blanket rates assailed dates 
from 1903. It involved some increases in the northern 
part of the territory and in the vicinity of Shreveport, La., 
and also certain decreases from points south of Shreve- 
port. From Arkansas points south of the Arkansas River, 
the rate to Cairo was advanced from 14 to 16 cents, and 
in southern Louisiana various reductions were made, in 
some instances from 22 cents down to the 16-cent rate, 
which now prevails from all points in the entire area 
to the Thebes and Cairo gateways. In Chicago Lumber 
& Coal Co. vs. T. S. Ry. Co., 16 I. C. C., 323 (The Trafiic 
World, June 5, 1909, p. 789), the blanket rates to Cairo 
and St. Louis were found to be reasonable as applied 
from the entire blanketed area; and in Lumbermen’s 
Exchange of St. Louis vs. A. & S. R. R. R. Co., 24 I. C. C., 
220 (The Traffic World, July 6, 1912, p. 25), an increase 
of the rate to St. Louis from 18 to 19 cents was approved. 
Rates in this report are stated in cents per 100 pounds. 


2. The Substance of the Complaint. 


The complainants in this case comprise fourteen con- 
cerns engaged in the logging of timber and the manu- 
facture of lumber at. various points in the state of Ar- 
kansas. They allege that the blanket rates to the five 
gateways are unreasonable, and results in a preference 
in favor of various competitors. The rates to the gate- 
ways in question are as follows: To Thebes and Cairo, 
16 cents; to Memphis, 14 cents; to St. Louis, 19 cents, 
and to Kansas City, 24 cents. These rates are propor- 
tional to the gateways named, although in some instances 
they are also quoted as local rates. The complainants 
seek a reduction of 4 cents in the rates to all gateways 


’ except Kansas City, and a reduction of 6 cents in the 


rate to Kansas City. They urge that the present blanket 
area be divided along the thirty-third parallel, the com- 
mon boundary of Louisiana and Arkansas. This would 
accord the entire Arkansas region south of the Arkansas 
River a differential advantage over mills in the southern 
part of the blanket. In the course of the hearing, where 
grave difficulties were disclosed attaching to the proposed 
line of partition, it was suggested by the Commissioner 
who heard the case that a mileage tariff was a possible 
solution, and thereafter complainants assented to the 
suggestion that a mileage scale might be applied in case 
the proposed partition of the blanket were deemed inad- 
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visable. The defendants point out, however, that the 
complaint asks for a specific partition of the blanket 
and that it contains no suggestion that a mileage scale 
should be established. The complainants insist that their 
complaint not only alleges that the blanket should be 
divided at the thirty-third parallel, but asks for “such 
other rates as the Commission may from the evidence 
deem just.” Even such a prayer for general relief, how- 
ever, can hardly be construed as permitting complainants 
to shift their position completely and present an issue 
entirely different from that explicitly stated in the plead- 
ings. In Stuarts Draft Milling Co. vs. S. Ry. Co. 31 I. C. C., 
623 (The Traffic World, p. 757), the Commission, at page 
624, said: 


As we have often indicated, technicalities will not be per- 
mitted to defeat the ends of justice; hence we are not over- 
exacting with respect to the form or nature of pleadings. Nev- 
ertheless, we must be guided by considerations of equity and 
cannot sanction unwarranted broadening of issues or the fash- 
ioning of a case along lines not so explicitly stated at the out- 
set as to enable defendants to come before us with reasonable 
certainty of the things to be denfended. 

Moreover, the joint action of:complainants and their 
frequent use of average distances from their mills to 
the gateways, coupled with insufficient evidence with 
reference to the way in which these and other Arkansas 
mills would be affected by a mileage system of rates, 
render it impossible on this record to install a mileage 
system, even though it might appear desirable. If indi- 
vidual complainants here involved are subjected to unjust 
or discriminatory rates under the present adjustment, 
they should have indicated the specific untoward circum- 
stances in which they are severally placed. They have 
chosen, rather, to unite in the allegation of a common 
grievance, and on the record the matter must depend 
largely upon the validity of that common grievance. The 
two intervening complainants are, however, in a some- 
what exceptional position. The record does not disclose 
sufficient evidence upon which to predicate a finding as to 
what are reasonable rates for these two interveners, but 
their rights by subsequent action will not be prejudiced 
by the determination reached in this case. 

The principal complainants base their contention as 
to the unreasonableness of their rates to the five gate- 
ways chiefly upon comparisons of the ton-mile earnings 
on their lumber as contrasted with the ton-mile earnings 
on the lumber of competing mills in the Southern part of 
the blanket. 


The allegation of undue prejudice and disadvantage 
to which complainants are subjected by the blanket rates 
to the gateways is based upon various grounds. Of these 
the chief are that the Commission itself has made ex- 
ceptions in instances to the common rate; that the Kan- 
sas City Southern has substituted a graduated scheme, 
based approximately on mileage over its line between 
Ashdown, Ark., and Kansas City; that the structure of 
hardwood rates in this territory is not in harmony with 
the common blanket rate on yellow pine; that through 
rates are made via certain lines to Cincinnati, according 
thereby an entrance to Central Freight Association ter- 
ritory on a basis unfair to complainants; that competing 
mills in the south of this blanketed territory have an 
additional outlet for their product in the opportunity for 
export by the Gulf, which is denied complainants, largely 
for the reason that the rates from southern mills to the 
Gulf for export are graduated on a mileage scale, and 
lastly, that from the territory east of the Mississippi 
yellow pine competing with complainants’ product moves 
for greater distances to a common market under rates 
less than those enjoyed by Arkansas mills. 
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3. . The Reasonableness of the Southwestern Yellow-Pine 
Blanket Adiustment Considered. 


We have indicated above that the southwestern yel- 
low-pine blanket is virtually coterminous with the area 
west of the Mississippi, where this lumber is produced. 
The Commission, itself, in setting rates on yellow pine 
east of the Mississippi, and in dividing that territory 
into several groups, each taking a blanketed or common 
rate, has differentiated the yellow-pine producing country 
east and west of the river. The division of the territory 
east of the river into groups was last adjusted in Mem- 
phis Freight Bureau vs. I. C. R. R. Co., 27 I. C. C., 507 
(The Traffic World, July 19, 1913, p. 147). The disparity 
in rates on yellow pine east and west of the river was 
effected by Central Yellow Pine Assn. vs. I. C. R. R. Co., 
10 I. C. C., 505, and by Tift vs. S. Ry. Co. 10 I. C. C., 548. 
As the outcome of these two cases and the affirmation 
by the Supreme Court of the opinion in the Tift case in 
1907, 206 U. S., 428, different bases of rates on this com- 
modity have prevailed in the eastern and western yellow- 
pine producing areas. In Chicago Lumber & Coal Co. 
vs. T. S. Ry. Co., supra, decided May 4, 1909, the Com- 
mission was importuned to reduce the 16-cent rate to 
Cairo prevailing in the entire western blanketed area to 
14 cents. This complaint was urged by yellow-pine lum- 
ber interests in Arkansas and northern Louisiana. It 
was there held, however, that the 16-cent rate was not 
unreasonable per se, and that essential dissimilarity in 
transportation conditions existed in the producing areas 
east and west of the river. The Commission in conse- 
quence refused to dismember the blanketed area to the 
west. 

The Chicago Lumber & Coal Co. case, supra, did 
not foreclose necessary adjustments within the blanket 
west of the river, the report specifying, at page 334, 
that— 


Unless necessary to the correction of rates found to be ex- 
cessive and unreasonable from a part of the territory, we see 
no reason, under all the circumstances appearing, for interfer- 
ence with the present adjustment. 


In two instances the Commission has sought to apply 
to points within the blanket here involved a corrective 
rate where the uniform blanket rate seemed to work 
undue hardship. These instances are Ferguson Saw Mill 
Co. va. St. L., I. M. & &. Ry. Co., 18 LC. C., 381. (The 
Traffic World, May 21, 1910, p. 645), and Sawyer & 
Austin Lumber Co. vs. St. L., I. M. & S. Ry. Co., 21 
I. C. C., 464 (The Traffic World, Oct. 28, 1911, p. 731). 
These exceptions, and the somewhat analogous action in 
Lumbermen’s Exchange of St. Louis vs. A. & S. R. R. 
Co., 24 I. C. C., 220 (The Traffic World, July 6, 1912, p. 
25), will be referred to hereafter in this report. 

For the determination of this case it is not neces- 
sary to enter upon a comprehensive appraisal .of the 
group or blanket system of rate making. Among the re- 
ports of the Commission bearing upon this matter, ref- 
erence may be made to 19 I. C. C., 238; 16 I. C. C., 512; 
at 3. ©. €., 366; 25 1. C. C., 378; 25.14. C. C, G7: 21'S. C., 
436; 23 I. C. C., 164; and particularly Arlington Heights 
Fruit Exchange vs. S. P. Co., 22 I. C. C., 149 (The Traffic 
World, Jan. 6, 1912, p. 10). 

There is perhaps greater warrant for the group or 
blanket system of rate making when applied to an area 
containing natural resources than in any other case. 
There may be a valid question whether unqualified ap- 
proval should be accorded the establishment of a common 
rate from points differing materially in distance to a 
common market when the producing industries could, 
without prejudice to consumers, be located at nearer 
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points involving a lesser aggregate cost of transportation. 
Unless warranted by clear advantage to consumers, a 
minimization of waste involving unnecessary transporta- 
tion cost should be sought. When, however, materials 
are found only in delimited areas and consumed through- 
out widely extended markets—in which case there is no 
possibility of shifting the sources of supply—there is 
much to be said for blanketing the rates from such a 
common source to the gateways where these materials 
radiate to consuming markets. Such an arrangement 
tempers to the common benefit of consumers generally 
the fortuitous advantage conferred by nature upon the 
localities in which such natural resources are found. 

These blanket rates from the productive region allow 
dealers wide range in their choice of the material; they 
pit in competition producers throughout the producing 
district, and, by stimulating rivalry, provide a guaranty 
against exorbitant prices or undue profits. Therefore the 
blanket system of rate making, if ever to be approved, 
must commend itself for application under these circum- 
stances. 

The existing southwestern yellow-pine blanket is as- 
sailed on account of its extent, but we have shown it is 
coincident with the natural growth of yellow pine in the 
Southwest. There does not appear to have been between 
1903, when this blanket was established, and 1907, when 
the rates east and west of the river were effectively 
differentiated, any protest against the magnitude of this 
blanketed area. The size of the present blanket may 
fairly raise a question as to the propriety of its perma- 
nent maintenance. Our conclusion herein must not, there- 
fore, be construed as a finding that this blanket is of 
necessity to be kept inviolate; a plan for a reasonable 
subdivision thereof into groups graded with regard to 
distance may well be considered by the carriers, or pre- 
sented for our consideration by shippers. But until it 
can be shown that the size of the area bearing common 
rates works injustice or undue discrimination, there is 
sufficient ground for maintaining it intact. It must at 
the same time be said that to justify a blanket the lengths 
of the hauls from points within to its edge ought to bear 
a reasonable relation to the entire haul. It is true that 
immediately north of the Arkansas River an important 
mill enjoys a rate to Kansas City which contrasts sharply 
with the rate from Little Rock to the same point. The 
distance between Little Rock and Kensett is stated as 
35 miles. Kensett has a rate to Kansas City of 17 cents, 
as contrasted with Little Rock’s rate to Kansas City 
of 24 cents. The distance from Little Rock to Kansas 
City is given variously as 483 to 495 miles. Here is 
perhaps as notable an instance of the disparity resulting 
from the common blanket rate to the gateways as can 
be cited. Wherever a blanket boundary is drawn a dis- 
parity between the rates per mile as between the last 
station within the blanket and the first outside is sure 
to appear. The complainant at Little Rock does not direct 
its attack against the discrimination between itself and 
the mill at Kensett, but joins its co-complainants in 
central and southern Arkansas in asking for a reduction 
applicable to all of the Arkansas rates to the gateways. 
The average haul from Arkansas stations in the blanket 
to Kansas City is 635 miles. Hence the rate from Ken- 
sett to Kansas City for a distance of 530 miles shows a 
ton-mile average of approximately 6.4 mills as against 7.5 
mills for the Arkansas stations. Whether this disparity 
is unduly prejudicial to the Arkansas stations as a whole 
could be determined only upon a record which discloses 
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facts not now in evidence. Kensett is in the region of 
the sparser stand.of yellow pine, and yields almost the 
same ton-mile revenue to Kansas City as the average of 
all the stations in the entire blanket to that point (6.38 
mills). This instance is typical. If particular mills are 
unduly prejudiced and subject to unjust discrimination 
when their rates are compared with those of adjoining 
mills outside of the blanket, that specific situation should 
have been developed upon the record. Preferring, how- 
ever, with their co-complainants, to attack the rates in 
the entire territory, they do not successfully establish the 
unreasonableness or undue prejudice alleged by pointing 
contrasts between two individual points, one on either 
side of the blanket boundary. 


The complainants show, as between Arkansas mills 
and mills to the south, a notable disparity in ton-mile 
rates. An extreme instance is found in comparing Al- 
dridge, Tex., the southernmost point in the blanketed 
area, a distance of 925 miles from Cairo, with Little Rock, 
the nearest point in the blanketed area to Cairo, distant 
but 254 miles. The disparity in ton-mile earnings is 
shown—12.7 mills for Little Rock and 3.46 mills for 
Aldridge. Such extremes do not suffice of themselves 
to discredit the blanket adjustment, especially in the ab- 
sence of proof that actual movement takes place over 
the tortuous route cited. An adjustment of this nature 
must be gauged in the light of all the conditions and 
circumstances, chief of which are the average ton-mile 
yields and average hauls resulting from the blanket ad- 
justment. An exhibit for six alternate months in 1911 
and 1912, covering the movement of every car of lumber 
originating in the blanketed territory on the defendants’ 
lines, shows that the average haul from the entire blanket 
to the gateways was 589.1 miles; that the average haul 
from the state of Arkansas was 509 miles, and from 
Louisiana and Texas mills, 608 miles. A similar showing 
for the service performed by the Iron Mountain, the 
heaviest carrier of yellow pine west of the Mississippi, 
indicates that the average service performed by it and 
the connecting defendants in transporting lumber from 
the blanket to final destination on its rails or to a junc- 
tion with a non-defendant line was 536 miles; from Ar- 
kansas points, 498.7 miles; from Louisiana and Texas 
points, 570.1 miles. Defendants show, by an exhibit cov- 
ering their actual operations for six alternate months, 
that the average revenue per ton-mile on the blanket 
haul was 6.035 mills; for the Arkansas points, 7.360 mills, 
and for the Louisiana and Texas points, 5.764 mills. The 
subjoined table will show the mileages, present rates and 
per ton-mile earnings from the complainants’ mills to the 
five gateways. Complainants’ mills, on the average, are 
somewhat nearer the gateways than the average mill 
points in the state. 


Another consideration is that the ton-mile earnings 
given above represent charges to the gateways only. If 
the additional factor—the rate from the gateways to 
destination—were added, the rates from the southwestern 
blanket as a whole are but little higher than the rates 
from southeastern points to the same destinations. 


The rates from the blanketed territory as a whole 
do not on the average show any unwarranted disparity 
when compared with rates set by the Commission for sim- 
ilar distances in other cases cited in the record. The 
following is excerpted from one of the defendant’s ex- 
hibits, and its accuracy was not impeached at the hearing: 
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Cairo. 
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Thebes. Kansas City. Memphis. 
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BARNS TRGCK,. 0 ccrcccccccsvorcpeses 254 16 12 349 19 11 255 16 12 483 24 10 132 10 15 
DEE Sac cinteecets eb sbbe cues es 297 16 11 392 19 10 298 16 11 526 24 9 182 14 15 
er ne 295 16 11 390 19 10 296 16 11 524 24 9 189 14 15 
EE, cichtxwheass be veeaneane <a 350 16 9.1 445 19 8.3 351 16 9.1 579 24 8.3 244 14 11 
ROSCDOLO, ..... cece cere cceeeecs 375 16 8.1 470 19 8 276 16 8.1 604 24 8 269 14 10 
PE -crcwentecécdcsracesnes ee 379 16 8.1 476 19 8 380 16 8.1 608 24 7.9 273 14 10 
MP. vcdeccecebeveses cues sence 338 16 9.1 449 19 8.3 339 16 9.1 622 24 eet 211 14 13 
NE 64 diiciccabebenobsn needs ses 355 16 9.1 466 19 8 356 16 9.1 639 24 7.5 228 14 12 
,  ccbtucaee owned sindeeaese's 308 16 10 447 19 38.3 317 16 10 578 24 8.3 194 14 15 
NL, y c.c.o 6s Kris detneeseeeenees 313 16 10 452 19 8.3 322 16 10 595 24 8 199 14 15 
PE énssecerdbebuncarenenenus 322 16 10 461 19 8.3 331 16 10 87 24 8.2 208 14 1: 
DE. gb nkdwckdtep ewes baronmees 324 16 10 463 19 8.3 333 16 10 584 24 8.2 210 14 13 
PEED BUEND ccc cccccseeccsoscoons 328 16 10 467 19 8.3 337 16 10 980 24 8.3 214 14 13 
ON ccule wing e¢ied eae ein olenewe 411 16 8 506 19 7.5 412 16 8 637 24 7.5 275 14 10 

SE Cint bieccksdwsseusaceeseeee 275 16 11.6 374 19 10.1 280 16 11.4 549 24 8.9 160 14 17.5 
WOUTORG occ ccccccsvcccsccescesces 292 16 10.9 388 19 9.7 297 16 10.7 566 24 8.4 172 14 16.3 








AVERAGE PER TON-MILE EARNINGS FROM ARKANSAS 
POINTS IN WESTERN YELLOW-PINE BLANKET. 
Ferguson Saw Mill Co. vs. St. L. I. M. & S., 18 I. C. C., 396. 
. To Memphis. To Thebes.* To Cairo.* 

Miles. Mills. Miles. Mills. Miles. Mills. 


Little Rock, Ark., to— 


ranson, Mo, ...... 275 13.09 275 13.09 275 13.09 
aoe re 12.20 295 12.20 295 12.24 
eee 305 11.8 305 11.8 305 11.8 
Stotts City, Mo..... 334 10.77 334 10.77 334 10.77 
Carthage, Mo. ...... 355 10.11 355 10.11 355 10.11 


1 Average mileage, 246. Rate, 14 cents. P. T. P. M., 11.23. 
2 Average mileage, 375. Rate, 16 cents. P. T. P. M., 8.54. 
3 Average mileage, 397. Rate, 16 cents. P. T. P. M., 8.06. 


Commercial Club of Omaha vs. C. & N. W., 19 I. C. C., 156. 
To To Ca 
B. St. Louis.‘ St. Louis.. Kansas City.® 
Miles. Mills. Miles. Mills. Miles. Mills. 


Omaha, Neb.., to— 


Kanorado, Kan. .... 400 10.00 400 10.00 400 10.00 
Burlington, Colo.... 413 10.16 413 10.16 413 10.16 
Egbert, Wyo. ...... 484 8.88 484 8.88 484 8.88 
Hillsdale, Wyo. .... 496 8.87 496 8.87 496 8.87 
Durham, Wyo. ..... 502 8.96 502 8.96 502 8.96 
Archer, Wyo. ...... 508 8.85 508 8.85 508 8.85 
Cheyenne, Wyo. ... 516 8.91 516 8.91 516 8.91 


. & S. 145, Lumber from South to East, 27 I. C. C., 189._ 
, Miles. Mills. Miles. Mills. Miles. Mills. 


Southern Ry. points to— 


Washington, D. C... 792 6.58 792 6.58 792 6.58 
Baltimore, Md. .... 832 5.63 $32 5.63 $32 5.63 
Central“of Georgia points to— ake 7 oe 
Baltimore, Md. .... 887 5.55 887 5.55 887 5.55 
Washington, D. C... 847 5.75 847 5.75 847 5.75 


Atlantic Coast Line points to— : » 
Washington, D. C... 809 6.05 809 6.05 809 
Baltimore, Md, .... 849 5.77 849 5.77 849 

+ Average mileage, 513. Rate, 19 cents. P. T. P. M., 7.41. 
5 Average mileage, 485. Rate, 19 cents. P. T. P. M., 7.83. 
6 Average mileage, 643. Rate, 24 cents. P. T. P. M., 7.46. 
On the showing of record giving rail distances from 
various Arkansas mills to the gateways, it is impossible 
to make the partition of the blanket prayed for by the 
complainant. The proposed remedy in the instant case 
would be no fairer on the basis of rail distance than the 
present arrangement; the discrimination resulting from 
the division of this blanket by an arbitrary line such as 
complainants suggest at least would be as pronounced as 
that from which this complaint arose. Taking the thirty- 
third parallel as a tentative dividing line, the effect of 
such a division is best illustrated by the following state- 
ment showing the short-line mileages from representative 
points north and south of such line to the gateways to 
northern and eastern points, excepting Memphis: 
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To 
To To Kansas To St. 
Cairo, Thebes, City, Louis, 
From— miles. miles. miles. miles. 
EE ee ere reer er 420 429 548 559 
Pn (i se tulisnebeuadsh eave dace 426 435 554 565 
SE Oe EM, sncetesesencects 432 441 560 571 
nce ca heiis saan hen 408 409 643 519 
GROMMETS, TM. wccccccccccccccccecs 402 403 649 513 
EE, Wa ong gaits pe Vag eee @rrki 403 412 629 542 
Bee Beate, EA. sc cccctcccsvcccoce 411 416 548 510 
Se, WHET, BA Na sewecvscdeccs 424 429 561 523 
EE SE. nbc ciasetnqaarsdena 411 412 637 506 
TL PANE. oS Scecsccectavescesic 565 583 371 491 


WOM, ATR. ccc ciccsccvcscvccecces 507 508 380 500 











i: MM otc5.s a ckewewacwecmena 495 496 392 512 
INEM ona os wae 5 Skis ote bral ona 446 447 441 561 
eee WP OUET, BPM, osc ciccccsdcwcs 443 444 444 564 
I CU docs ea Ba gale date eee 424 425 513 519 
RE, SOG. Gaba acda cee eevesenes 411 412 665 522 


It will be noted that to Cairo and Thebes certain 
Arkansas mills would have a 4-cent differential under the 
Louisiana-Texas rate for a haul in many cases longer 
than that required by some southern mills. It is clear, 
therefore, that this relief, based purely upon geographical 
location, disregarding short-line movement, cannot be 
granted. 

As another reason for rejecting the partition of the 
blanketed area suggested by complainants, the doubtful 
permanence of such a partition may be adduced. South 
of the thirty-third parallel there is a network gf lines 
diapering the lumber region, most of them running east 
and west. The lumber tonnage of these lines, such as 
the Southern Pacific, the Texas & Pacific, the Vicksburg, 
Shreveport & Pacific, the Frisco, the Santa Fe and the 
Louisiana Railway & Navigation Co., is of great density. 
Were the rate reduced in the northern half of the blanket, 
it is not improbable that these lines would accord a 
similar abatement in rates and thus bring about a new 
equality in rates between both parts of the blanket. The 
net result would likely be an impairment of the net reve- 
nues of the carriers serving the entire region, without 
establishing a permanent differential advantage in favor 
of the complainants’ mills. 

The complainants repeatedly admitted that if their 
competitors’ rates were advanced, they would be satisfied 
with the present rates on yellow pine. We cannot find 
that the complainants have sustained the burden of proof 
in showing that the blanket area or the blanket rates 
as a whole are unreasonable or unlawful. 


4. Analysis of Alleged Unjust Discrimination. 


The complainants cite the Commission’s action in 
the Ferguson case, 18 I. C. C., 391, the Sawyer Lumber 
case, 21 I. C. C., 464, and the Davis case, 26 I. C. C., 257, 
as indicative of the fact that the blanket adjustment 
creates situations requiring remedy. In the first two in- 
stances it is true that the 14-cent rate to the Memphis 
gateway was reduced. From Little Rock to Memphis 
it was cut to 10 cents, and from Pine Bluff to Memphis 
it was cut from 14 cents to 11 cents. However, in both 
of these cases the 14-cent rate was shown to have prac- 
tically destroyed pre-existing traffic and the reduced rates 
to afford ton-mile earnings largely in excess of those 
still prevailing on the average under the blanket rates; 
in both these cases the lower rate established was pri- 
marily for the accommodation of local business, as con- 
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trasted with a rate serving but as a factor of the through 
charge to ultimate destination. 


It has long been recognized by the Commission that 
carriers making a blanket adjustment may not subsume 
thereunder particular points to the unlawful disadvantage 
of those points. Nor does this opinion preclude any mill 
so affected by the blanket rate from asking this Com- 
mission for redress under such circumstances. But the 
complainants here have chosen for their joint benefit to 
assail a rate adjustment applicable to the entire northern 
part of the blanket. Based on that fundamental com- 
plaint, they have sought to induce the Commission to 
dismember the blanket. To this end they have attempted 
to prove undue prejudice and disadvantage to themselves 
as a whole by instancing individual points where the con- 
trast with other points seems to establish a prima facie 
case of unjust discrimination. The complainants are 
bound to do one of two things; either to show, each one 
for himself, the undue discrimination he suffers and to 
adduce sufficient evidence to prove that the disparity is 
not warranted under all the circumstances involved; or 
they are bound to show for the blanket as a whole that 
it is subject by reason of the blanket rate to unlawful 
discrimination. The blanket should not be dismembered 
on the ground that a point in the bianket appears preju- 
dicially affected. Nor can we accord relief to an indi- 
vidual mill from alleged undue discrimination unless the 
competing points enjoying undue preference or advantage 
are shown to have no justification for their seemingly 
preferential treatment. The arrangement employed by 
the Kansas City Southern might properly be extended 
to particular mills in case those mills adduced sufficient 
evidence to show that, in comparison with others, they 
are prejudicially affected by being excluded from the en- 
joyment of such mileage rates. And likewise individual 
mills prejudicially affected by not being accorded through 
rates to Cincinnati when such rates are accorded by the 
same carriers to their competitors similarly situated 
might obtain the benefit of such rates upon a record 
showing their clear title thereto. 

The so-called exceptions to the blanket may be listed 
as follows: 


1. From 133 stations on the line of the Louisiana 
Railway & Navigation Co. the rate to Cincinnati, via 
New Orleans, is 21 cents, giving shippers on that line 
an advantage to Cincinnati of 2 cents over shippers lo- 
cated on the Rock Island, the Iron Mountain, and certain 
other lines within the blanket. By reason of the lower 
rate to Cincinnati, shippers located on the line of the 
Louisiana Railway & Navigation Co. are able to reach a 
number of points in Central Freight Association territory 
by combination on Cincinnati at lower rates than are 
quoted from other points within the blanket. For ex- 
ample, the rate from points on the line of the Louisiana 
Railway & Navigation Co. to Columbus, O., is 2814 cents, 
consisting of the 21-cent rate to Cincinnati plus a local 
rate of 71% cents from Cincinnati to Columbus, while the 
rate to Columbus from points in the blanket on the Iron 
Mountain is 30 cents. The record shows that the lumber 
thus moving to Cincinnati from points on the line of 
the Louisiana Railway & Navigation Co. is shipped via 
New Orleans and one of the lines east of the Mississippi 
River. While complainants allege that there are 133 
stations in Louisiana from which the 21-cent rate to Cin- 


cinnati thus applies, one of complainants’ principal wit-~ 


nesses was unable to say, on cross-examination, whether 
or not lumber is shipped from all those points. 
2. From 275 stations on the line of the Vicksburg, 
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Shreveport & Pacific Railway and its connections a rate 
of 23 cents to Cincinnati is quoted. In Davis Bros. Lum- 
ber Co. vs. C., R. I. & P. Ry. Co., 26 I. C. C., 257 (The 
Traffic World, March 8, 1913,,p. 595), the Commission 
reduced to 23 cents the rate to Cincinnati from a number 
of stations in the heart of the blanket on the Rock Island. 
This rate of 23 cents to Cincinnati, therefore, is effective 
not only on the Vicksburg, Shreveport & Pacific and a 
number of connecting lines, but on the Rock Island via 
Memphis. The complainants’ objections seem to be (1) 
that a lower rate than the 23-cent rate, namely, a rate 
of 21 cents, applies from stations on the line of the 
Louisiana Railway & Navigation Co., as above noted; and 
(2) that the Iron Mountain has not reduced its rate to 
Cincinnati to 23 cents. 

It should be observed, however, that the complainant 
puts in issue the reasonableness of the blanket rates to 
Cairo, Thebes, Memphis, St. Louis and Kansas City. 
With the exception of two instances, hereinafter specified, 
where the Kansas City Southern and the Rock Island 
publish rates to Kansas City lower than the blanket rate, 
the record does not disclose any voluntary deviation by 
the carriers from the common rates to the gateways 
named in the complaint. The rate from points on the 
line of the Louisiana Railway & Navigation Co. to Cin- 
cinnati via New Orleans does not seem to bear upon the 
reasonableness of the 16-cent rate to Cairo. Even ad- 
mitting that for some points in the northern part of the 
blanket the rate to Cincinnati by combination on Cairo 
exceeds the 21-cent rate from points on the line of the 
Louisiana Railway & Navigation Co. via New Orleans, 
no unlawful discrimination is evidenced. The Louisiana 
Railway & Navigation Co. has apparently a right to quote 
the rate in question, and by so doing it is not shown 
that that line discriminates against complainants, nor is 
it shown that any of the defendants join in this rate to 
the unlawful prejudice of other points. 

The 23-cent rate from 275 Vicksburg, Shreveport & 
Pacific points to Cincinnati was found reasonable by the 
Commission in the Davis Bros. case, supra. The real 
objection of complainants in this respect is that noted 
above—that the Iron Mountain has not reduced its rates 
to 23 cents, as the Rock Island was compelled to do. 
The Commission has never required the Iron Mountain 
to publish a rate of 23 cents to Cincinnati from points 
on its line within the blanket. There is no evidence as 
to the reasonableness per se of the rates to Cincinnati 
from these stations on the Iron Mountain, and discrimi- 
nation on the part of that defendant cannot be predicated 
upon the fact that a lower rate to Cincinnati is effective 
from points on the Rock Island. 


As to the stations named on the line of the Louisiana 
Railway & Navigation Co. and the Vicksburg, Shreveport 
& Pacific and its connections, there appears no violation 
of the common rates from the blanket to the gateways 
named in the complaint. 


3. The Kansas City Southern’s lumber rates to Kan- 
sas City are graded in several small blankets as far down 
as Ashdown, Ark., while south of that point the blanket 
rates here involved apply. While the defendants allege 


-. that the movement north of Ashdown is negligible, the 


record shows that about 1,500 cars per year move to 
Kansas City from that region. This is a real deviation 
from the blanket rate. The complainants point out that 
they have no objection to the adjustment of rates on the 
Kansas City Southern; on the contrary, they ask that 
a similar arrangement be made on the other lines. As 
is elsewhere indicated in this report, the impossibility of 
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applying a mileage scale to all points in the blanket is 
due mainly to the fact that many lines enter the blanket, 
some routes with reasonably direct and others with cir- 
cuitous routes, and that points only a few miles apart 
in the heart of the blanket would therefore under such 
mileage have widely different rates to the same gateway. 
This difficulty is not encountered to the same degree 
by the Kansas City Southern, which traverses the western 
side of the blanket almost in a straight line. 

The only specific instances of departures from the 
common rate to Kansas City which complainants bring to 
our attention are those caused by the Rock Island’s pub- 
lication of a rate of 20 cents from Plainview and Bigelow, 
Ark., points located 30 and 40 miles, respectively, west 
of Little Rock. Since the blanket rate to Kansas City 
is 24 cents, it is obvious that Plainview and Bigelow 
have an advantage of 4 cents over other points within 
the blanket. Aside from this mere statement of the 
difference in rates, with the mileage comparisons, there 
is no evidence of record showing that the above rates are 
in any respect prejudicial to Little Rock, or that they 
give an undue preference to Bigelow and Plainview. It 
may be that a difference in rates of 4 cents is not war- 
ranted by the slight difference in mileage, but the evi- 
dence does not justify a finding either of unreasonable- 
ness per se or of discrimination. If the complainant lo- 
cated at Little Rocx feels that the Rock Island’s rates 
to Kansas City are discriminatory or otherwise unlawful, 
that matter should be brought to the attention of the 
Commission in a proceeding which directly presents the 
issue. 

4. From Monroe, La., and Rayville, La., the Iron 
Mountain quotes a rate of 23 cents to Cincinnati. This 
is obviously done to meet the rate of the Vicksburg, 
Shreveport & Pacific, upon which these two points are 
also situated. It will be observed that this is not a 
violation of any of the common rates to the gateways 
attacked in the complaint. While the complainants allege 
that the Iron Mountain discriminates against some of 
complainants -by publishing a lower rate from Monroe and 
Rayville than from points north of those stations, the 
Commission’s records show that the rates of 23 cents 
from Monroe and Rayville are protected by fourth section 
applications to the Commission. 

We pass without comment to the contention that in 
this blanketed territory yellow-pine rates do not conform 
to the hardwood rate structure or to the general structure 
of class and commodity rates. The yellow-pine rate sit- 
uation is primarily to be gauged upon considerations less 
remote than the analogies cited by the complainants. 

It is, however, demonstrated of record that the mills 
at Arkansas points are not accorded such rates for ex- 
port as they are fairly entitled to. If blanket rates prop- 
erly apply northward by rail to the gateways blanket 
rates, it would seem, should properly apply southward 
to the Gulf ports. Instead of this, the southern mills 
are accorded mileage rates to the Gulf ports for export. 
The record here is not sufficient for us to prescribe export 
rates to which Arkansas points are entitled, but we are 
of the opinion that such rates may rightfully be required 
by complainant and might properly be established upon an 
adequate record. 

5. The Question of Complainants’ Profits vs. Consumers’ 
Prices. 


The Arkansas mills here complainant furnish at best 
but a small percentage of the total supply of yellow pine 
in Central Freight Association and trunk line territories. 
It cannot, therefore, be assumed that an increase in their 
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output, if such increase resulted from a lowering of their 
freight rate, would appreciably affect the ruling level of 
lumber prices, The evidence in this case indicates that 
mills enjoying differential rates to a common market sell 
at the market price and pocket their differential as an 
additional profit. Also that under the ruling freight rates 
complainants’ business has grown, their markets have 
extended, and their output has increased. The dismem- 
berment of the blanket under such circumstances would 
have for its principal effect an augmentation of complain- 
ants’ profits, with an attendant disruption of trade rela- 
tions between dealers and the southern mills whose prod- 
uct in part they now buy. 

The slight decrease in prices that might temporarily 
result to the consumer, were the reduction in rates asked 
for in this case ordered, would be but a meager offset 
to the narrowing of the market from which dealers must 
perforce buy. Viewed from the standpoint of the public 
interest, we fail to find that the joint complainants are 
entitled to the partition of the blanket which they suggest. 

We are of opinion and find that, subject to the res- 
ervations indicated above, the rates and the blanket rate 
arrangement attacked are not unlawful, and that they do 
not subject the complainants to undue or unreasonable 
prejudice or disadvantage. The complaint must be dis- 
missed, and it will be so ordered. 


APPENDIX.—STATEMENT COMPILED FROM THE ANNUAL 
REPORTS OF CARRIERS FILED WITH THE COMMIS- 
SION FOR THE YEARS ENDED JUNE 30, 1908 AND 1914. 

Companies West of the Mississippi River. 


Average Tons car- Tons 
mile- ried of carried Freight 
age Ope- freight- onemile revenue 
rated dur- earning. per mile per mile 
ing year. revenue. ofroad. ofroad. 
St. L. I. M. & Sou. Ry.— 
Year ended June 30, 1908 2,599.15 9,297,774 828,071 $5,967.25 
Year ended June 30, 1914 3,364.95 13,652,830 926,024 7,282.31 
A. T. & S. F. Ry. Co.— 
Year ended June 30, 1908 7,100.66 13,957,290 765,417 7,235.31 
Year ended June 30, 1914 8,345.79 21,540,082 706,150 7,319.76 
Cc. R. I. & P. Ry. Co.— 
Year ended June 30, 1908 7,384.50 15,504,031 511,454 4,765.50 
Year ended June 30, 1914 7,729.77 21,117,712 639,184. 5,478.58 
K. C. Sou Ry. Co.— 

Year ended June 30, 1908 827.04 2,968,145 1,121,710 8,091.88 
Year ended June 30, 1914 827.17 4,066,018 1,284,810 9,963.32 
Companies East of the Mississippi River. 

Cc. N. O. & T. P. Ry. Co.— 
Year ended June 30, 1908 335.46 4,299,008 2,311,042 17,661.74 
Year ended June 30, 1914 335.46 5,373,066 3,286,598 24,753.63 
Yazoo & M. V. R. R. Co.— 
Year ended June 30, 1908 1,297.65  5.166,820 722,859 5,416.87 
Year ended June 30, 1914 1,371.83 6,885,422 853,870 6,434.69 
Illinois Central R. R. Co.— 
Year ended June 30, 1908 4,420.46 25,047,062 1,366,044 17,998.67 
Year ended June 30, 1914 4,768.51 32,342,709 1,633,461 9,200.21 
Mobile & Ohio R. R. Co.— ; 
Year ended June 30, 1908 926.08 4,902,850 1,215,878 1,676.42 
Year ended June 30, 1914 1,122.45 7,111,225 1,424,227 9,540.13 


HARLAN, Chairman, dissenting: 

The record in this case illustrates the injustice that 
at times results from blanket rates. So far as the facts 
are concerned the majority report seems to sustain all 
the substantial contentions of the complainants. 


The mills of the complainants are in the northern 
part of a rate group approximately 400 miles wide from 
east to west and extending some 300 mile from north to 
south. From that territory the most distant mill in south- 
ern Louisiana or Texas is able, under the rates now in 
effect, to move its yellow-pine lumber to the important 
markets in Central Freight Association and trunk line 
territories at the same rate that is exacted of mills in 
the extreme northern end of the group. The complainants 
are thus deprived of the natural advantage of their prox- 
imity to those markets. This, of course, is always the 
case under group rates, and many such groups have been 
sustained in the general interest. The trouble, however, 
with this group is that it is surrounded by conditions 
that tend to break it down and make it impossible for 
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the carriers to continue to maintain it without doing 

substantial injustice. ' 
The yellow-pine forests on the east side of the Mis- 

sissippi River cover a large territory; but instead of be- 


ing embraced in one great rate group, the carriers that ’ 


traverse it have divided the area into four or more groups 
taking rates of 12, 14, 16 and 18 cents per 100 pounds 
to Cairo, an’ important and illustrative gateway to the 
markets in question. Northern Alabama and some points 
in northern Mississippi, for example, are accorded a rate 
of 12 cents to Cairo, while farther south in those states 
the rate is 14 cents. The complainants, on the other 
hand, from their mills west of the river are required to 
pay 16 cents per 100 pounds to the same destination, 
although the distance is no greater and in many instances 
is less than from the northern Alabama and Mississippi 
producing points. Moreover, certain west side carriers, 
through their east side connections, have made exceptions 
in the blanket adjustment in favor of mills in the heart 
of this western lumber area and to the south of the 
complainants’ mills. For example, mills on the Louisiana 
Railroad & Navigation Co. west of the river are able to 
reach Cincinnati by way of New Orleans and the Louis- 
ville & Nashville at 21 cents per 100 pounds, or 6 cents 
less than the group rate from the Arkansas mills west 
of the river, and the movement is over a route that is 
longer by from 200 to 400 miles than the latter route. 
Other mills on the Vicksburg, Shreveport & Pacific and 
Rock Island have an advantage of 4 cents in the rate to 
Cincinnati. In Davis Bros. Lumber Co. vs. C., R. I. & P. 
Ry. Co., 26 I. C. C., 257, we condemned the 27-cent blanket 
rate from certain mills in Louisiana to Cincinnati and 
required the Rock Island to restore the lower rate of 
23 cents formerly in effect when that portion of the line 
was acquired from the Arkansas Southeastern Railroad. 
These 21 and 23 cent rates may also be used for basing 
purposes to points beyond Cincinnati in Central Freight 
Association and trunk line territories to which no through 
rates are published. The 23-cent rate that we required 
the Rock Island to maintain in the case cited has been 
extended from Louisiana points north into Arkansas and 
applies from some of the mills of the complainants, while 
others must pay the group rate of 27 cents. None of 
the complainants receives the benefit of the 21-cent rate 
above mentioned. 

There is, however, another important feature in this 
general rate situation, namely, the fact that while the 
carriers west of the river maintain this very extensive 
rate group on their northbound lumber traffic, thus put- 
ting the southernmost mill in that territory on a rate 
parity with the most northern mill, the same carriers 
southbound to the Gulf ports maintain rates on a mileage 
basis, the complainants being thus excluded from access 
to the Gulf ports. This is referred to in the majority 
report, coupled with the statement that— 


If blanket rates properly apply northward by rail to the gate- 
ways, blanket rates, it would seem, should properly apply south- 
ward to the gulf ports. 


In its converse application this is the very principle 
which the complainants have invoked in this proceeding. 
They contend that if mileage rates properly apply south- 
ward to the ports, thus excluding their mills from those 
outlets because of their distance, the complainants in 
the defendants’ northbound rates ought in common justice 


to have the benefit of the proximity of their mills to the - 


markets hereinbefore mentioned. Although the carriers 
maintain, and the mills in the southern part of the group 
enjoy the benefit of, mileage rates southbound, both 
object to any such system of rates northbound; and the 
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assertion is made that mileage rates to the northern gate- 
ways would be very harmful to the southern mills. It 
is not clear to me why this should be the case, and I 
am inclined to think that mileage rates in both directions 
would put all the mills on a fair basis and that this could 
be done without any undue disturbance of the carriers’ 
revenues. But the record makes it entirely clear that 
the complainants should have relief either in that form or 
through the breaking up of this extensive group into 
smaller groups, like those. now in effect east of the river; 
and there is no reason to doubt that, with such an an- 
nouncement by the Commission before them, the carriers 
could work out a satisfactory readjustment. 


Group rates ordinarily are an effort on the part of 
the carriers publishing them to equalize commercial op- 
portunity by ignoring differences.in distance from various 
shipping points to a given destination or to various des- 
tinations from a given shipping point. Not infrequently 
both the points of origin and the points of destination 
are grouped so that all shippers from one group may 
have a common rate on which to reach all the consignees 
in another group. On general grounds and in the public 
interest we have often sustained such rate adjustments 
against the demands of shippers to have the benefit in 
the rates if their shorter distance. This is a purely selfish 
demand, and many such complaints have been dismissed 
on the general theory that one who is already on a rate 
parity with a competitor must show very strong reasons 
for disrupting a group adjustment which others are sat- 
isfied with, and particularly when it has been long estab- 
lished. In the absence of cempelling conditions showing 
inequitable results, apart from mere matters of distance, 
we usually decline to interfere. Such unfair results, 
however, are shown on the record before us. The com- 
plainants are confronted on the east by lower rates to 
the large markets in which they compete, and-to the 
south by mileage rates which, because their mills are 
at the extreme north of this yellow-pine producing ter- 
ritory, exclude them from access to the Gulf ports and 
to the important foreign and domestic markets beyond. 
They are confronted also by various departures from 
the rate group over routes by which a substantial pro- 
portion of the traffic moves to points of consumption in 
Central Freight Association and trunk line territories. 
The complainants must carry on their industry under 
these adverse rate conditions and in my judgment should 
have relief. 

The defendants contend that every issue in this pro- 
ceeding was considered and decided adversely to the 
complainants in Chicago Lumber & Coal Co. vs. T. S. 
Ry. Co., 16 I. C. C., 323. That, however, is not the case. 
It was expressly stated in that report that questions 
growing out of divisions to tap lines were pending in 
another proceeding, and since the decision of the Su- 
preme Court in the Tap Line cases, 234 U. S., 1, we have 
regulated tap-line allowances by placing them on a basis 
substantially lower than heretofore paid by the trunk 
lines. Whatever may have been the effect of these re- 
duceu allowances in the case of individual trunk lines, it 
may fairly be assumed that on an equal volume of traffic 
the drain on the revenues of the carriers in this territory, 
taken as a whole, has been materially lessened since 
our report was announced in Chicago Lumber & Coal 
Co. vs. T. S. Ry. Co., supra. The conclusions reached 
in that case were rested to some extent also on the 
more advantageous operating conditions of the carriers 
on the west side of the river. The reports filed with the 
Commission by representative lines east and west of the 
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river show, however, that since 1908, when the hearing 
in that case was had, the tons of freight-earning revenue 
carried by the western lines have increased by a much 
higher percentage than the increases on the lines east of 
the river; the reports of certain typical lines also show 
that the freight revenue per mile of road west of the 
river is at this time fairly comparable with the revenue 
per mile of road on typical lines east of the river. But 
in any event the record shows that the complainants are 
surrounded by rate conditions that make it wholly in- 
equitable to permit the last-mentioned case now to stand 
in the way of a readjustment of the rate situation on 
the west side of the river. 

For these reasons I am unable to agree with the 
majority in the disposition made of this case. 
MEYER, Commissioner, dissents. 





-ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


KANSAS CITY STOCK YARDS CASE 


Case No. 7008 (33 I. C. C., 92—102) 
ATCHISON, TOPEKA & SANTA FE RAILWAY CO. 
ET AL. VS. KANSAS CITY STOCK YARDS CO. 


Submitted Oct. 24, 1914. Decided Feb. 8, 1915. 


1. The Commission is empowered to strike a tariff from its files 
if filed as part of a scheme by shippers to secure unlawful 
anaes from carriers under pretense of common car- 
riage. 

2. Common carriers by railroad may lawfully lease or hire, as 
well as own. suitable facilities for the performance of serv- 
ice, which they are bound or undertake to perform for the 
public, or discharge some of their duties through agents, 
and neither the agents employed nor the owners of the 
facilities procured need be common carriers. 

8. Allowances by common carriers for plant facilities or plant 
service are unlawful. The distinguishing characteristic of 
plant service is that the facilities employed are not acces- 
sible or available to the public. 

4. The Kansas City Stock Yards Company of Missouri is a pub- 
lic utility, and its docks for loading and unloading live stock 
and tracks leading thereto are instrumentalities of public 
transportation for the use of which the trunk line live-stock 
carriers serving Kansas City may lawfully pay, even though 
shippers of live stock participate in the stock yards com- 
pany’s dividends. 

5. The Kansas City Stock Yards Company is not a common 
carrier engaged in interstate commerce. 


6. Whether the trunk lines serving Kansas City can lawfully 
refuse to accept or deliver live-stock shipments at the 
Kansas City stock yards, or increase their present live- 
stock rates to and from Kansas City on account of the 
stock yards company’s charges for the use of its tracks 
or for switching cars over them, are questions to be deter- 
mined on complaints by shippers whenever the trunk lines 
change their present practices or rates. 

7. The Commission has no jurisdiction to determine whether the 
stock yards company is estopped to demand compensation 
for the use of its tracks or for switching service over them. 


Robert Dunlap, T. J. Norton, and W. R. Smith for 
Atchison, Topeka & Santa Fe Railway Co. 

H. A. Scandrett, R. W. Blair, C. A. Magaw and T. M. 
Lillard for Union Pacific Railroad Co. 


C. S. Burg for Missouri, Kansas & Texas Railway Co. 

H. G. Herbel, F. G. Wright, E. J. White and J. A. 
Somerville for Missouri Pacific Railway Co. 

Thomas Bond, F. C. Reilly and E. D. Levy for St. 
Louis & San Francisco Railroad Co. 

R. A. Brown for St. Joseph & Grand Island Railway 
Co. 

J. M. Souby for Kansas City Southern Railway Co. 

R. B. Scott for Chicago, Burlington & Quincy Railroad 
Co. 

L. M. Walter, M. W. Borders, J. S. Burchmore, C. W. 
Trickett, M. W. Williams and A. W. McLaren for defend- 
ant. 

H. G. Wilson for Commercial Club of Kansas City, 
intervener. 


Mo., 
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Report of the Commission. 
MEYER, Commissioner: 

Complainants are 8 of the 14 trunk line carriers of . 
live stock serving Kansas City, Kans.-Mo. Defendant is a 
Missouri corporation doing a general stockyards business 
in Kansas City. On Apr. 6, 1914, defendant filed a tariff 
effective April 8, 1914, imposing a trackage charge of 
75 cents per car for the use of the stub tracks leading 
to some of the unloading docks in its yards by complain- 
ants and a switching charge of $2 per car for the move- 
ment of complainants’ cars over these tracks by defendant. 
We are asked to strike this tariff from our files on the 
ground that defendant is not a common carrier; that its 
stub tracks are mere plant facilities; and that its purpose 
in presuming to be a common carrier and in filing a tariff 


‘is to secure from complainants under color of law allow- 


ances to which defendant is not lawfully entitled. The 
traffic department of the Commercial Club of Kansas City, 
Mo., has intervened and joins defendant in opposing the 
complaint. 

Defendant was organized June 27, 1898, under the laws 
of Missouri governing the formation of manufacturing 
and business companies. The purposes of its organization 
as expressed in its charter were the “purchase, construc: 
tion, maintenance, and operation of a general union stock- 
yards, with the necessary inclosures, buildings, hotels ex- 
changes, structures, railroad tracks, switches, bridges, and 
viaducts for the reception, inspection, safe-keeping, feed- 
ing, watering, weighing, delivering, transporting, and car- 
ing for live stock of every description, except quarantine 
live stock.” In 1901 the necessary permission was secured 
for doing business as a foreign corporation in Kansas. 
The application for that purpose represented the business 
which respondent intended to transact as “the maintenance 
and operation of stockyards.” : 


Defendant’s plant comprises an oblong tract of land 
approximately 1% miles long and less than one-half mile 
wide along the banks of the Kansas River near its point 
of confluence with the Missouri River; an exchange build- 
ing erected thereon; facilities for feeding, watering, yara- 
ing, and selling live stock; loading and unloading docks 
and pens, and about 3% miles of stub tracks leading from 
a number of these docks to the tracks of a number of 
trunk lines outside of defendant’s yards. A quarantine 
yard is maintained on the opposite bank of the Kansas 
River. The Missouri-Kansas state line traverses the 
“native” yard on the east bank north and south, nearly 
bisecting it. The rights of way of the Union Pacific and 
Missouri Pacific railroads, which are side by side, traverse 
it east and west, dividing it into two parts called the 
“north” and “south” yards, connected by tunnels under 
the Union Pacific and Missouri Pacific rights of way. The 
south yards are the main yards, and the sales pens and 
weighing scales are maintained there. The north yards 
are used exclusively for loading and unloading. At one 
time defendant maintained separate sales pens in the north 
yards, but different prices prevailed in the two markets, 
and the arrangement was abandoned for that reason. 
There are no tracks connecting the two yards, and live 
stock consigned to defendant’s yards for sale unloaded 
in the north yards must be driven to the sales pens in 
the south yards. The distance is approximately 1 mile, 
and serious shrinkage results, particularly in the case of 
hogs. The length of the drive also renders it difficult 
to get all stock unloaded in the north yards tothe sales 
pens in the south yards in time for the market of the day 
of arrival. The same drive is required for stock sold in 
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the south yards and shipped out over the lines entering 
only the north yards. The docks in the north yards are 
used by the Missouri Pacific, the Kansas City Southern, 
The Wabash, the Chicago Great Western and the St. 
Joseph & Grand Island railroads and are immediately ac- 
cessible from the rails of the Missouri Pacific and the 
Kansas City Southern. The Wabash, the Chicago Great 
Western, and the St. Joseph & Grand Island operate over 
the Missouri Pacific or Kansas City Southern rails, paying 
a trackage charge for the privilege. The docks in the 
south yards are accessible only from stub tracks owned 
by defendant. These docks are divided into two groups, 
a large group in the western part of the yard 
along the edge of the Kansas River and a_ small 
group in the northern part facing the tracks of 
the Union Pacific, which are just south of the tracks 
of the Missouri Pacific. The tracks from the first group 
are located entirely on ,defendant’s property and extend 
south to the Turkey Creek bridge, a short distance south 
of the southern extremity of the stockyards proper, where 
they connect with the tracks of one or more of the follow- 
ing trunk lines: The Atchison, Topeka & Santa Fe, the 
Chicago, Burlington & Quincy, the Chicago, Rock Island 
& Pacific, the St. Louis & San Francisco, and the Quincy, 
Omaha & Kansas City railroads. Some of these tracks 
merge into single tracks, but they do not all merge into 
the same single track. All of the carriers just named 
use these tracks and the docks to which they lead. The 
St. Louis & San Francisco handles cars for the Missouri, 
Kansas & Texas, the Chicago & Alton, and the Chicago, 
Milwaukee & St. Paul railroads in addition to its own 
cars, imposing a switching charge for the service per- 
formed. The second or northern group of docks in the 
south yards stands upon property owned by the Union 
Pacific Railroad. Until a few years ago they were immedi- 
ately accessible from the rails of the Union Pacific. The 
elevation of these rails after a damaging flood rendered 
the docks inaccessible. The Union Pacfic thereupon leased 
the land upon which the docks stood to defendant on the 
alleged understanding that defendant would rebuild the 
docks and render them accessible again from the Union 
Pacific rails. Following a change in management Jan. 1, 
1913, defendant announced an intention not to rebuild the 
docks, and simultaneously refused to surrender its lease to 
the property on which they stood. Litigation en- 
sued which is still pending. Meanwhile the Union 
Pacific uses the old docks, using a track leased 
from defendant for the purpose. The Union Pacific charges 
that defendant’s purpose was to force the Union Pacific 
into a position where it must pay defendant a trackage 
charge. 


None of the carriers named have facilities of their own 
for loading and unloading live stock at Kansas City ex- 
cept the Kansas City Southern, which has facilities for 
unloading four cars of cattle. All use defendant’s docks 
and pens. 


Defendant’s business is divided into three departments 
—a realty department, a stockyards department and a 
transportation department. The realty department man- 
ages the exchange building, where commission men and 
others doing business at the stockyards have their offices. 
All persons using or leasing space in the exchange. build- 


ing pay defendant a rental therefor. Defendant’s offices - 


also are in this building. The stockyards department man- 
ages defendant’s feeding, yarding, and selling facilities, 
for which owners of live stock sold in the yards pay 25 
cents per head on cattle, horses, and mules, 6 cents per 
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head on hogs, and 5 cents per head on sheep. The trans- 
portation department manages the loading and unloading 
docks and appurtentant tracks. 

Prior to April 8, 1914, defendant imposed a charge of 
50 cents per car for loading or unloading over its docks, 
but performed no switching, and accorded the use of its 
stub tracks to the trunk lines gratuitously. The trunk 
lines absorbed the loading and unloading charge. Defendant 
collected complainants’ freight charges for them and duly 
remitted the sums due, after deducting its own loading 
and unloading charges. Since April 8, 1914, defendant 
has also deducted the trackage charge of 75 cents per 
car published in its tariff from the sums due the carriers 
using its tracks. 


The change in policy inaugurated April 8, 1914, was 
the result of the change in management on Jan. 1, 1913, 
previously mentioned. When the new management took 
charge at Kansas City conditions were far from satis- 
factory, and the facilities maintained were inadequate. 
Improvements were planned, including among other things 
a line of tracks connecting the tracks of the carriers using 
the north yards with docks in the south yards near the 
sales pens, for the ostensible purpose of reducing to a 
minimum the drives required after delivery by the trunk 
lines. Complainants assert, however, that the real purpose 
of the scheme was to force all of the trunk lines to use 
defendant’s tracks and by the imposition of trackage char- 
ges to throw upon them a part of the cost of defendant’s 
proposed improvements. The tracks were planned to pass 
through the existing tunnels under the Missouri Pacific 
and Union Pacific rights of: way. Application was made 
to the two railroads for the necessary permission, which 
was refused except upon the condition that defendant 
would: agree that the underground crossing would not 
decrease the grantors’ revenues or increase their operating 
expenses. Defendant refused to contract on these terms, 
but had not the power under its own charter to secure the 
necessary right of way by condemnation. To secure such 
power the Kansas City Connecting Railway Company was 
organized under the laws of Kansas, which immediately 
took over defendant’s existing railroad facilities and the 
land required for the proposed improvements. The im- 
mediate grantor was the National Stock Yards Company 
of Maine, organized Dec. 24, 1912, with power to conduct 
a stockyards business and to act as a holding company, 
but with a charter prohibition against engaging in the 
business of a common carrier. The Maine company is 
capitalized at $11,500,000, $9,000,000 par value of preferred 
stock and $2,500,000 par value of common stock, and is 
admittedly only a holding company. Defendant is capita- 
lized at $9,000,000 and is controlled by the Maine company. 
The Maine company acquired the property conveyed to the 
Kansas City Connecting Railway Co. from defendant the 
same day in consideration of $25,000 and an agreement by 
the Maine company to effect the improvements proposed. 
The consideration agreed to be paid by the Kansas City 
Connecting Railway Co. to the Maine company was its 
entire authorized capital stock of $1,000,000. The property 
thus conveyed and reconveyed was assessed for taxation 
by the state of Kansas in 1913 at $1,000,884, although 
complainants insist that it was overvalued. 

Complainants assert that the Maine company is con- 
trolled by the packing-house interests, notably Morris & 
Co. The stock list of the Maine company does not show 
on its face that the packing-house interests own or control 
more than 30 per cent of the stock. Whether any of the 
remaining stockholders hold as trustees for the packers 
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does not appear, although defendant was notified at the 
hearing that any ownership in trust must be disclosed. 
Defendant denies categorically that the packers control. 
Complainants’ only. evidence in support of their conten- 
tion is a newspaper report to the effect that the “packers” 
had secured control of defendant and the fact that defend- 
ant’s present manager, one of its attorneys in the case, 
and its engineering and tariff witnesses at the hearing are 
or have been in the employ of Morris & Co. 


On September 16, 1918, the Kansas City Connecting 
Railway Co. applied to the Public Utilities Commission 
of Kansas for the necessary permission to issue its stock 
and to commence business as a common carrier. The ap- 
plication was denied following a hearing, but on Nov. 12, 
1913, the Kansas commission on its own motion under- 
took an investigation of the whole situation at defendant’s 
yards. After further hearings it was found, April 
10, 1914, that defendant’s facilities were  obsoles- 
cent and in urgent need of improvement; that defend- 
ant should effect the necessary improvements at its own 
expense and without additional charge to shippers for the 
services rendered; that it was the duty of the railroads 
to facilitate such improvements by granting all necessary 
rights of way and easements, and that all questions re- 
garding payment for the use of defendant’s improved fa- 
cilities should be settled by the courts atter their instal- 
lation; that defendant is a public utility subject to govern- 
mental regulation and control, but that power to regulate 
public stockyards had not been conferred upon the Kansas 
commission. In the course of its report the Kansas com- 
mission also found that defendant’s docks and tracks were 
plant facilities. Because of the commission’s lack of 
jurisdiction no order was entered, but a reapplication by 
the Kansas City Connecting Railway Co. for leave to issue 
stock and to commence business, filed March 23, 1914, was 
denied on the ground that public convenience would not 
be promoted. Meanwhile, March 26, 1914, the Kansas City 
Connecting Railway Co. had leased back all of its prop- 
erty to defendant for a period of five years at an annual 
rental of $60,000, together with the payment of all taxes 
levied, defendant to have the right to effect improvements 
and to charge them to the lessor. Subsequently defendant 
made arrangements with one of the trunk lines for any mo- 
tive power required, and on April 6, 1914, before the Kansas 
commission had rendered the report referred to above, 
defendant filed the tariff in controversy. In May, 1914, 
defendant organized the Kansas City Connecting Railway 
Co. of Missouri under the laws of Missouri, which 1m- 
mediately applied to the public service commission of that 
state for leave “to build, maintain, and operate. terminal 
transportation facilities.” The application is still pending. 

The prayer of the complaint is unusual, but is not 
beyond our power to grant. If defendant is not a common 
carrier and its tariff is part of a scheme devised by ship- 
pers to secure under pretense of common carriage allow- 
ances otherwise illegal, the tariff should be canceled, and 
we may enter an order striking it from our files. Other- 
wise our files might prove misleading, which it is, of 
course, within our power to prevent. The matters on 
which the prayer is based are clearly within our juris- 
diction, and since common carriers are entitled to file 
complaints, the case is properly before us. 

The real question presented is whether the movement 
of live stock from defendant’s tracks to and from defend- 
ant’s docks is plant service or public transportation. If 
plant service, complainants cannot lawfully compensate 
defendant for the use of its tracks or for switching com- 
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plainants’ cars over them with its own motive power. 
General Electric Co. vs. N. Y. C. & H. R. R. Co, 141.0. C., 
237 (The Traffic World, July 11, 1908, p. 48); Solvay 
Process Co. vs. D. L. & W. R. R. Co., 14 I. C. C. 246 (The 
Traffic World, July 1, 1908, p. 51); Crane Iron Works vs. 
C. R. R. Co. of N. J., 17 I. C. C., 514 (The Traffic World, 
Feb. 19, 1910, p. 201), affirmed in Crane Iron Works vs. 
U. S., 209 Fed., 238; Cancellation of Joint Rates C., Z. & 
G. R. R., 27 I. C. C., 353 (The Traffic World, July 5, 1913, 
p. 16). On the other hand, if the service is public trans- 
portation defendant may be compensated, even though it 
be not a common carrier. Railroads are not required to 
own all of the instrumentalities required for the perfor- 
mance of the service which they are bound or undertake 
to perform. They may also lease or hire suitable facilitres 
or discharge a part of their duties through agents and 
without restriction as to the public or private status of 
such agents or of the owners of the instrumentalities 
procured. The only restriction is that contained in section 
15 of the act to the effect that allowances to shippers for 
furnishing transportation or instrumentalities thereof shall 
be supervised by the Commission. Tap Line Cases, 234 
U. S., 1; United States vs. B. & O. R. R. Co., 231 U. S., 
274; I. C. C. vs. Diffenbagh, 222 U. S. 42; Merchants Cotton 
Press & Storage Co. vas. I. C. Cc. R. R. Coa., 17 1. C,. C,. 38 
(The Traffic World, July 17, 1909, p. 93); Cattle Raisers 
Reon. ve. *:. W. & DBD, C. Ry: Co.,°*7 1. C. €,. Se8:- © ©. 
Cc. -. C., B. & @ B.. BR. Co. 186 VU. BS. 330; i C. C.. va, 
Stickney 215 U. S., 98. 

Plant service is private service. Its distinguishing 
characteristic is that it is performed in the interest of 
particular shippers, and that the facilities employed are 
not available or accessible to shippers generally. If the 
plant service is transportation or switching, the tracks 
employed are not available to the shipping public. Usually 
the industry owning the tracks is the sole beneficiary. 
The service may be performed by a common carrier or 
other public agency, but the test is the character of the 
service rendered and not of the agency rendering it. Crane 
Iron Works vs. C. R. R. Co. of N. J., supra. 

Defendant is not a private industry but a public agen- 
cy furnishing facilities for handling live stock to shippers 
and dealers generally. Cotting vs. Kansas City Stock Yards 
Co., 183 U. S., 79. It is neither a consignee nor a shipper 
of live stock, and although some of the stockholders of 
the Kansas City Stock Yards Co. of Maine, which controls 
defendant, appear to be shippers, the record shows con- 
clusively that they are far from being the only shippers 
using defendant’s yards. 

Stock shipped to or from defendant’s yards moves 
continuously to and from that point without prior un- 
loading or subsequent reloading at some other point on 
complainants’ tracks. Since the transportation of live 
stock begins with delivery to the carrier for loading upon 
its cars and ends only after the stock has been unloaded 
by the carrier into suitable pens, the movement over 
defendant’s rails leading to its docks is transportation. 
Covington Stock Yards Co. vs. Keith, 139 U. S., 128; United 
States vs. Union Stock Yards, 226 U. S., 286. Most of the 
stock moves to and from points outside of Kansas and 
Missouri. For such shipments the movement over defend- 
ant’s rails is a part of interstate transportation, and con- 
stitutes interstate commerce. United States vs. Union Stock 
Yard, supra. 

Complainants do not transport live stock to and from 
defendant’s yards for defendant as a\proprietary company. 
They transport for shippers, and for all shippers offering 
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stock or directing its delivery at that point. Since defend- 
ant’s yards are public, and are open to all, the transporta- 
tion is performed for theshipping public generally. Numer- 
ous shippers avail themselves of the service, which is 
precisely the same as it would be if complainants owned 
or leased defendant’s tracks and docks and maintained 
them as a live-stock depot on their own lines. Such a lease 
would be valid; Central Stock Yards vs. L. & N. R. R. Co., 
192 U. S., 568; Covington Stock Yards Co. vs. Keith, supra; 
and there is nothing to prevent a contract instead of a 
lease. I. C. C. vs. Diffenbaugh, supra; United States vs. 
B. & O. R. R. Co., supra. Some of complainants’ tariffs 
specifically name defendant’s yards as a point to and from 
which their published live-stock rates apply. 

Under these circumstances we are of the opinion and 
decide that compensation by complainants to defendant 
for the use of its tracks and yards or for switching com- 
plainants’ cars is not unlawful. Cattle Raisers Assn. vs. 
F. W. & D. C. Ry. Co., supra; Merchants Cotton Press & 
Storage Co. vs. I. C. R. R. Co., supra; United States vs. 
B. & O. R. R. Co., supra; Tap Line cases, supra. 

In Cattle Raisers Assn. vs. F. W. & D. C. Ry. Co. 
we sanctioned a trackage charge imposed by the Union 
Stock Yard at Chicago, at that time not a common carrier, 
for the use of its tracks by the live-stock carriers serving 
Chicago. In Merchants Cotton Press & Storage Co. vs. 
I. C. R. R. Co. we sanctioned payments by the Illinois 
Central Railroad to the Memphis Warehouse Co. for com- 
pressing cotton which the railroad had undertaken to 
compress and for switching this cotton between the rail- 
road’s tracks and the warehouse company’s compress. 
In United States vs. B. & O. R. R. Co. the Supreme Court 
upheld a contract between the defendant carrier and Ar- 
buckle Brothers, who were large shippers of sugar over 
the carrier’s lines, for lighterage service between Jersey 
City, where defendant’s tracks stopped, and Brooklyn, 
N. Y., and for the use of Arbuckle Brothers’ terminal 
facilities in Brooklyn, on the ground principally that 
the service and instrumentalities furnished were available 
to the public. In the Tap Line cases the Supreme Court 
sanctioned divisions of joint rates by common carriers 
with other common carriers. 

Complainants may therefore lawfully compensate de- 
fendant, whether defendant is or is not a common carrier. 
We are of the opinion, however, that defendant is not a 
common carrier, and is therefore not entitled to exact com- 
pensation through a published tariff. 

The principal test of common carriage is whether 
there is a bona fide holding out coupled with the ability to 
carry for hire; Tap Line cases, supra; Stonega Coke & 
Coal Co. vs. L. & N. R. R. Co., 23 I. C. C., 17 (The Traffic 
World, March 30, 1912, p. 615); and defendant holds itself 
out to transport live stock for hire between its stockyards 
and points of connection with the tracks of the trunk 
lines serving Kansas City whose tracks connect with its 
own. Ordinarily this would be sufficient to constitute 
defendant a common carrier of live stock engaged in inter- 
state commerce, even though defendant is not authorized 
by its charter to engage in common carriage, owns no 
cars or locomotives of its own, maintains no stations 
other than its loadfhg and unloading docks, and evidently 
proposes not to deal directly with the public but only 
with the trunk lines which it serves. It would suffice that 
defendant is willing to carry for hire; that the carriage 
is a part of interstate carriage; that locomotives are avail- 
able for the purpose through an arrangement with the 
Chicago, Rock Island & Pacific Railway, and that the 
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trunk lines served hold themselves out to carry live stock 
for the public generally. United States vs. Sioux City 
Stock Yards Co., 162 Fed., 556; Union Stock Yards Co. 


_vs. U. S:, 169 Fed., 404; United States vs. Union Stock 


Yard, supra; Murray Lighterage & Transportation Co. vs. 
D. & H. Co., 25 I. C. C., 388 (The Traffic World, Jan. 4, 
1913, p. 67); Truckers Transfer Co. vs. C. W. C. Ry. Co., 27 
I. C. C., 275 (The Traffic World, June 28, 1913, p. 1392); 
Flour City 8S: 8. Co. va. i. VV. BR. R. Co, 34 1.:C.-C., 199 
(The Traffic World, July 6, 1912, p. 4). 

To be effective, however, the holding out must be genu- 
ine, which defendant’s holding out is not. Defendant did 
not expect complainants to avail themselves of the service 
offered. It expected that complainants would continue 
to handle their cars to and from defendant’s yards for 
themselves with their own motive power. It would be 
impossible for this defendant to directly serve the public. 
The terms of defendant’s arrangement for locomotives with 
the Chicago, Rock Island & Pacific Railway are not dis- 
closed, but the indications are that locomotives were to 
be furnished only if and when requested by defendant, 
to be paid for only if actually furnished, and the evidence 
leaves no doubt that complainants can handle their cars for 
themselves over defendant’s tracks more cheaply, con- 
veniently and expeditiously than defendant can handle them. 
Although the adequacy of the service and facilities furnished 
is not a test of common carriage, it may be significant 
of the bona fides of the holding out. Defendant’s real 
purpose is to secure compensation for the use of its tracks 
by complainants, and defendant holds itself out to trans- 
port complainants’ cars solely in order to impose a track- 
age charge through a published tariff. Under these circum- 
stances defendant’s tariff must be stricken from our files. 

We leave undecided the questions raised at the hear- 
ing, whether complainants may avoid defendant’s trackage 
and switching charges by refusing to accept or deliver 
live stock at defendant’s yards or whether they may add 
defendant’s charges to their present live-stock rates to 
and from Kansas City. These are questions that primarily 
concern shippers who are not parties to this proceeding; 
Keenan vs. Walker, 73 Fed., 755; I. C. C. vs. C., B. & Q. R. 
R. Co., 186 U. S., 320; and may be decided upon com- 
plaints brought by shippers whenever complainants refuse 
to serve them at defendant’s yards or attempt to increase 
their present rates. The Commission may also, in its dis- 
cretion, suspend any tariffs filed by complainants changing 
their present practices or rates. 

Complainants’ contention that defendant is estopped 
from demanding compensation for the use of its tracks 
because it originally invited complainants to use them 
gratuitously in order to build up its stockyards business, 
which result has now been accomplished, is analogous to 
the contention sometimes made by shippers that carriers 
are estopped to increase rates on which shippers have 
relied to locate and build up their industries, and is equally 
beyond our jurisdiction to consider. §S. P. Co. vs. I. C. C., 
219 U. S.,. 433. 

An order will be entered striking defendant’s tariff 
from our files. 

HARLAN, Chairman, concurring: 

I concur in the finding that the defendant is not a 
common carrier engaged in interstate commerce and in the 
order requiring its tariffs, heretofore filed with this Com- 
mission, to be stricken from our records; but I am not 
prepared to give my assent to the findings and reasoning 
of the report with respect to other aspects of the proceed- 
ing. 














ORDER. 

It is ordered, That the above-named defendant’s local 
tariff No. 1, I. C. C. No. 1, which became effecitve April 8, 
1914, be, and it is hereby, stricken from the files of this 
Commission. 


IDAHO COAL CASE 


CASE NO. 6712 (33 I. C. C., 103-108) 
PUBLIC UTILITIES COMMISSION OF THE STATE OF 
IDAHO VS. OREGON SHORT LINE RAIL- 
ROAD CO. ET AL. 


Submitted Oct. 9, 1914. Decided Feb. 9, 1915. 


Rates for the transportation of bituminous coal in carloads from 
Kemmerer and Rock Springs, Wyo., to points in southern 
Idaho not shown to be unreasonable. Complaint dismissed. 


E. G. Davis and J. H. Peterson for complainant. 

H. A. Scandrett, E. L. Williams and N. H. Loomis 
for defendants. 

Report of the Commission. 
CLARK, Commissioner: 

By complaint, filed March 10, 1914, the Public Utilities 
Commission of the State of Idaho alleges that rates charged 
by the Oregon Short Line Railroad Co., hereinafter termed 
the Short Line, and the Union Pacific Railroad Co. for the 
transportation of bituminous coal in carloads from Kem- 
merer and Rock Springs, Wyo., and from mines grouped 
therewith, to points in southern Idaho are unjust and un- 
reasonable. The mines at Kemmerer and nearby points, 
hereinafter called the Kemmerer mines, are on the Short 
Line, about 40 miles west of Granger, Wyo., the junction 
point between that road and the Union Pacific. Those at 
Rock Springs and nearby points, hereinafter called the 
Rock Springs mines, are on the Union Pacific, about 85 
miles east of Kemmerer. 

To the markets of southern Idaho coal moves from 
the Kemmerer mines over the Short Line only. From the 
Rock Springs mines the transportation is over the Union 
Pacific to Granger, a distance of 45 miles, and thence over 
the Short Line. These markets include all points in south- 
ern Idaho reached by rail, except points directly south of 
McCammon, which are not involved in this proceeding. 
The complaint alleges that the rates are unreasonable 
in themselves, and relatively when compared with rates 
to other and more distant points. The rates apply on 
lump and nut coal and are stated in dollars per net ton. 

The producing points are grouped together, and to 
points west of Georgetown, Idaho, the same rates apply 
from both groups. To the markets on the main line the 
rates are graded from $1.75 to Georgetown, 87 miles west 
of Kemmerer, to $3.25 to Shoshone, 282 miles west of 
Kemmerer. From Shoshone to Weiser, 478 miles west of 
Kemmerer, the rate is $3.50 to all main-line points and is 
the same to branch-line points except those on the Murphy 
and Donnelly branches. To points east of Georgetown the 
rates from the Rock Springs mines are 25 cents higher than 
from the Kemmerer mines. -A similar grouping of the pro- 
ducing points is embodied in the rate structure which ap- 
plies to coal markets east of Rock Springs. 

To support its contention. that the rates are unreason- 
able in themselves, complainant submitted a comparison 
of the average ton-mile revenue under the rates in ques- 
tion with the average ton-mile revenue on all freight han- 
dled by the Short Line. The comparison was first made 
without reference to the amount of coal that moved to 
the several points involved. But accurate and reliable re- 
sults cannot be obtained from a comparison based on 
published rates, irrespective of the tonnage moved. 

The defendants submitted a statement showing the 
total movement from the producing points to all points 
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in southern Idaho for the calendar year 1913, and the 
revenue per ton-mile received therefrom. This statement 
was accepted by complainants as correct, but effort is 
made to deduce therefrom a conclusion that the rates are 
unreasonable. The showing is to the effect that for the 
year 1913 the ton-mile revenue on shipments of coal to 
ldaho points was 10.06 mills from the Kemmerer mines 
and 8.18 mills from the Rock Springs mines, an average 
from all these producing points of 8.74 mills. The average 
length of haul was not shown, but the distances from the 
mines to the markets range from 58 to 563 miles. The 
average ton-mile revenue on all freight handled by the 
Short Line for the year ended June 30, 1913, was 9.44 
mills. The total movement of coal from the Wyoming 
mines to southern Idaho during 1913 was 170,718 tons, of 
which 57,166 tons came from the Kemmerer mines and 
113,551 tons from the Rock Springs mines. The average 
haul for all freight on the Short Line for the year ended 
June 30, 1913, was 285.99 miles. The statement includes 
a few points south of McCammon, but the results are not 
materially affected thereby. Defendants say that the ton- 
mile revenue on all traffic is abnormally low because the 
Short Line participates in very low transcontinental rates 
on lumber, of which there is a continuous heavy movement, 


In Idaho Commercial Clubs vs. O. S. L. R. R. Co., 18 
I. C. C. 562 (The Traffic World, June 18, 1910, p. 807), 
hereinafter called the Commercial Clubs case, we consid- 
ered the rates on bituminous coal from these samé produc- 
ing points to 12 of the same markets in southern Idaho. 
The case was decided in June, 1910. Complaint was there 
made of a $4 rate to ten of the points and a rate of $3.75 
to the other two points. We found that the rates were un- 
reasonable to the extent that they exceeded $3.50, which 
we prescribed as a reasonable maximum rate to all the 
twelve points. Rupert was the most easterly and Weiser 
the most westerly destination point in that case. The rate 
which we found would be reasonable was established and 
has been in effect since, except to Rupert and Burley, as 
to which it has been reduced to $3.25. We found that the 
average revenue per ton mile on coal to the twelve 
points was 9.35 mills and that the average’ reve- 
nue on all freight handled by the Short Line for 
the year 1909 was 9.51 mills. A comparison of those 
findings with the situation now presented shows that the 
ton-mile revenue on coal from the Wyoming mines to Idaho 
is now relatively lower than then as compared with the 
ton-mile revenue on all freight. 


During the period from 1900 to 1910 the population of 
Idaho increased slightly over 100 per cent. The increase 
was greatest in that portion of the state which is served 
by the Short Line. Since 1910 the density of traffic over 
the lines of this road in Idaho has increased considerably. 
The increase of traffic that originated in and moved out of 
the state has been greater than that of inbound traffic. 
Complainant insists that in view of these changed condi- 
tions since the decision in the Commercial Clubs case, a 
further reduction in the coal rates should be made. The 
defendants contend that the changes are not sufficient to 
warrant any further reduction at this time. They show 
that since the decision in the former case wages and clerk 
hire have increased from 5 to 9 per cent; that taxes have 
increased from $485.53 per mile in 1910 to $700.23 in 1913; 
that large expenditures have been made in increased mile- 
age of road—from 1,016.21 miles in 1910 to 1,399.06 miles in 
1913, and that there has been an increase of about 5 per 
cent in the cost of steel] rails. They further show that the 
ratio of operating expenses to operating revenues has in- 
creased from 50.43 per cent in 1910 to 58.44 per cent in 
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1918. These things they insist are more than sufficient to 
offset any increased revenues due to the changed conditions 
referred to. The record shows that the Short Line is, and 
in recent years has been, in a prosperous condition. - 

In Consolidated Fuel Co. vs. A. T. & S. F. Ry. Co., 24 
I. C. C. 218 (The Traffic World, July 6, 1912, p. 28), we 
considered the question of a reasonable relation of rates 
on coal as between mines in the state of Utah and the 
mines of the Wyoming field to markets in the states of 
Idaho, Montana, Washington and Oregon. We found that 
the differential which then existed against the Utah mines, 
wherever it was in excess of 25 cents per ton, was unrea- 
sonable, and we held that a differential of 25 cents per ton 
would bring about a reasonable relationship of rates frorh 
the two fields to points in the states named reached through 
Pocatello, Idaho. That case was decided two years later 
than was the Commercial Clubs case. If the rates here 
complained of were now reduced, it would be necessary, 
in order to maintain the present differential, that the rates 
from the Utah mines be correspondingly reduced. 

Some objection to grouping the producing points under 
the same rates is raised by complainant. While a group- 
ing that would result in unreasonable rates is not to be 
sanctioned, the system of grouping producing points pos- 
sesses many advantages and generally promotes competi- 
tion. There is no allegation of undue discrimination as 
between the consuming markets. 

The grouping of these Wyoming mines as to shipments 
both westbound and eastbound has existed for many years, 
and the method should not be interfered with unless a 
service more acceptable to the public, and at the same time 
just to the carriers, could be established. The grouping 
principle was recognized by us in the Commercial Clubs 
case, and also in the Consolidated Fuel Co. case, supra. 
We do not find in the record any convincing showing that 
abandonment of this principle as to the Wyoming field 
would result in advantage to coal consumers in Idaho. 

Complainant contends that the rates in question are 
relatively unreasonable when compared with rates on coal 
from the same producing points to Portland, Ore., and to 
Wallace, Mullan and Burke, in northern Idaho. Coal moves 
to these points under joint rates in connection with the 
Oregon-Washington Railroad & Navigation Co. through Pen- 
dleton, Ore., via Umatilla, Ore., to Portland, and via Walla 
Walla, Wash., to the other points. The average distance 
from the producing points to Portland is 947 miles and the 
rate is $4.25. The average distance to the three named 
points in northern Idaho is 1,002 miles, and at the time of 
the hearing the rate was $3.50, but it has since been in- 
creased to $4. Transportation conditions as to these hauls 
are more difficult than in the hauls to the markets in 
southern Idaho, on account. of heavy grades beyond Hunt- 
ington, Ore. The grades to main-line points in southern 
Idaho are generally favorable, but to some of the branch- 
line points they are very difficult. It was testified that 
the rate to Portland is compelled by competition with 
foreign coal and with coal from nearby mines in Wash- 
ington, and that the rate to the three points in northern 
Idaho is similarly influenced by competition with coal from 
nearby mines in Washington and Montana. 

Complainant further compares the rates in question 
with the rate on coal from the same producing points to 
Butte, Silver Bow and Anaconda, Mont. The average dis- 
tance to these Montana points is 484 miles. At the time of 
the ‘thearing the rate was $3.25, but it has since been re- 
duced to $2.75. It was shown that this rate is influenced 
by competition with coal from niines in northern Wyoming, 
Montana and Washington. It is also to be noted that to 
avoid violations of the long-and-short-haul rule the Butte 
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rate is carried back to main-line points as far as Idaho 
Falls, Idaho, a distance of over 200 miles. The movement 
of coal to these Montana points is very much greater than 
that to Idaho, and is generally in trainloads in large cars, 
with an average loading of 110,000 pounds per car. Here, 
too, the complainant contends that transportation condi- 
tions are more difficult than in southern Idaho, but the 
contention is disputed with respect to branch-line hauls, 
as to some of which the operating conditions are extremely 
difficult and the traffic very light, while the rates are gen- 
erally the same as to main-line points. The Short Line 
has constructed a number of branches extending in various 
directions in southern Idaho, and it may be a number of 
years before traffic of any considerable volume will move 
over some of them. 

No question of undue discrimination against the Idaho 
markets in favor of those in the other territories referred 
to is raised by the pleadings or suggested in the evidence. 
Upon the record there is no doubt that the rates to Portland 
and to the northern Idaho and Montana points result from 
competitive conditions. The rates to southern Idaho do 
not appear to be seriously affected by competition with coal 
from other sources of supply. 

Complainant also objects to the grouping system as 
applied to the coal markets of southern Idaho. It is 
argued that there should be a readjustment of these groups 
by materially reducing the blanket areas. But if it were 
conceded that such an issue is presented by the pleadings, 
which we think is not the case, the evidence of record 
does not furnish a basis upon which a new arrangement 
likely to be just to all parties could be made. 

To some of the Idaho points the rates on slack coal are 
slightly lower than are the rates on lump coal. It was 
testified that this situation was caused by demands from 
operators of sugar manufacturing plants at the points to 
which the lower rates apply, who urged that it was neces- 
sary for them to obtain low rates on fuel for use in their 
plants. On the oral argument it was urged by complainant 
that to Boise, Idaho, there should be a difference in the 
rates on slack coal and on lump coal. There is not suffi- 
cient evidence in the record, however, to enable us to make 
a finding as to whether there should be a difference in the 
rats on the two kinds of coal, or, if so, what the difference 
should be. 

The general freight agent of the Short Line testified 
to the effect that it was the purpose of the company to re- 
duce the rate to Murphy and Emmet from $4.50 to $3.50; 
the rate to Rogerson and Oakley from $3.75 to $3.50, and 
the rate to Ashton from $4 to $3.50. We understand that 
some of these reductions have been made, and we assume 
that the others will be made. The tariffs show that a few 
reductions have also been made to other points in the east- 
ern part of the state since the hearing. 

Before the finding in the Commercial Clubs case, which 
involved rates on coal from the Wyoming mines to some 
of these same points in southern Idaho, is overthrown 
it should clearly appear that the conditions have since 
changed to such an extent as to justify the relief asked for. 
While there have been some changes which tend to support 
complainant’s contention, there have been other changes 
which seriously militate against such contention. Upon 


‘the whole record we are not convinced that the present 


rates are shown to be unjust or unreasonable, either in 
themselves or relatively. The complaint must be dismissed, 
and an order to that effect will be entered. 
ORDER. 
It is ordered, That the complaint in this proceeding be, 
and it is hereby, dismissed. 
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INDUSTRIAL RAILWAY CASE 


Two Days of Argument Heard In Washington by 
the Commission 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Two days of argument were heard February 12 an4 
13 in the phase of the Industrial Railway case brought 
to the front by the suspension of the tariffs whereby 
the trunk lines seek to break the through route and joint 
rate arrangements between themselves and the short 
line railroads, which the trunk lines assumed, because 
they are short, must come within the condemnation 
passed on the industrial railroads by the Commission in 
its decision in Docket No. 4181. 


The hearing room was filled with lawyers represent- 
ing dozens of short lines when Chairman Harlan an- 
nounced the case. The roads under consideration in the 
arguments are those which had no idea they were being 
slaughtered until after the trunk lines filed canceling 
tariffs, because they interpreted the industrial railways 
decision as compelling them to do so. The attorneys 
who entered their appearances and the interests they 
represent are as follows: Ralph Crews, Port Huron; 
Edward Donnelly, Wyandotte Southern; F. E. James 
and E. E. Williamson for several railroads; N. G. Moore, 
C. & I. W.; E. J. Boshard, Loweville & Beaver River; 
I. P. Blanton, Marting Iron & Steel Co., New Castle & 
Ohio River Ry. and the Hanging Rock Iron Co.; H. A. 
Parkin, Chicago Short Line; R. Robiequet, Bellville, II1., 
Coal Operators’ Traffic Bureau of St. Louis; W. J. Vesey, 
Lake Erie & Fort Wayne; A. W. Sherwood, Alton Board 
of Trade; A. R. Sheriff, Chicago & Calumet River; G. S. 
Fernald, Pullman Ry. Co.; Luther M. Walter and H. G. 
Miller, Calumet, Hammond & Southeastern; S. D. Snow, 
Illinois Northern, Chicago, West Pullman & Southern 
and Owasco River railroads; L. L. Falk, Culver & Port 
Clinton; R. T. Gray, Wyandotte Terminal Railroad and 
Michigan Alkali Co.; W. P. Sidley, Manufacturers Junc- 
tion Ry. Co.; H. H. Gerguson, Illinois Terminal; N. B. 
Beacher, N. J., Indiana & Illinois R. R.; I. W. Dorn, 
Burgess Sulphite Co.; T. H. Burgess, Erie Railroad, 
Grand Trunk and Berlin Mills R. R.; A. C. Angell, Del- 
ray Connecting R. R.; A. L. Herlinger, West Port and 
Big Four Stone Cos.; Thos Gibson, Algoma Central & 
Hudson Bay R. R. Co.; C. S. Belsterling, Essex Terminal 
and Johnstown & Stony Creek R. R.; F. Quail and C. D. 
Chamberlin, Lorain & Southern; R. F. Denison, Lake- 
side & Marblehead R. R. Co.; George Stuart Patterson, 
Erie, B. & O., New York Central and Pennsylvania 
Lines, East. ; 

The most obvious facts developed at the Friday 
morning session were that the trunk lines are divided on 
the subject ang that shippers are arrayed against ship- 
pers, so the issue was not clearly defined. 


reorge Stuart Patterson, speaking for the B. & O., 
the Pennsylvania Lines, East, and some other trunk 
lines, took an extreme position on the subject. He went 
so far as to hold that the tap-line decision has but little 
bearing on the issues presented in the Industrial Rail- 
way case. He discussed the law for ten or fifteen min- 
utes, and then made its application to the Johnstown & 
Stony Creek, which, he said, is a typical industrial road, 
serving the Lorain Steel Co. at Johnstown, Pa. Halt 
its tonnage is furnished by the proprietary interest and 
half by independent shippers. He said that the road 
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never thought of demanding pay for the work it did 
for the Lorain company until 1910, and that the Penn- 
sylvania and B. & O. had never made any allowances, 
except on stuff shipped by those not having any con- 
nection with the steel company, and that the canceled 
tariffs do not affect the shippers of other than iron and 
steel. 
Burgess for Erie and Grand Trunk 


T. H. Burgess, who spoke for the Erie and Grand 
Trunk, among the trunk lines and the Berlin Mills Ry., 
which has tracks on both sides of the Androscoggin 
River, serving sulphite mills, paper mills and sawmills, 
said that the Grand Trunk certainly regards the Berlin 
Mills Ry. as a common carrier, and is glad to pay it 
for its services, because only by use of its rails can 
the Grand Trunk get any business from the Berlin Mills 
Co. and Burgess Sulphite. Fibre mills. 

Mr. Patterson laid down the proposition that even 
if the Commission thinks allowances should be made, 
they should be in addition to the rate; that the trunk 
line cannot be forced to absorb the charges of the short 
lines, and even if the latter is a common carrier, and 
files lawful tariffs, there is no obligation on the con- 
necting trunk line to absorb the rates she published. 
He strongly maintained that the tap-line decision does 
not dispose of the matter or afford much light on the 
subject other than that the Commission must see to it 
that the short line is not made the means of collecting 
a rebate. 

Mr. Ropiequet, appearing for the coal operators in 
the East St. Louis district, said that the St. Louis, Troy 
& Eastern and Donk Brothers’ Coal & Coke Co. are 
the same interest, and that it is admitted that that 
combination violates the commodities clause. 

A. B. Hayes, representing the St. Louis, Troy & 
Eastern, challenged the accuracy of that declaration, 
and was given permission, at a later time, to bring for- 
ward the record to show that the violation of the com- 
modities clause, claimed by the speaker, was not only 
not admitted, but specifically denied. Mr. Ropiequet 
then went on to say that the same situation exists with 
regard to the St. Louis & O’Fallon. He said that Adolphus 
Busch owns all the stock. 


In his argument Mr. Ropiequet made the charge that, 
owing to the common ownership of coal properties and rail- 
roads in that territory, coal had been sold in St. Louis at 
less than the sum of the cost of production and the pub- 
lished rate for transportation. He said that while the 
Commission has held that it can do no more than report 
violations of the commodities clause, the tap-line decision 
makes it plain that it is the duty of the Commission to pre- 
vent rebating. 

Thomas Gibson, for the Canadian roads affected by the 
cancellation tariffs, discussed the subject generally, but 
devoted himself in particular to the Algoma Central & 
Hudson Bay. He said that that had evidently been in- 
cluded in the cancellation by a mistake, for it has a main 
line 296 miles long, and with its sidetracks it constitutes 
a property having a mileage of 333. It connects the Can- 
adian Pacific, Canadian Northern and the National Trans- 
continental. The Canadian government and the Province 
of Ontario subsidized it to the extent of $6,000 a mile and 
6,000 acres of land and the large steel plant, paper mills 
and other industries it serves have no control over it. 
He said it would be a manifest injustice to turn the switch- 
ing it does over to the trunk lines. 

E. J. Boshard related the facts with regard to the 
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Loweville & Beaver River R. R., his assertion being that 
jt was organized by the community to serve industries thai, 
had no railroad connections; that one of the two paper 
mills served by the road has $3,000 interest in it, but has 
no voice in its management or control, the stocks and bonds 
peing held in the community. He asked that it be stricken 
from the list of roads condemned by the Industrial Rail. 
ways decision. 
Harlan Makes Suggestion. 

Frank L, Crocker, for the Norwood & St. Lawrence, 
confined himself to a statement of facts with regard to that 
road and the industries it serves. In fact, there was so 
much of a mere retelling of the facts in the record that 
Chairman Harlan suggested that what the Commission 
wanted were suggestions as to why, under the principles 
laid down in the various cases, the cancellation tariffs 
should not be allowed to stand. 

Adelbert Moot, for the Genesee & Wyoming, said he 
would tell the facts about that railroad, which was organ- 
ized by the salt industries around Retsof and Sterling, N. 
Y., so as to better their trunk line facilities or advan- 
tages. The International Salt Company has an interest 
and so have other industries, as well as the communities 
the roads serve. 

S. D. Snow, for the Owasco River road at Albany, 
N. Y., called attention to the money that road had spent 
to serve industries other than the plants of the Interna- 
tional Harvester Co. as a reason why the road should be 
accorded all the rights of a common carrier. 

I. W. Dorn, for the Berlin Mills Ry. Co., said that 
while the industries which it served provided the capital for 
the road, the Grand Trunk is glad to use the so-called in- 
dustrial road, because in no other way can it perform the 
service for the industries on its rails that are performed by 
the Boston & Maine. T. H. Burgess, for the Grand Trunk, 
said that it treats the Berlin Mills Ry. as part of its sys- 
tem and is glad to pay divisions to get the business. 

W. A. Glasgow, Jr., for the Chestnut Ridge Railroad, 
said that that road was recognized as a common carrier 
ten years before the New Jersey Zinc Company, the pro- 
prietary interest, bought it. It has never received divisions 
on tonnage furnished by the zinc company. 

“As a matter of law, I do not admit that it is not en- 
titled to divisions,’ said Mr. Glasgow, “but it is a fact 
that it has never received them.” 

In behalf of the Moshassuck Valley, F. B. James said 
that the New Haven is willing to restore divisions because 
it believes that road is a common carrier and that the 
divisions are reasonable. It runs from Saylesville to 
Woodlawn Junction, R. I., a distance of two miles, and in 
everything, except volume of business, is like the longest 
trunk line in the country. It has been making reports as 
a common carrier for forty years and its receipts are 
$300,000 a year on through freight. It runs ten passenger 
trains a day. It is owned by the owners of the Sayles 
Bleacheries. 

Mr. Walker, for the Northampton & Bath, owned by 
the Atlas Portland Cement Co., which furnishes 95 per cent 
of its tonnage, claimed the road to be entitled to the $1.50 
per car it has been receiving, because the service it per- 
forms along its eight miles of main line differs in no re- 
spect from that which would be performed by the Lehigh, 
the Lackawanna or any of the trunk lines with which it 
connects, had they tracks to the plants served by the 
Northampton & Bath. It has accumulated a surplus of 
$107,000, which, if it had been distributed, would have 
enabled it to pay a dividend of two per cent every year 
since its organization. 
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C. S. Belsterling, commerce counsel for the United 
States Steel, speaking for the Essex Terminal and tne 
Johnstown & Stony Creek, owned by subsidiaries of the 
steel corporation, made an argument longer than the aver- 
age, the position of the two roads being such as to enable 
him to point out the ridiculous position assumed by the 
trunk lines which precipitately concluded that because a 
community of interests exists between an industry and a 
carrier, that interest is inimical to the public interest and 
in violation of the law. 
Canadian Commission’s Opinion. 

As to the Essex Terminal, owned by the Canadian Bridge 
Co., which in turn is owned by the American Bridge Co., 
the stock of which is owned by the Steel Corporation he 
said that the Canadian commissioners had under consid- 
eration the very rate structure involved in all the cases 
pending before the Interstate Commerce Commission and 
came to the conclusion that the increases proposed by the 
cancellation had not been justified. Therefore, they ordered 
the trunk lines to keep in effect the rates they sought to 
cancel. The Essex Terminal has 18 miles of road in Can- 
ada opposite Detroit. Forty-one per cent of its tonnage 
is owned by Canadian Bridge Co. and the rest is produced 
by 35 separate industries not connected with the steel cor- 
poration, having an invested capital of $4,000,000 and em- 
ploying about 2,200 men. 

“This is simply a case of increased rates with the 
burden of justification on the trunk lines,” said Mr. Bel- 
sterling. ‘They have not undertaken justification. The 
Canadian commissioners require them to perform their 
duty to the public at the old rates, without undue dis- 
crimination such as here proposed.” 

With regard to the Johnstown & Stony Creek, he con- 
tended the trunk lines have been discriminating against 
the Lorain Steel Company in that they have failed to 
absorb the local charge of the Johnstown & Stony Creek. 
To competitors of the Lorain company they have been 
making deliveries at the flat Johnstown rate. They have 
also discriminated against the two coal mines on the 
Stony Creek road because they have not applied the flat 
Clearfield rate to their shipments, as the supreme court 
in the Mitchell Coal Co. case decided that they should. 
The two mines have been paying the local rate of the 
Stony Creek road during the time they have been entitled 
to the flat Clearfield rate, because it is the duty, under the 
Mitchell case, of the trunk lines to take the coal from the 
pit mouth. Mr. Townsend, for the seventeen independent 
shippers on that road, said that he filed a complaint alleg- 
ing undue discrimination by reason of the cancellation, 
which, if allowed to become effective, would put the seven- 
teen industries on the Stony Creek road at a disadvantage 
with other shippers in Johnstown. The discrimination 
would amount to a 4.6 per cent increase of their freight 
bills. 

Ralph Crews, for the Port Huron Southern, near De- 
troit, in which Joy Morton & Co. has the largest interest 
and which also owns the Morton Salt Co., the largest ship- 
per, claimed that the service rendered is purely one of 
transportation and not plant; that whatever work is done 
that might be called a plant service is charged for and 
the money collected. The company has an investment of 
about $60,000, consisting of $30,000 woth of stock and 
about $31,000 worth of earnings accumulated in ten years, 
but put back into the property. 

Showing by A. B. Hayes. 


A. B. Hayes next brought forth a group of railroads, 
the facts concerning which make the proposed cancella- 
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tions look almost as ridiculous as the proposals in re- 
spect to the Algoma Central & Hudson Bay, which is 296 
miles long and has a complete mileage of 333. He said 
his clients rest flatly on the tap-line decision, and related 
cases, decided since the issue as to industrial railroads 
was created, to justify their assertion that they are com- 
mon carriers and entitled to have maintained the rela- 
tions which the trunk lines are endeavoring to break on 
the pretense that they believe the decision of the Com- 
mission with respect to industrial railways condemns them. 

He first brought up the Tionesta Valley road, 81 miles 
long, with 140 stations, 14 engines, 150 “independent ship- 
pers,” and twenty-three distinct industries along its line 
which it has served for twenty years as a common Car- 
rier. Part of its mileage is narrow gauge, he said, but 
that fact is of no significance in view of the fact that that 
is also true with regard to the mileage of one of the tap 
lines before the supreme court. 


“It is the right of the public to demand service, not the 
amount of its business that determines whether a rail- 
road is or is not a common carrier,” said Mr. Hayes, quot- 
ing from the tap-line decision. “It is upon that test that 
we assert that this road is a common carrier and entitled 
to the through route and joint rate arrangements that 
have been in effect for years. It connects with the Penn- 
sylvania, the B. & O, and the Pittsburgh, Shawmut & 
Northern. Its ownership is in the Central Leather Co., as 
a corporation. That company does not own a railroad. 
It owns the stock of a railroad company. It also owns the 
stock of Elk Tanning Co. and the Central Pennsylvania 
Lumber Co. But there are eighteen industries on the line 
in which neither the leather, the tanning nor the lumber 
company has any interest. 


Then he took up the Susquehanna & New York, with 
a mileage of 104, between Towanda and East Williamsport, 
Pa. It has a straightaway haul of more than sixty miles 
between those points. The Central Leather and Pennsyl- 
vania Central Lumber interests also control the stock of 
that railroad company. It has 15 locomotives, thirty-one 
stations and 526 cars. There are more than 200 shippers 
along its lines. Five fast freight lines use its rails in 
carrying on business between the East and West, and Mr. 
Hayes suggested that that fact alone indicated that it is 
ludicrous for the trunk lines or the Commission to even sug- 
gest that it is a plant facility road. It has in contempla- 
tion a twenty-five mile extension that will open a new coal 
field. Eighty per cent of its tonnage is furnished by ship- 
pers in no way connected with the proprietary interest. 
It has two industries on its line which have inter-plant 
rails. 


Following the Susquehanna & New York was the 
Valley Railroad, a ten-mile road near West Line, Pa., con- 
necting with the Erie, Buffalo, Rochester & Pittsburgh, the 
Pennsylvania and other big roads. Mr. Hayes then 
sketched the queerest history of any of the so-called in- 
dustrial roads. E. B. Day, who owns the stock of the rail- 
road and also the Day Chemical Co., located his chemical 
plant on the line of the Kinso Hemlock railroad, because 
it was in the forest where the chemical works could get 
its raw material and also have railroad connections. Soon 
after he began building his plant the railroad company 
announced that it would go out of business. In self- 
defense Mr. Day bought the railroad and leased it to the 
Valley. Ninety-eight per cent of the tonnage is furnished 
by the chemical company. 


The Kane & Elk, another of Mr, Hayes’ clients, is 15 
miles long, has 15 locomotives and 25 cars. Highty-five 
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per cent of its tonnage is furnished by interests not con- 
nected with the proprietors, James Brothers, who operated 
it as a lumber road for thirty-five or forty years. Four 
of the eight industries on its lines are owned by James 
Brothers. All the James’ interests, however, are exempt 
under the commodities clause, because they are engaged in 
the production of forest products by destructive distilla- 
tion. 


The Sheffield & Tionesta, also represented by Mr. 
Hayes, is another of the roads in the lumbering region 
of Pennsylvania which the commodities clause clearly ex- 
empts, if it is necessary to appeal to that part of the law 
for protection. It is 42 miles long. It performs all man- 
ner of common carrier services for 33 manufacturing estab- 
lishments and serves 6,000 people with three locomotives 
and forty cars. It is controlled by E. S. Collins, residuary 
legatee of T. D. Collins, who built it as a lumber road and 
stock ownership can have no effect upon its status because 
the products hauled for the proprietary interest are ex- 
empted. Forty per cent of its tonnage is furnished by the 
Collins industries. The road never paid a dividend until 
1910, when it declared one of fifty per cent, and since 
then it has been declaring thirty per cent, 


A Hopeful Home Industry. 


W. J. Vesey, for the Lake Erie & Fort Wayne, told the 
story of a hopeful “home industry” effort. The people 
of Fort Wayne subscribed for the erection of a rolling 
mill and a railroad to get its products to the trunk lines. 
The mill “went broke.” The Fort Wayne folks never made 
any money out of it. Now they are threatened with further 
loss on the railroad, on which they have induced other in- 
dustries to locate, on the theory that the flat rate to Fort 
Wayne will apply to all belt or switch roads within the 
switching district. If the cancellations are allowed to be- 
come effective the industries on the Lake Erie & Fort 
Wayne will have to pay a penalty for having located on 
tracks not owned by the trunk lines. 

Frank Quail, for the Lorain & Southern, said that 
that road was built under the common carrier law of 
Ohio, authorizing the incorporation of common carriers so 
that quarries might be opened. It is owned by the Ohio 
Quarries Company. The Lake Shore refused to extend its 
switch tricks to the Ohio quarries across the land of the 
Cleveland Stone Co. The Ohio Quarries Company’s com- 
mon carrier company condemned the Cleveland Stone Co. 
lands, but it paid a big price for them, so the road is a 
loss even with the allowance of $1 per car it has been 
receiving. 

Robert T. Denison, for the Lakeside & Marblehead, 
owned by the Kelly Island Lime & Transportation Co., also 
a quarry concern, said the road was started as an in- 
dependent proposition to develop a resort. It has 650 
shippers, but the proprietary interest furnishes 98 per cent 
of the tonnage, although last year the road carried 14,000 
passengers, not one of whom was an employe of the lime 
company, 

L. L. Falk, fo the Culver & Port Clinton, another 
quarry road in northern Ohio, said that the stock of that 
company is freely traded in on the curb markets of Chi- 
cago and Cleveland. Part of the stock is owned by the 
United States Gypsum Co. It was built to give that com- 
pany, the Granite and Consumers’ gypsum companies an 
outlet. It is a little more than a mile long. 

Chairman Harlan wanted to know how the stock came 
to be so well known that it was freely traded on the curb 
market. Mr. Falk said he did not know. He asserted that 
the Lake Shore has run sidetracks to plants of the com- 
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petitors of the United States Gypsum Company and that 

if the allowance to the Culver & Port Clinton should be 

stricken down, those competitors will be receiving prefer- 

ential treatment. ' 
The Saturday Session. 


At the Saturday session arguments were made by A. 
C. Angell for the Delray Connecting, G. P. Sidley for the 
Manufacturers’ Junction, A. R, Sheriff for the Chicago & 
Calumet Eastern, the pressed steel car road; Luther M. 
Walter for the Chicago, West Pullman & Southern, IIli- 
nois Northern, Indiana Northern, Calumet, Hammond & 
Eastern and generally for the switching roads in the Chi- 
cago district; E. R. Effer for the Bay Terminal, owned 
by the Sun Oil Company; R. T. Gray for the Wyandotte 
Terminal and its owner, the Michigan Alkali Co.; I. P. 
Blanton for the Marting Iron & Steel Co. and its switch- 
ing road; Mr. Field for the Virginia Portland Cement Co.; 
A. L. Herrlinger for the Big Four and Westport Stone com- 
panies; G. S, Fernald for the West Pullman; N. G. Moore 
for the Chicago & Illinois Western; S. D. Snow for the 
International Harvester roads, whose case had also been 
mentioned in the argument by Mr. Walter; N. B. Beecher 
for the New Jersey, Indiana & Illinois, the independent 
carrier by means of which the Wabash gets into South 
Bend, Ind.; Edward Donnelly for the Wyandotte Southern, 
owned by the Pennsylvania Salt Manufacturing Company 
at. Wyandotte, Mich.; H. H. Ferguson for the Illinois Ter- 
minal, in which the Illinois Glass Company has interest 
as the owner of the company’s bonds; A. N. Sherwood, 
who spoke for the Alton Board of Trade in behalf of that 
road; A. B. Hayes for the Hickory Valley, the Toledo, 
Angola & Western and the St. Louis, Troy & Eastern, and 
A, B. Cronk for the Central Railroad of Indianapolis and 
the American Hominy Co. 

A. B. Hayes, Luther M. Walter and G. S. Fernald 
paid more attention to the law than they did to the facts. 
Most of the other arguments consisted mainly of state- 
ments of fact. Luther Walter in particular said there is no 
question but that every one of the railroads with the facts 
of which he is familiar is a common carrier and en- 
titled to be treated as such. He said that Messrs. Pat- 
terson and Sheriff, in their discussion of the case, begged 
the questions at issue. The law makes it the duty of com- 
mon carriers to make switch connections; to make through 
routes and joint rates and in general perform the services 
rendered by the short line carriers whose tariffs have been 
suspended. It also says that when a shipper or any other 
agency performs the service, the railroads may make com- 
pensation therefor. That, taken in connection with the 
mandate to render such service, is equivalent to a man- 
date to pay the roads with whom they are now seeking to 
break relations. 

“The commodities clause does not apply to these 
roads,” said Mr. Walter. “Their separate incorporation 
was accomplished long before the commodities clause was 
enacted, so there was no purpose of evasion in their doing 
that. 

“As to the Illinois Northern and the West Pullman, 
this Commission has already passed. Ten years ago it in- 
vestigated them and found them to be common carriers 
entitled to the divisions they have since then been receiv- 
ing. -Upon the faith of that decision industries have been 
built upon their rails. They have the flat Chicago rate, 
which is applicable from Green Bay, Wis., on the north to 
points in Indiana on the south. To allow these. cancella- 
tions to stand- and force them to pay the switching: charge 
over the Chicago rate is to create a discrimination ‘against 
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them for no reason on earth other than the dollars used 
in the construction of these roads, and that is something 
you have said you cannot and will not do. Every man in 
the Chicago rate district is entitled to the Chicago rate, if 
he is situated upon a railroad track.” 

“If that is so,” asked Commissioner Clements, “where 
is this situation to end?” 

Walter Sees No End. 

“There is no end,” said Walter without hesitation. 
“Wherever there is a square mile in which there are in- 
dustries to be served, there a railroad may be built. There 
is no limit. The Baltimore & Ohio could build to these in- 
dustries, but could it perform the service for as little 
money as railroads now serving them? These short roads 
live because they can render the service at less cost than 
the trunk lines. 

“The attempt to condemn these roads is a square re- 
versal of all the principles of half a century of develop- 
ment. I feel sure this Commission will not undertake 
to confiscate the property of those who, in good faith, have 
built their industries upon the rails of a railroad for the 
construction of which dollars were furnished by some in- 
dustry or industries that now ship over them. 

“You can easily settle the turmoil that has been going 
on for the last four years, but don’t leave it to be settled 
by the trunk lines with suggestions in your decision that 
they are frittering away their revenues by paying for 
transportation services performed for them by other com: 
mon carriers. 

“You know the trunk lines, with one or two excep 
tions, have not adequate terminals in Chicago. They must 
hire work done for them. You have the authority to say 
whether the divisions are so large as to amount to a re- 
bate to the industry owned by the same interest that owns 
one of these railroads. You know that the rate has al- 
ways included terminal delivery and that where the deliv: 
ery cannot be made by the carrier having the line haul, 
you have settled disputes as to how much the carrier 
unable to make the delivery shall pay to the one that does.” 

E. R. Effier, for the Bay Terminal, said his company 
is not asking merely for the restoration of the tariffs, but 
also $2 reparation for every car handled by it since the 
cancellation. 

R. T. Gray said that the Wyandotte Terminal saved 
engine expense for the trunk lines that serve the Michigan 
Alkali plants. Before it was organized three or four en- 
gines were used in switching cars, but that now only one 
is used. 

I, P. Blanton said that the Marting Iron & Steel Co. 
has never been enamored of the job of switching cars for 
the C. & O. and N. & W. at sixty cents per car. It has 
tried to give up that work, but the N. & W. has always 
refused until lately, when it wanted to undertake it, but 
the iron company refused because it learned that the N. & 
W. would charge $2.50 per car on cars handled for other 
roads. He asked whether, if the company built its track 
to a connection with the Detroit, Toledo & Ironton, a 
little more than a mile away, it could get any compensa- 
tion for acting as.a common carrier. He. said he wanted 
the Commission to answer that question in its decision. 

No ‘Divorce Proceedings. 

Mr. Field, for the Virginia Portland Cement Co, at 
Fordwick,: Va., said he would not undertake any ‘divorce 
proceedings, or even to-separate-affinities, ‘Its railroad is' a 
sidetrack; having. branches upon: which’ the» ©. @‘'O,-re- 
‘fuses to’ make ‘deliveries with its own engines, although’ it 
differs in no way from the ordinary sidetrack except that it 
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has branches. It is all owned by the cement company and 
he made no pretense of separation of any kind from it, 
although the sidetrack is chartered as a common carrier. 

A. L. Herrlinger, for the Big Four and West Port 
stone quarries, quoted the letters in which the trunk lines 
solicited the stone quarry companies to put in the switches 
and get engines to haul cars to and from the quarries at 
$1 per car. As to one of the quarries, that arrangement 
was made thirty years ago, when the capacity of a Big Four 
freight car was not more than 30,000 pounds. Now the 
maximum capacity is 130,000 pounds, but, until they cut 
us off, they were paying only $1 a car, although we have 
had to rebuild the tracks, buy larger engines and bear a 
forty per cent increase in rates. Quarries at Osgood, Ind., 
get their switching done free. N. G. Moore spoke for the 
Chicago & Illinois Western and G. S. Fernald for the West 
Pullman merely as if the trunk lines had been trying to 
increase their rates and offered nothing in justification 
therefor other than their construction of the Commission’s 
observations in the Industrial Railways case. 


Mr. Snow, in going over the history of the International 
Harvester roads, said that Chairman Harlan’s understand- 
ing that most of the factories supplying independent ton- 
nage on the Illinois Northern are on that part of its mile- 
age leased from the Atchison for fifty years, beginning 
in 1900. He pointed to the fact that it maintains one of the 
two universal freight houses in Chicago to indicate the 
sort of common carrier service it performs. 


N. B. Beecher, for the New Jersey, Indiana & Illinois, 
told the story of another local enterprise gone to smash 
if the cancellation is allowed to stand. South Bend citi- 
zens built it twelve miles out to a connection with the 
Wabash to get competition with the other trunk roads in 
that city. The Singer Manufacturing Co., one of the ship- 
pers on its rails, took $240,000 worth of its bonds, hence 
the theory that it is a plant facility road. 


After Edward Donnelly had explained how the Wyan- 
dotte Southern, which is really an extension of the Wyan- 
dotte Terminal, saves money for the trunk lines. H. H. 
Ferguson took up the Illinois Terminal near Alton, IIl., 
which has the distinction of having been indicted and fined, 
at the instance of Commission, because it failed to file 
tariffs under section 6 and now suffers the irony of being 
condemned by the trunk lines as a mere plant facility and 
not entitled to through route and joint rate arrangements. 
It was built by Alton (Ill.) people to get connection with 
the Wabash and act as a belt road. The Illinois Glass Co. 
bought nearly all of its $450,000 worth of bonds, hence the 
“taint.” Mr. Ferguson acted as if he had a grouch against 
the situation with which he had to deal. 

A. B. Hayes, speaking of the Toledo, Angola & West- 
ern, said there is no question of proprietary tonnage with 
regard to it. The road is owned by Willard F. Robinson, 
who has about seven per cent of the stock of two industries 
along the rails of that carrier. It has never made any 
money, but it has hopes. 

Construction of Commodities Clause. 

Taking up the St. Louis, Troy & Eastern, he paid some 
attention to the remarks of Mr. Ropiequet, attorney for 
coal operators who intervened in that case. Mr. Ropiequet 
the day before said that the road and two coal companies 
are the same interest and that because of the advantage 
the operators on the St. Louis, Troy & Eastern have in 
the way of affiliation, coal has been sold in St. Louis for 
less than the cost of production plus the published freight 
rate. He suggested that the commodities clause be 
enforced. 





“We have here a lawyer urging this Commission to 
construe the commodities tlause in the light of his moon- 
shine instead of the bright sunshine of the decisions on that 
part of the act, made by the supreme court. 

“This railroad is owned by the Merchants & Manu- 
facturers Investment Co., which also owns three coal com- 
panies. The plan of the railroad is for a belt line around 
East St. Louis. It was not built to carry coal from the 
mines to which reference has been made. There are parts 
of it already. built, which show that that could not have 
been the object. The organization of these companies is 
not in anywise the violation of any law.” 

Answering a question by Chairman Harlan, Mr. Hayes 
said the St. Louis, Troy & Eastern has the same rates 
on coal into St. Louis that are paid by the intervening 
operators for transportation of their coal over the trunk 
lines which seek to cancel their arrangements with the St. 
L., T. & E. Besides, the coal rates were not canceled. 
The company, however, has been at a severe loss because 
it has not been getting per diem on its cars, while it has 
had to pay per diem and, of course, trunk-line connections 
have not been hurrying return of cars to the St. L., T. & E. 

A. B. Cronk, for the Central Railroad of Indianapolis 
and the American Hominy Co., closed the two days of 
argument. His railroad has neither engines nor cars, but 
it has a perpetual franchise from the city council of 
Indianapolis. It has been receiving $2 per car for the use 
of its tracks, which are three-tenths of a mile long in the 
heart of Indianapolis, near the union station. Crawford 
Fairbanks owns practically all the stock. He is also a 
minority stockholder in the Terre Haute Brewing Co., 
which has a cold-storage plant on the Central tracks. He 
has doubts as to whether his client is a common carrier, 
but it certainly is entitled to compensation for the use of 
its tracks. He doubted whether the Commission has any- 
thing to do with the question of what rental the trunk 
lines shall pay. 

The hominy company has an engine with which it 
breaks up the cuts of cars sent to its tracks by the trunk 
lines. It gets fifty cents a car for that work, and the only 
question, as Mr. Cronk sees it, is whether that is too much 
The engine switches about 25 cars a day. 


HOW DANIELS GOT THE CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Sometimes congressional criticism of the Interstate 
Commerce Commission is laughable. For instance, Rep- 
resentative Good of Iowa discussed the five per cent deci- 
sion a short time ago, making his text the assertion that 
President Wilson had coerced the Commission into re- 
versing itself. 

As an incidental remark, he observed that everybody 
knew the significance of the selection of Commissioner 
Daniels to take the testimony in the western advanced 
rate case. Mr. Good is the most illustrious of those who 
have spoken on the subject who have shown that they 
know nothing about the matter. Mr. Good said that 
Commissioner Daniels would report in favor of allowing 
the increase. That may not be true, but if it is it has 
no connection with the fact that the New Jersey member 
will hear the testimony. The Good indictment of Mr. 
Daniels runs to the effect that President Wilson favors 
increases in railroad rates everywhere; that as Mr. Dan- 
iels is from New Jersey and was appointed by Mr. Wilson, 
the meaning of his assignment to hear I. and S. No. 555 
is that there will be a report in favor of the increase, 
regardless of facts developed. 
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Mr. Daniels was assigned to the western rate hearing 
because the “cards fell that way.” That is literally and 
absolutely true. ’ 


Every time the Interstate Commerce Commisison ac- 
cumulates seven complaints it conducts a lottery. At the 
time I. and S. No. 555 came in the bunch of seven, the 
cards said that the New Jersey member should hear the 
testimony in that case. 

Secretary McGinty, Chief Examiner Carmalt, Chief of 
the Division of Correspondence Fishback, Chief of the 
Division of Dockets Stratton and one of the messenger 
boys on duty around the offices on the fifth floor gather 
around the secretary’s desk. Before the gathering has 
taken place the complaints are briefed on the back of 
cards about the size of an ordinary playing card. 


Secretary McGinty or one of the other members of 
the party has the names of the Commissioners arranged 
in the order in which they appear on the orders of the 
Commission. The messenger shuffles the cards, blank 
side uppermost. Then he deals out seven. On the first 
one the name of the chairman is written, and so on down 
the list until seven names have been written on the backs 
of seven cards. Then they are turned face upward and 
Stratton gathers them up, makes a memorandum of the 
first deal. Then seven more are dealt face downward 
and the operation is repeated until all the cases that 
have been briefed have been assigned. At the rate at 
which complaints have been filed and the Commission 
has been creating I. and S. cases and investigations on 
its own account, it is nothing for a Commissioner to 
receive a case for every day in the week in which the 
lottery is held. 

By collusion among the seven Commissioners and 
the five who conduct the drawing, it might be possible 
for the boy who shuffles the cards to deal a case to a 
Commissioner who had been agreed upon in advance. 
But the boy who could manipulate cards in that way 
would not long remain a messenger boy at $40 a month 
on the pay roll of the Commission. 


Every now and then Congress adopts a resolution 
directing the Commission to make an investigation. All 
such investigations receive docket numbers and are treated 
the same as complaints. It would not do, however, to 
make Congress wait until seven formal complaints had 
been briefed and placed on cards to be used in the lot- 
tery. Congress must not be kept waiting. Congress is 
boss, so Congress must be served without delay. 


When it is necessary to allot a case or two of that 
kind, the operation is changed. Instead of the messenger 
boy shuffling and dealing, he is blindfolded and told to 
stir up the names of the seven Commissioners, which 
have been placed in a hat. When he has stirred them 
up he draws out one and the name written on that card 
is the name assigned to that case. He is the man who 
must manage the taking of testimony and see to it that 
the correspondence with regard to it is conducted prop- 
erly. 

Interstate Commerce Commissioners are like other 
human beings. Each likes to be engaged on matters that 
will enable him to bring forward his best efforts and 
incidentally give him that credit among those who under- 
stand the subject which every man desires to have. By 
means of the lottery every Commissioner gets an equal 
chance at the “big cases.” 

Of course, a speech such as Mr. Good made cannot 
be answered by a Commissioner. In the first place, a 
member of Congress cannot be called to account for what 
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he says in debate, except in the House in which the 
words were spoken. In the second place, the Commis- 
sion is an arm of Congress and is in no position to “sass” 
the boss; and third, even if Mr. Daniels should get up 
and make an affidavit that he was not influenced by the 
supposed views of President Wilson what good would 
that do? He made that decision, upon his oath to do 
justice, and if he violated it in the first instance, what 
value would an additional oath have? 


KANSAS CITY STOCKYARDS CASE 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
Unofficial discussion about the Commission offices with 
regard to the decision in the Kansas City stockyards case 
is to the effect that the stockyards company may be ex- 
pected to buy an engine and insist on doing the switch- 
ing it holds itself out to do, and thereby raise the issue as 
to whether it is or is not a common carrier, at least so far 
as the consignees are concerned. One of the points made 
was that while the tracks of the stockyards company may 
not be accessible to the shipping public, as declared in 
the opinion, it is an undisputed fact that it is accessible to 
the consignees. There has never been any distinction be- 
tween consignee and consignor. “Shipper” has been the 
generic term used to describe either shipper or receiver of 
freight. 


The commission merchants at the stockyards are con- 
signees. They may also be consignors of freight at the 
point of origin and consignees at destinations. Bills of 
lading showing John Smith to be both consignee and con- 
signor are common. ' 


Another line of comment runs to the effect that the 
decision amounts to no more than a declaration that a 
tariff is not the proper way for the owner of rails to get 
compensation for their use from a common carrier. Gen- 
erally speaking, as a practical question no one is able to 
see any real benefit to the trunk lines by reason of their 
victory, because, as they are now situated, they cannot 
make deliveries of live stock in Kansas City except over 
the rails and into the pens of the stockyards company. 
Their tariffs offer to carry live stock to Kansas City and 
when cattle is offered to them they must carry it and make 
delivery at the points designated. If the stockyards com- 
pany is not a common carrier, the Commission cannot exer- 
cise any jurisdiction to compel it to allow the trunk lines 
to deliver where they have held themselves out to deliver. 
In other words, while a tariff may not be the method and 
place whereby the stockyards company may get its com- 
pensation, it is the only notice to the carriers of how 
much it will cost them to get to the points where they 
have promised to deliver live stock. 


The talk is that if the stockyards company provides 
itself with motive power and refuses to allow any of the en- 
gines of the trunk lines to come upon its rails, a situation 
will be created whereby the Commission may be forced 
to make some changes. 


If the stockyards company is not a common carrier, 
is not a shipper or receiver of freight, the Commission can 
deal only with the trunk lines. If the stockyards company 
chooses to tell the trunk lines that its trackage will be $5 a 
car instead of 75 cents, it looks as if they would have to. 
pay it at least until they could cancel out their tariffs: 
indicating the Kansas City stockyards as points at which 
they will deliver live stock. 









THE REVISION IN RATES 


(Remarks of T. C. Powell, President, Cincinnati Chamber 
of Commerce, at meeting of the Traffic Branch of the Chamber 
of Commerce, Feb. 15, 1915.) 


We are to-day witnessing and, to some extent, partici- 
pating in a revolution in traffic matters as related to the 
common carriers of the country. The legislatures, the 
courts and the commissions have enunciated principles 
which necessitate a revision in the rates of freight and 
the passenger fares, not only in the most populous por- 
tion of the United States, but also throughout the sparsely- 
settled sections. I should say that the four most impor- 
tant principles are the following: 

First: The Supreme Court has ruled that a common 
carrier cannot be compelled to perform service at less 
than a reasonable compensation therefor; that is to 
say, for not less than the cost of the operation, plus a fair 
profit. This principle applies to each separate operation, 
no matter how trivial and no matter how incidental it 
may be as compared with the larger transactions upon 
which the carrier depends for the major part of its rev- 
enue, 

Second: The Interstate Commerce Commission has 
enunciated the principle that the freight traffic cannot 
be made to bear the burden of the service connected with 
the passenger traffic. 

Third: The third important condition is the one con- 
tained in the Interstate Commerce Law, which is intended 
to prevent the rail carriers eliminating water competition 
and provides that any rate reduced by a rail carrier to 
meet a rate resulting from water competition cannot be 
advanced without the consent of the Commission. 

Fourth: . The fourth regulation is the one which per- 
mits the Interstate Commerce Commission and the com- 
missions of some of the states to suspend a rate pending 
investigation. 





The Measure of a Rate. 


We sometimes hear the expression “the measure of 
a rate,” but the phrase means very little because of the 
difficulty of fixing a standard of measurement. 


Most standards are arbitrary. The zero point of the 
Fahrenheit thermometer and the zero point of the centi- 
grade scale are both arbitrary standards based upon the 
opinion of one man in each case. In the Fahrenheit 
thermometer, the difference between the freezing point 
and the boiling point is measured by 180 degrees; in the 
centigrade thermometer, the difference is measured by 
100 degrees, and there is still a third, which divides up 
the intervening space into 80 equal parts. 


Who first said that fence posts should be set 8 feet 
apart, center to center, and subsequently established the 
standard fence board 16 feet long? 

By tracing back a thousand years to the time of the 
Saxons, we find that they had ascertained that a yoke of 
oxen required 8 feet between two farm fence posts, or 
gate posts, and did not require any more. 


For centuries men have tried to fix a standard for 
lineal measure which would be universally accepted and 
invariably accurate. 

The present yardstick is simply the best extant rec- 
ord of the length of a king’s arm. 

The United States secured its standards from Eng- 
land, but when the imperial standards of England were 
burned recourse was had to the records in the city of 
Washington, so that it might be said that the United 
States government is the authority for the present yard 


measure. 
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Over a hundred years ago an attempt was made to 
establish a unit for lineal measure on such a standard that 
there would thereafter be no doubt at any time or in any 
country as to what the correct standard should be. One- 
ten-millionth part of the distance from the poles to equator 
was fixed as the fundamental unit of length of the metric 
system, but it was afterwards found that the measure- 
ment was inaccurate, and the standard metre is now sim- 
ply the length of a bar of an alloy of iridium and plati- 
num in the archives of Paris. 

Is it, therefore, surprising that two contending in- 
terests, the carriers selling the transportation, and the 
shippers and travelers buying the transportation, should 
differ as to the proper standard by which to measure a 
rate of freight or a passenger fare? 

In the Five Per Cent Rate Case the Interstate Com- 
merce Commission suggested as one standard of measure- 
ment the operations of the Panama Railroad. The rate 
per ton per mile on the Panama line is 3.48 cents, while 
the average on all the railways of the United States is 
.7268 cent; that is, the rate on the Panama Railroad is 
nearly 3% cents per ton per mile and the average rate in 
the United States is considerably less than three-fourths 
of one cent per ton per mile, and the Panama Railroad 
pays no interest on the money borrowed from the United 
States. 

‘ Even in the units of operation the conservatively- 
managed railroads in the United States have nothing to 
learn from the Panama Railroad. 

It might be assumed, if we were without experience, 
that the Postoffice Department could be operated so as to 
bring in a fixed revenue. The government fixes the price 
at which it is willing to sell to the public transportation 
through the mails. The government secures postoffice 
accommodations at minimum rental and secures where- 
ever possible free light, water and heat. It fixes the rates 
of compensation for the railroads, mail carriers, and the 
clerks and officials of the Postoffice Department. 


The Postal Deficit. 


There is a constantly increasing volume of postal 
matter, and yet we find that the Postoffice Department is 
looking forward to a deficit in 1915 of $14,000,000, and 
that the postmaster-general is asking Congress to author- 
ize him to put the rural free delivery system on a contract 
basis because the work can be then done cheaper than 
by the government. 

Over forty years ago the Windom Committee, ap- 
pointed by Congress, investigated the feasibility of 
freight routes from the West to the Atlantic Seaboard 
and the Gulf. The committee made several recommenda- 
tions, none of which were acted upon by the government, 
but in the testimony given by the railroad officials that of 
Mr. E. D. Worcester of the New York Central is the most 
interesting. 

Mr. Worcester stated that from the standpoint of the 
carriers the result to be achieved was “the maximum 
volume at the maximum rate.” 

If you apply this axiom not only to transportation 
business, but to every other business of the country, you 
will find as a general thing that the same truth applies. 

I do not believe that you can find any more exact 
standard of measurement than this for the rate of freight 
or the price of a passenger ticket. 

I find that my work as president of the Chamber of 
Commerce is not vitally different from the duties of an 
executive officer of a railroad. There is the same question 
of an income which must be maintained in order to pro- 
vide for the activities of the chamber through its several 
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departments, just as in the railroad the revenue must be 
maintained to provide funds for the operation of the sev- 
eral departments. 

There is, to a certain extent, the same public to be 
consulted, the same development work to be encouraged 
and the same criticisms to be encountered. 

I realize that a broad-minded policy is the one which 
will best meet the different conditions and will best en- 
hance the interests of the Chamber of Commerce and the 
city of Cincinnati to the same extent that the same kind 
of policy will enhance the interests of the railroad. 

A pernicious law which injuriously affects a trans- 
portation company, we find at the same time injuriously 
affects the business interests of a city. 


INFLUENCING THE COMMISSION 


(Address of Luther M. Walter at annual dinner of the 
Transportation Association of Chicago, February 11.) 


I am greatly pleased at the opportunity given me here 
tonight to express to the members of this Association 
and its guests some views which I have long entertained 
and which, because of recent events, may be of some in- 
terest to you. q 

The Interstate Commerce Commission is a tribunal 
created by Congress to carry out and enforce the provi- 
sions of the Act .to Regulate Commerce. Congress has 
fixed the yardstick by which the Commission must meas- 
ure its power and apply the remedies for wrongs de- 
nounced by the Act to Regulate Commerce. The two 
basic principles underlying the Act to Regulate Commerce 
are, first, all rates must be just and reasonable; second, 
carriers must not unjustly discriminate between shippers, 
commodities or localities. 

During the period prior to 1910 the Commission ex- 
ercised its functions upon the record before it and there 
was general acquiescence in the results reached by the 
Commission. But when the Commission denied the ad- 
vances published by the carriers, both east and west, in 
1910, there was not an acceptance of that decision in 
the spirit theretofore existing on the part of the car- 
riers. Instead, a campaign of publicity was launched and 
that campaign has been steadily growing in volume until 
it reached its climax in 1914. When the eastern carriers 
renewed their request for the increased rates in 1913- 
1914, the daily papers and trade journals were constantly 
giving space to criticisms of the Commission and to de- 
mands that the carriers be allowed the increase demanded. 
Petitions by railroad employes and supply houses, letters 
by the thousand, were filed with the Commission. In 
short, a vote was registered by those in favor of the in- 
crease. When the Commission made its decision, deny- 
ing the advance, it was roundly criticized, even by persons 
in high authority. Congressional investigations were 
threatened from various points. The volume of these 
criticisms and protests from those favoring increased 
rates grew greater, and the Commission was even held up 
to public ridicule. It is not my purpose to comment at all 
upon the decision of the Commission. I simply desire 
to bring sharply to your attention the efforts by the car- 
riers or by those acting in their behalf. 





Shippers Guilty Also. 


The carriers have not been alone in this effort to 
influence the Commission. Only recently there has come 
to my attention a circular issued by one of the most 
powerful associations of manufacturers, an association 
which has accomplished great good for its members who 
are among the most influential manufacturers in any 











THE TRAFFIC WORLD 403 






part of the country and whose officers and directors are 
men of great capacity and far-seeing intelligence. This 
circular called upon the members of the association to 
write to their representatives in Congress and senators, 
asking them to use their influence with the Interstate 
Commerce Commission to see that a certain decision was 
made in a particular case. Under our system of laws, no 
nomination of any individual to a position upon the Inter- 
state Commerce Commission can become effective until 
the Senate has confirmed the nomination. The Commis- 
sion’s power and authority, even the money for its cur- 
rent expenses and for the salaries of the commissioners, 
must be voted by Congress. When we consider these 
facts, and further realize that under the Act to Regulate 
Commerce the Commission can only act upon the facts 
before it and apply the law thereto, it becomes evident 
that the propaganda and clamor which I have just referred 
to are highly improper. The Supreme Court of the United 
States set aside a decision of the Commission because rt 
was based in part upon facts obtained by the Commis- 
sion’s trained investigators. 

Can there be any doubt in the minds of you gentle- 
men that an effort such as I have just described is pre- 
dicated upon a desire to control the Commission’s deci- 
sions not upon the facts, or upon the record, but solely by 
volume of clamor? These methods are evidences of an 
unhealthy public opinion. If the Interstate Commerce 
Commission is to endure and government ownership is 
to be avoided, there must be an acquiescence by both 
parties to the controversy in every decision of the Com- 
mission based upon facts and law. It is the duty of the 
railroads to present to the Commission for consideration 
only those advances which an investigation has shown 
are just and reasonable and which will not throttle the 
traffic or commerce now being carried by rail. 

One of the great difficulties which the Commission 
has had to meet has been due to the fact that the carriers 
made the advances first and undertook to ascertain the 
facts in connection therewith subsequent to the advance. 
Shippers have felt aggrieved that they have not been 
consulted by the carriers before the contract of carriage 
was changed by the publication of different and greater 
rates. It is the duty of the carriers and shippers alike 
to meet in friendly co-operation and to relieve the Com- 
mission, as far as possible, of the great mass of work 
now heaped upon it. 


Work Heaped Upon Commission. 


As an illustration of the amount of work heaped upon 
the Commission, I call your attention to certain figures 
for eleven months ending Dec. 1, 1914. During that period 
there were filed with the Commission complaints of vari- 
ous kinds requiring its action in 15,333 cases. The Com- 
mission held 1,461 hearings and received 165,000 pages 
of testimony. During the same period there were filed 
with the Commission’s tariff bureau 149,031 publications 
containing rates and regulations affecting the charges 
for carrying traffic. These figures will convey to you 
some impression of the vast amount of work devolving 
upon the Commission. In addition, you must bear in mind 
that there are many other statutes besides the Act to 
Regulate Commerce, the enforcement of which has been 
conferred upon the Commission. During the year ending 
June 30, 1914, the Interstate Commerce Commission ex- 
pended less than a million dollars in its enforcement of 
the Act to Regulate Commerce, leaving out of considera- 
tion the accounting and valuation work of the Commis- 
sion. The state of New York alone, during that same 
period, expended more than half that amount upon its 
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public service commissions, It is not true that the Inter- 
state Commerce Commission is conducting a system of 
espionage upon the transportation affairs of this country. 
It is giving to the consideration of matters properly 
coming to its attention the best of its skill and judgment. 
Under the, difficulties that now surround it it is highly 
important that there be no further obstacle placed in 
its way. 

One of the difficulties that has beset the operation 
of railroads and the conduct of business in this country 
has been the interference resulting from our system of 
politics. It has been said that in some states the railroads 
have dominated and controlled the legislatures, the com- 
missions and the courts. It is not to be wondered at 
that the people have rebelled from such a condition 
and that the pendulum has swung the other way. While 
at this time it is popular to demand increased revenue 
for the carriers, those who are controlling the destinies 
of our railroads must not forget that public opinion is 
fickle and that the pendulum of political control may 
sway far in the reverse airection. I believe that it is 
the duty of the shippers as well as the carriers to see 
that the control of our railroads, their regulation and the 
amount of their earnings is kept entirely free from the 
baneful effect of political influences. 


A Referendum on Rates. 


What would you think of the proposition to have a 
referendum every six months or twelve months as to 
what scale of rates should apply between Chicago and 
New York? We might have a ballot providing for a 75- 
cent scale, another ballot calling for 50-cent scale, or even 
a third calling for a scale of $1.00. Would any one of you 
approve of such a proposition? Yet that is what the 
exercise of petition to, and political influence upon, the 
Interstate Commerce Commission would finally lead to. 
You gentlemen have a potent influence. I earnestly beg 
of you so to exercise that influence that carriers and 
shippers will in their controversies place all their cards 
upon the table before the Commission and leave the de- 
termination of the issues involved to the unbiased judg- 
ment of the Commission, and when that judgment has 
been registered to accept the decision of the Commis- 
sion without criticism and fault-finding, subject only to 
an appeal to the courts. Without such a course, it will 
be impossible to conduct transportation short of govern- 
mental ownership and control. Whether we are to escape 
the consequences of such a final conclusion rests largely 
upon you men who are operating our railroads to-day. 
Public opinion can only be of a real and lasting kind when 
it is founded upon a correct appreciation of the facts. 
These facts in connection with rate matters are of a 
highly technical character. How much greater, therefore, 
the necessity for an intelligent presentation of these mat- 
ters to the proper tribunal and a complete acquiescence in 
its rulings. 


SOUTHEASTERN FREIGHT RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The effective date of orders looking to the ironing 

out of inequalities in southeastern territory has again been 
put into the far future, October 1 being now set down 
as the day by which the carriers must have their tariffs 
made to conform to the Commission’s ideas. The traffic 
and tariff officials of the carriers involved who have been 

‘ working for more than six months to bring their tariffs 
into conformity with the fourth section order applying 
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to the southeast thought last fall that they would be 
able to complete their task by April 1. It is apparent 
even now that that is an impossibility, especially if due 
regard be had for the already heavily depleted revenues 
of the railroads in that part of the country. 

On February 16,.the Commission modified orders in 
the following cases so as to postpone the effective date to 
October 1: 

No. 5080, LaGrange (Ga.) Chamber of Commerce vs. 
Atlanta & West Point et al.; original effective date Nov. 
1, 1913. 

No. 5561, City of Camilla, Ga., vs. A. C. L. et al.; 
original effective date Feb. 1, 1914. 

No. 5560, Town of Pelham, Ga., vs. A. C. L.; original 
effective date Feb. 1, 1914. 

No. 5562, City of Sylvester, Ga., vs. A. C. L.; original 
effective date Feb. 1, 1914. 

No. 4461, Atlanta Freight Bureau vs. N. C. & St. L. 
et al.; original effective date May 1, 1914. 

No. 4216, Freight Bureau, Merchants’ and Manufac- 
turers’ Association of Birmingham vs. L. & N. et al.; 
original effective date May 25, 1914. 

No. 3908, Morristown (Tenn.) Board of Trade vs. A. 
Cc. L.; original effective date Sept. 1, 1912, modified as 
to traffic from New York and related points to Morris- 
town. 


RAILROADS INDICTED 





The grand jury at Carson City, Nev., has voted indict- 
ments against the Western Pacific and the Southern Pacific, 
accusing them of rebating. The indictment against the 
Western Pacific is based upon the allegation that it leased 
from the Simmons Manufacturing Co., manufacturer and 
shipper of iron and brass beds, part of the warehouse, for 
which the manufacturing company was paying $300 a month 
rent. The railroad company received a promise that, in 
consideration of its paying $200 a month, thus reducing 
the rent of the manufacturing company to $100, the latter 
would route all its beds from Kenosha to San Francisco 
via the Western Pacific. The statement as to the case 
given out by the Commission says the Western Pacific 
allowed its part of the warehouse to remain idle for months 
and then finally leased it for much less than $200 a*month. 

The Southern Pacific on Jan. 2, 1910, provided that it 
would absorb 40 cents per ton of elevator charges on grain 
on which it received the road haul. It paid Edgar J. 
Depue, an elevator operator, on grain handled by him 
between Jan. 2, 1910, and Sept. 1, 1911. The tariff did not 
say to whom the allowance would be paid. Shippers put 
in claims. The railroad company appointed Depue its 
agent to settle claims, and he did that, to some 40 cents 
and others 30 cents a ton, although on all grain elevated 
by him he remitted the 40 cents to those from whom he 
bought the grain, deducting the allowance paid to him from 
the bills rendered by him to them. The statement says, 
“The railroad, having already paid the allowance, was under 
no obligation and was without authority to meet the de- 
mands of the shippers.” 


ILLINOIS CENTRAL BROUGHT IN. 

Owing to the close relations between the Illinois Cen- 
tral and the Central of Georgia, the first-named carrier 
has been made a party to the application of the last named 
for authority to continue its interest in the Ocean Steam- 
ship Co. 
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THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 


THE NATIONAL MARINE LEAGUE 


Editor THE TRAFFIC WORLD: 

There is ascribed to the Hon. Thomas Bracket Reed 
a remark. Speaking of a certain congressman, he said: 
“He never gets up to speak that he does not subtract 
from the sum of human knowledge.” There is, however, 
another version, also ascribed to Mr. Reed, which says: 
“He never gets up to speak that the does not add to the 
sum of human misinformation.” 

“You pays your money and you takes your choice.” 

On the subject of the rehabilitation of our mer- 
cantile marine there has been uttered misinformation, 
half truths, some truths and some just plain lies. There 
has been, and is, partisanship, ill feeling and distrust. 
The National Marine League, organized recently at Wash- 
ington, says: “We will throw all this rubbish into the 
waste basket of oblivion. We will make a new start and 
ask all the people of our country, irrespective of party 
politics, to join in the plain, straightforward purpose of 
rehabilitating our mercantile marine for the purpose of 
service.” 

No great national movement was ever carried to 
success without the wholesome, generous approval and 
enthusiasm of our whole people. It is only necessary to 
remember the adoption of the gold standard, the building 
of the Panama Canal, the enaction of the interstate com- 
merce law, the splendid charity of Belgian relief—all 
achievements of which each and every one of us may 
feel a sense of gratification and pride. 

And what does the consummation of this idea mean? 
its vastness of purpose and influence is so great that it 
staggers the imagination. The organization and erection 
of great ship and engine building plants, employment of 
thousands of skilled and unskilled workers; the training 
and development of technical skill along lines which 
give opportunity for unlimited expression; the training of 
our youth to the calling of the sea—a calling which re- 
quires the finest qualities of mind, of character and of 
body; the encouragement of inventive skill and genius. 

The disadvantages under which our mercantile ma- 
rine has been laboring are gradually disappearing under 
the influence of natural forces. The shipbuilders of 
England complain of increased cost of material and labor. 
The shipowners complain of increases in cost of labor, 
coal and supplies. These two factors are equalizing con- 
ditions so that ship property and shipping enterprises will 
be more inviting to American capital. 


Recent developments. in the use of oil fuel have 
demonstrated the great economy of operation effected by 
its use. This was illustrated by a comparison of two 
vessels of about equal size and equal number of days’ 
steaming. The fuel bill of the coal-burning vessel was 





$30,000; the bill of the oil-burning vessel $13,000. A 
recent performance of an American oil-burning steamer 
holds the record for long-distance continuous steaming, 
the voyage from Hilo in the Hawaiian Islands to the 
Delaware Breakwater, via Magellan Straits, a distance 
of -over 15,000 miles and 55 days’ continuous steaming. 
The report is also current that the shipbuilders of 


Times—Contributions Are Welcomed 





the United States have enough new work in hand to 
keep them busy until 1916. 

We are going to have a mercantile marine in which 
every American with red blood in his veins, whether he 
lives on the great plains of the West or in the teeming, 
busy centers of the East, can take pride, and the prod- 
ucts of our farms and industries will reach the uttermost 
ends of the earth in our ships. 


COMMERCE—By C. Henry. 
I come no more in gray disguise, 
With grasping hands and greedy eyes, 
Living on larceny and lies. 


No longer do my mighty host 
Of ministers and service boast 
Of giving least and getting most. 


But now with eyes greed cannot blind, 
With open hands and willing mind, 
I live in service to mankind. 


And hold him first among the rest 
Who bears this motto on his breast, 
“He profits most who serveth best.” 
Boston, Mass., Feb. 12, 1915. J. D. Hashagen. 


PROTEST AGAINST SPOTTING TARIFFS 


Editor The Traffic World: 

Enclosed find copy of letter which we have recently 
sent to the Interstate Commerce Commission, protesting 
against spotting tariffs filed by the New York, New Haven 
& Hartford Railroad, effective Apr. 29, 1915. We have 
noticed considerable comment on this matter in your 
publication and thought that possibly readers of The 
Traffic World might be interested to know just what New 
Haven shippers are doing in this matter, and their at- 
titude concerning same. It was the unanimous vote of our 
executive committee to protest these charges, and after 
abstracting the opinions received from many of the manu- 
facturers, we drew up this letter. 

THE NEW HAVEN MFRS. EXHIBIT, INC. 
W. J. Wilcox, Traffic Manager. 
New Haven, Conn., Feb. 10, 1915. 
Interstate Commerce Commission, 

Washington, D. C. 

Gentlemen: We are informed that on February 19, 
in Boston, Mass., and on February 25, in New York City, 
your honorable body will hold hearings on the spotting 
tariff, filed June 12, 1914, by the New York, New Haven 
& Hartford Railroad and since suspended to April 29 of this 
current year. 

The Executive Committee of this Association, real- 
izing the vital import of this proposed spotting charge in 
relation to their already increased cost of business, have 
solicited the opinions of the manufacturers—members of 
this Association—regarding this tariff, and after abstract- 
ing these opinions, it was unanimously voted to petition 
your honorable body to reject this tariff and, in support 
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of this action, to offer for your consideration the follow- 
ing facts: 

First: The eastern carriers, by increasing their rates 
5 per cent, are now in no urgent need of further income 
by means of such spotting charges. Your Commission 
only suggested such a procedure when, in the early part 
of last year, the 5 per cent increase’ was denied. 

Second: While we are absolutely opposed to any 
such spotting charge, we believe that if such charge is 
to be allowed, it should apply to all shippers. The tariff, 
in its present form, only cites a few New Haven concerns 
to whom the spotting charge will be applicable, whereas 
there are fifteen or twenty other concerns in this city 
equally liable for spotting charge. It is therefore a dis- 
criminatory tariff. 

Third: We firmly believe that the business of calling 
for loaded cars, placing empty cars for loading, and taking 
away empties, is a just part of the carriers’ freighting 
expense and should not be borne by the shippers. In 
many cases shippers, by loading cars on their own indus- 
trial tracks at their own expense, save money for the 
earriers. It is certainly not reasonable that shippers 
should pay the railroads for work they themselves take 
care of. Furthermore, a greater part of industrial track 
up-keep and expense is borne by the shippers, and private 
tracks are, in the majority of cases in this city, as much 
a convenience to the railroad as to the shippers. 

Fourth: We believe that, in the case of large in- 
dustrial plants, a special tariff should apply to cars trans- 
ported from one department to another. Certainly this 
phase of the situation should not be considered under a 
general spotting tariff. 

Fifth: In many cases where factories are located in 
the suburbs of the city with suburban stations nearby, 
the factories could justly require the carriers to keep 
switchmen on hand to look after the switching of cars, 
and the railroads would stand to lose money rather than 
make any. 

Under such conditions, we sincerely trust that your 
honorable body will see fit to reject this tariff and not 
impose any added inconvenience or burden on the ship- 
pers of this country. 


EXPENSIVE REGULATION 


Editor The Traffic World: 

While I would be the last to decry the great benefit 
that the carriers and the shipping public have derived 
from the standardization of freight tariffs, which has been 
brought about through the effective rules of the Inter- 
state Commerce Commission for the publication and filing 
of tariffs, still it seems that some of the requirements, 
particularly those relating to the execution of concur- 
rences and powers of attorney, could be so modified as ‘to 
afford considerable relief to the shipping public and to 
earriers in general. 

For some time past, due to unsettled rate conditions, 
the shipping public has been overwhelmed with a veri- 
table avalanche of supplements and new tariffs, with the 
result that a tariff file of only modest proportions requires 
the constant services of a clerk to file the new and remove 
the old issues. 

A recent delivery brought to my desk some forty odd 
supplements to issues of the Western Trunk Line Com- 
mittee. The title page of each indicated that it was is- 
sued in conflict to Rule 9 (e) of Tariff Circular No. 18-A, 
in compliance with certain special orders of the Interstate 
Commerce Commission, and showed the numbers of the 
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powers of attorney and concurrences executed by the vari- 
ous carriers in favor of Mr. E. B. Boyd, chairman of the 
Western Trunk Line Committee (succeeding W. H. Hos- 
mer, deceased), and appointing him as their agent in 
lieu of the former incumbent. 

In practically none of the supplements were any 
changes in rates involved. I cannot see the necessity, if 
there be one, of employing such procedure in the event 
of a change in officers in such associations. The public in 
general is particularly interested in the names of the car- 
riers participating in the issues and not in the fact that 
John Jones or John Doe has been delegated as their repre- 
sentative to issue certain of their rates for them. 


It is understood that a power of attorney executed in 
favor of an individual, automatically terminates with the 
death of the person named, but it seems that an instru- 
ment could be issued naming an office of the association, 
such as the chairman or secretary, which would be as 
specific and ds binding as if an individual were named. 
It ought to be possible for the Commission to draft a 
rule which would permit the continuance of existing 
concurrences or powers of attorney through succeeding 
changes in administration in the same bureau or asso- 
ciation. 


Were this to be done, it would result in a great sav- 
ing in expense and labor, in so far as the carriers are con- 
cerned, which would be reflected in no little degree both 
in the Interstate Commerce Commission’s department and 
in the various industrial traffic departments throughout 
the country. 


In conclusion, it would seem, in view of the testi- 
mony introduced in the advanced rate hearings relative’ 
to the carriers’ need of revenue, that a requirement such 
as this, involving as it does considerable expense in pre- 
paration, publication, and distribution and serving no vital 
purpose, could be eliminated without inconvenience to 
anyone and without diminishing in any way the liability 
of the participants. Much has been said relative to the 
enacting of statutes and the prescribing of rules by state 
commissions and legislatures, which redound in no good 
to the public and only serve to deplete the carriers’ rev- 
enue. It is to be hoped, therefore, that the federal body 
will always “blaze the trail” and indicate the folly of 
such legislation by establishing only the most reasonable 
requirements and those which are most fair to the carriers 
and to the public. 

R. E. RILEY, 
Instructor in Interstate Commerce, 
LaSalle Extension University. 
Chicago, Ill., Feb. 12, 1915. 


ORDER MODIFIED. 


In case No. 4877, American National Live Stock As- 
sociation and Corporation Commission of Arizona vs. 
Southern Pacific Co., the Atchison, Topeka & Santa Fe 
Railway Co., Santa Fe, Prescott & Phoenix Railway Co., 
Arizona Eastern Railroad Co. and El Paso Southwestern 
Co., the Interstate Commerce Commission has ordered 
that the order of May 12, 1913, effective July 1, 1913, 
be so modified that the sentence in the third paragraph 
reading: “To those rates $5 per car should be added 
for a two-line haul for distances of 500 miles or less” be 
changed to read: “To those rates $5 per car should be 
added for a haul over two or more lines.” It is further 
ordered, That tariffs containing the amended provision 
shall be permitted to be filed effective on five days’ 
notice. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of Interstate transportation of freight. On ac- 
count of the limited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting it, 
we cannot assure the publication of answers In less than six 
weeks from the time of —— of the question. Readers desir- 
ing special service by requiring immediate answer may secure 
privately written answers to their inquiries by the payment of 
a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Effect of Destruction of Records on Claims. 


Illinois.—“Please advise me how the Commission 
views the subject of declination of overcharge claims by 
carriers on the plea that their waybills and records have 
been destroyed. First, on shipments within the six year 
period, second, on shipments beyond the six year period, 
when claims were filed after the billing was destroyed; 
third, on claims declined over six years old, where bill- 
ing has been destroyed subsequent to the time the claim 
was filed.” 

The Act to Regulate Commerce provides that all com- 
plaints for the recovery of damdges shall be filed with 
the Commission within two years from the time the 
cause of action accrues, and therefore, the Commission 
cannot assume jurisdiction over overcharge claims that 
are more than two years old from the time when the 
shipments were delivered. 

If the action is brought in a state court to recover the 
excess collected by a carrier over and above the published 
rate, the two years’ limitation period prescribed by the 
Act to Regulate Commerce does not apply, and the period 
fixed by the state law is controlling. Neither would the 
destruction of the waybills and records by the carriers 
‘operate as a stay, because a claimant may prove his 
case in a court by any satisfactory evidence in his pos- 
session. 

* * * 
Action for Conversion or Replevin not Governed by 


Section 3, Paragraph 3, Uniform Bill of Lading. 

Ohio.—“In 1913 we made a shipment to a point on the 
AB Railroad. The consignees claimed non-delivery, and 
we instituted a tracer. Four months later the railroad 
company advised us that the shipment was delivered at 
destination. We then took the matter up with the con- 
signees, and they maintain that the shipment had not 
been delivered to them. We again took up with the agent 
of the railroad, and he advised that the shipment was 
signed for by the consignees, and gave us the party’s 
name signing the receipt. Since that time we have had 
up with the consignees, in an effort to make collection, 
and the correspondence developed the fact that the ship- 
ment had not been delivered, but the delivery reference 
given covered a similar shipment, and that the 1913 ship- 
ment is still in possession of the delivering carrier. We 
filed a claim for the value of the shipment against the 
initial carrier, who to-day returned the claim advising us 
that they are not liable, as the claim was not presented 
within the four months’ period as required by section 3, 
of paragraph 3, of the Uniform Bill of Lading. Had it 
not been for the misinformation received from the deliv- 
ering carrier, we would have filed a claim within the four 
months’ period.” 
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Both the courts and the Interstate Commerce Com- 
mission have uniformly held that the provision in the 
Uniform Bill or Lading, limiting the time within which 
claims must be filed with the carriers, is a reasonable 
and valid one, and must be strictly enforced without any 
discrimination on the part of the carriers. The fact that 
the carrier might have misinformed a claimant, as to the 
disposition of a shipment, is no valid excuse for failing to 
comply with a mandatory clause of a contract requiring 
a specific thing to be done within a limited time. 

However, where property in the hands of a carrier is 
not delivered within a reasonable time after it has reached 
its destination, or proper notice of arrival given, the 
carrier, after demand has been made and delivery refused, 
is liable for a conversion of .the property. The owner, 
under such circumstances, may elect to waive all title 
to the property and all damages sustained thereby and sue 
for a conversion in the full value of the goods, and not 
the amount at which the goods are valued at the place 
and time of shipment, or within the four months’ period 
of limitation, since where a carrier has converted the 
goods, it will be deemed to have thereby abandoned the © 
contract of shipment, and cannot thereafter insist on a 
stipulation that its liability shall be limited to a certain 
sum. Or, an action for possession of the goods might be 
instituted which is neither controlled by Paragraph 3, 
Section 3, of the Uniform Bill of Lading, since that sec- 
tion relates only to actions for loss, damage or delay to 
the shipment. 

* * * 
Time Within Which to File Claims Against Express 
Companies. 

District of Columbia.—“Referring to your reply to the 
Illinois inquiry on page 267 of The Traffic World: All the 
express companies now use a uniform receipt which is 
incorporated in the express classification and filed with 
the Interstate Commerce Commission. I enclose a blank 
receipt, and draw your attention to article 8 on the back 
of it, which is the same as the provision in the Uniform 
Bill of Lading except in so far as reference is made to 
suits.” 

Our correspondent is correct. Section 8 of the uni- 
form receipt is substantially similar to Section 3, Para- 
graph 3, of the Uniform Bill of Lading. In Opinion 2408, 
28 I. C. C. 135, the Commission required the express com- 
panies to revise their rules and practices, and in ac- 
cordance therewith, an informal joint committee, repre- 
senting the express companies and complaining shippers, 
subsequently met and formulated the foregoing rule, 
which was later approved by the Interstate Commerce 
Commission and appears in appendix “A” of said opinion. 
All express companies’ bills of lading now carry this pro- 
vision, as does Official Classification No. 22, filed with 
the Interstate Commerce Commission and effective Feb- 
ruary 1, 1914. 

* * * 
Weight on Coal Ascertained by Consignee at Delivery 
Point. 


Pennsylvania.—“A retail coal merchant constructs a 
track scale in his own yard and upon the arrival of inter- 
state shipments of coal, weighs each car light and heavy on 
his said scales. Under what conditions would the carrier be 
compelled to accept weights taken over the retailer’s 
scales as a basis for freight charges, and are there any 
regulations adopted by the Interstate Commerce Com- 
mission or carriers generally stipulating the conditions 
under which said weighing should be done?” 

“In the matter of Inaccuracies in Weighing Certain 












408 





Articles,” 28 I. C. C. 7 (published on page 289 of the August 


9, 1913, issue of this paper), the Interstate Commerce 
Commission made an exhaustive review of this subject, 
including the question as to the adjustment of claims on 
point-of-destination weight, as they particularly affect 
the shipments of coal, and we commend this opinion to 
you for a careful study in ascertaining the reciprocal rights 
and duties of carrier and shipper in the matter of de- 
termining the correct weight in the transportation of 
coal. Also, see the National Code of Rules governing 
weighing and reweighing. 
co Eo * 
Claims for Damages Must Be Based on Lawful Rate in 
Effect. 

Arkansas.—“A car of lump coal was transferred by 
the carrier en route. The coal was badly damaged in the 
transfer from car to car, account of the breaking up of 
the lump coal. The consignee found it necessary to 
screen the entire amount of coal delivered to him to 
separate the lump from the slack or fine coal; result, 
_ the lump coal amounted to but two thirds of the ship- 
ment, the remaining slack one-third. The damages sus- 
tained would appear to be represented by the difference 
between the value of the car or all lump coal, which 
he would have received except for the transfer, and the 
value of the car of lump and slack coal which he did re- 
ceive. The values of lump and slack coal are based on the 
mine or origin prices, plus the transportation costs. The 
carrier is willing to pay the claim for the difference be- 
tween the mine values of the lump and the slack, but 
refuses to honor the claim for the difference between 
the delivered values. This is due to the fact that there 
are separate freight rates on lump and slack coal; the 
lump rate being $2.00 per ton, the slack rate $1.35. Claim 
is objected to on the grounds that its payment would be 
in effect a refund to the slack rate, and that this would 
be in violation of the law requiring the assessment of 
the published tariff rate, in this case the lump rate on 
the lump coal covered by the bill of lading. However, 
the claim is a damage claim and not an overcharge 
claim. The difference in the freight rates is merely a 
factor in the amount of damages sustained, and it would 
not seem that the carrier is justified in his position. 
What are your views?” 

The carrier’s position is the correct one. The contract 
of carriage was for the transportation and delivery of 
lump coal, and we presume the bill of lading so described 
it, and upon which there was a published rate to apply. 
As the act provides that articles must be properly de- 
scribed in the bill of lading, and that the published rate 
applicable to such articles must be strictly ‘observed, 
and as the bill of lading contains a valid provision limit- 
ing the amount of damages to the value of the shipment 
au the place and time of shipment, as evidenced by the in- 
voice, including the freight charges if prepaid, the claim- 
ant would be restricted to the amount of the invoice price 
at the point of origin plus the freight charges if prepaid, 
as assessed on the particularly described article at the 
rate applicable thereto as -published in the tariff on file 
with the Interstate Commerce Commission. While the 
action is one for damages, over which the Interstate Com- 
merce Commission has no pee. yet the amount re- 








THE TRAFFIC WORLD 








Vol. XV. No. & 





coverable is fixed both by the contract between the parties, 
and by the law as declared in the Act to Regulate Com- 
merce. 

The more prudent course to have followed in the 
shipment in question would have been to sell the coal in 
the actual condition as delivered, at the best market 
price, and to have held the carrier for damages measured 
by the difference between such selling price and the in- 
voice price, plus freight charges on lump coal if prepaid 

* * * 
Scrap Steel L. C. L. Not Properly Marked. 

Pittsburgh.—“A shipment of 12,000 lbs. moved in 
official classification territory on a bill of lading reading 
“Scrap Steel,” the number of pieces or weight not being 
inserted. Classification and tariff provide that scrap steel 
may be accepted loose when in pieces too large to be 
packed in kegs or casks, which was the case in this in- 
stance. Carrier admits that the material is scrap steel, 
but contends that, since the pieces were not tagged or 
marked, less carload rate cannot be applied, but that car- 
load Minimum must be assessed. Consignee claims that 
Rule 3 of the Classification, to which carrier refers, does 
not prevent the application of the L. C. L. rate, but 
simply states that it is the duty of carrier’s agent to re- 
fuse L. C. L. shipments not marked in accordance with 
this rule.” 

The mere acceptance by the carrier’s agent of a ship- 
ment not marked in accordance with the rules in Official 
Classification is not to be deemed as a waiver by the 
carrier of said rule, inasmuch as the Commission has 
frequently held that the rules and regulations governing 
the shipment of freight must be set forth in the carriers’ 
tariffs and classifications, as filed with the Interstate Com- 
merce Commission; that the carrier must not deviate from 
the same, and that no special contract or agreement can 
be accepted in lieu thereof, or as a waiver of the same. 
An agent’s failure to enforce compliance with a specific 
rule, duly published, is no more a waiver of the same, 
than is the quotation of a rate by an agent, other than the 
published tariff rate, the lawful one to apply on that ship- 
ment. Therefore, the only question is whether the carload 
rate was properly applied in accordance with tariff regu- 
lation. 

Item 21, page 170, Official Classification No. 42, re- 
lating to scrap iron and steel, W. O. S., provides that 
“L. C. L. not taken, except when in pieces too large to be 
packed in bbls. or casks.” Note 1, Item 7, page 157, pro- 
vides “shipping receipts for L. C. L. must have noted 
thereon the number of pieces and packages comprising 
the shipment.” Rule 3, page 12, provides the manner for 
marking pieces of less than carload freight, and declares 
that freight not so marked will not be accepted for trans- 
portation. All these rules relating to the same subject 
matter, and directly affecting the shipment of scrap steel, 
must necessarily be considered together, and the natural 
conclusion to be drawn from them is that such article 
when not marked and billed in accordance with the rules 
cannot move under the L. C. L. rate, and if this rate is 
not applicable, then the C. L. rate must apply. In fact, 
rule 8 (a), section 1, page 16, expressly provides that 
“bulk freight will not be taken in less than carloads un- 
less so specified in the classification.” 
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Docket of The Commission 


Note.—items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change In this Docket 
will be noted elsewhere. 


February 23—Chicago, Ill—Examiner J. Edgar Smith: 
7502—California Ice Co. vs. M. St. P. & S. S. M. Ry. Co. et al. 
February 23—Indianapolis, Ind.—Examiner Fleming 
* 5217—Louisville Board of Trade et al. vs. Ind. Gent. & Sou. 
Trac. et al. 
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Febraruy 23—Philadelphia, Pa.—Examiner Gerry: 
7560—Meeker & Co. vs, Erie R. R. Co. et al. 
7521—Meeker & Co. vs. C. R. R. of N. J. 
7315—Frank Samuel vs. D. L. & W. R. R. Co. et al. 


February 23—Louisville, Ky.—Examiner Bell: 
oo epee Portland Cement Co. vs, Ill. Cent. R. R. Co 
et al. 


February 23—Houston, Tex.—Examiner Barclay: 
|, & S. 509—Clean rice rates from Louisiana and Texas pro- 
ducing points to southeastern destinations. 
* 7542—Houston Packing Co. vs. H. E. & W. T. Ry. Co.’et al. 
7552—Houston Packing Co. vs. Int. & Gt. Nor. Ry. Co. et al. 
February 23—Washington, D, C.—Examiner Gartner: 
|. & S. 71—Advances on coal and coke in carloads from points 
on L. & N. to points on the C, C. C. & St. L. and other des- 
tinations. 
|. & S. 321—Coal rates from Virginia mines. 


February 23—Jackson, Mich.—Examiner Brown: 
7092—Jackson Chamber of Commerce vs. P. & R. et al. 
a Se Chamber of’ Commerce vs. Mich. Cent. R. R. 
Oo. et al. 
February 23—Norfolk, Va.—Examiner Burnside: 
|. & S. 560—Rates on berries, fruits and vegetables from sta- 
tions in Virginia and North Carolina to New York City and 
other points. 

February 23—La Salle Hotel, Chicago—Examiner Kelly: 

* |, & S. 553—Rates on fresh meats, C. L., from New York and 
other points to East St. Louis, Ill., and St. Louis, Mo. 

* 1. & S. 562—Rates on live stock, fresh meats and packing- 
house products from St. Louis, Mo., Chicago, Ill., and other 
points to New York and other points. 

February 24—Indianapolis, Ind.—Examiner Fleming: 

* 1. & S. 575—Straw rates from St. Louis, Mo., and other points 
to Anderson, Ind., and other points. 

* 1. & S. 574—Switching charges at Alexandria, Ind. 

February 24—Houston, Tex.—Examiner Barclay: 

* 7340—Standard Milling Co. vs, Int. & Gt. Nor. Ry. Co. et al. 

February 25—New York, N. Y.—Examiner Butler: 

7497—Pulp and Paper Mfrs.’ Traffic Assn. vs. A. C. & Y. Ry. 
Co. et al. 

February 25—New York City—Chairman Harlan and Examiner 

Pattison: 
|. & S. 435—Car spotting charges. 


February 25—New York City—Examiner Gerry: 
1. & S. 568—Ice rates to Long Branch and other stations in 
New Jersey, 
ee cane Paper and Pulp Traffic Assn. vs. B. & M. 
. R. et al. 
6795—Martin Cantine Co. vs. C. H. & D. Ry. Co. et al. 

February 25—Des Moines, Ia.—Examiner J. Edgar Smith: 

| & S. 563—Rates on glucose and corn syrup from Chicago, 
Ill., and other points to New York City and other eastern 
points. 

a Moines Saw Mill Co. vs. Minn. & St. L. R. R. Co. 
et al. 

February 25—Washington, D. C.—Commissioner Clements: 
6834—In re C. R. I. & P. 

February 25—Richmond, Va.—Examiner Burnside: 
7469—State Corporation of the Commonwealth of Virginia vs. 

C. & O. Ry. Co. et al. 
February 26—Indianapolis, Ind.—Examiner Bell: 
7373—Alexandria Paper Co. vs. A. T. & S. F. Ry. Co. et al. 
7374—Alexandria Paper Co. vs, Ark. Cent. R. R. Co et al. 
7525—Pres-o-lite Co. vs. B. & A. R. R. Co. et al. 
February 26—Ft. Worth, Tex.—Examiner Barclay: 
|. & S. 511—Export rates on grain and grain products fron 
stations in Colorado and New Mexico to Galveston, Tex., 
and other gulf ports, 

7518—A. B. Crouch Grain Co. et al. vs. A. T. & S. F. Ry. Co. 
et al. 

February 26—Detroit, Mich.—Examiner Brown: 
7261—American Coal & Coke Co. vs. Mich. Cent. R. R. Co. 

February 27—Omaha, Neb.—Examiner J. Edgar Smith: : 

* 6973—Lexington Mill and Elevator Co, et al. vs. Union Pacific 

R. R. et al. 
7229—Omaha Grain Exchange vs. M. & St. L. R. R. Co. et al. 

February 27—New York, N. Y.—Examiner Gerry: 

7567—Federal Sugar Refining Co. vs. Old Dominion S. S. Co 
et al. . 

February 27—Richmond, Va.—Examiner Burnside: 
4611—Richmond Chamber of Commerce vs. S. A. L. Ry. Co. 

et al. 

March 1—New York, N. Y.—Examiner Bowers: 
7090—In the matter of embargoes. 

March 1—New York, N. Y.—Examiner Gerry: 
7515—American Enameled Brick and Tile Co. vs. Raritan 

River R. R. Co. et al. 
7546—Union Sulphur Co. et al. vs. B. & O. R. R. Co. et al. 

March 1—Oklahoma City, Okla.—Examiner Barclay: 
7189—Curtis & Cartside Co. et al. vs. A. T. & S. F. Ry. Co. 

et al. 


nen Traffic Assn. et al. vs. A. T. & S. F. Ry. Co. 

et al. 

7379—Oklahoma Traffic Assn. et al. vs. A. C. & Y. Ry. Co. 
et al. 


March 1—Omaha, Neb.—Examiner J. E. Smith: 
|. & S. 514—Westbound transcontinental refrigeration charges. 
|. & S. 531—Rates on grain and grain products to certain 
stations in Oklahoma, 
March 1—New Orleans, La.—Examiner Thurtell: si 
| & S. 569—Rates on coal from mines in Alabama, Illinois, 
ew and Tennessee to Memphis, Tenn., and other 
points, 
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March 1—Indianapolis, Ind.—Examiner Bell: 
7355—Indianapolis Chamber of Commerce vs. C. C. C. & St. L. 
Ry. Co. et al. 
7472—Indianapolis Chamber of Commerce vs. C. C. C. & St. L. 
Ry. Co. et al, 
7480—Indianapolis Chamber of Commerce vs. C. C. C. & St. L. 
Ry. Co, et al, 


March 3—Argument at Washington, D. C.: 
|. & S. Docket 11—The tap line case. 
March 3—Oklahoma City, Okla.—Examiner Barclay: 
7490—Corporation Commission of Oklahoma et al. vs. A. T. & 
S. F. Ry. et al. 
March 3—New York City—Examiner Burnside: 
|. & S. 572—Lighterage and storage regulations at New York, 
mm. ¥. 
March 3—Troy, N. Y.—Examiner Gerry: cs 
1. & S. 559—Rates on cotton piece goods from North Adams, 
Mass., and other points to New York City and other points. 


March 4—Birmingham, Ala.—Examiner Thurtell: 

1. & S. 569—Rates on coal from mines in Alabama, Illinois, 
Kentucky and Tennessee to Memphis, Tenn., and other 
points. 

March 4—Boston, Mass.—Examiner Butler: in 5 

* 1, & S. 495—Rates on paper and other commodities from New 
England points to New York. 

March 4—Boston, Mass.—Examiner Gerry: 

4. & S. 552—Rates on stone and granite from Boston, Mass., 
and other points to western destinations. 


March 4—Decatur, Ill—Examiner Bell: 
7538—Illinois Poultry and Egg Shippers’ Assn. vs. C. C. C. 
& St. L. et al. 
March 4—Wichita, Kan.—Examiner Barclay: . 
7345—Wichita Business Assn. vs, Alabama & Vicksburg Ry. 
Co. et al. 
7214—Wichita Business Assn. vs. Midland Valley R. R. Co. 
March 4—Sioux City, Ia.—Examiner J. E, Smith: 
7110—Sioux City Live Stock Exchange vs. C. St. P. M. & O. 
Ry. et al. 
March 4—Argument at Washington, D. C.: : 
In the matter of the requirement of state authorities in the 
keeping of accounts, records and memoranda by carriers, 
subject to the Act to Regulate Commerce. 


March 5—Providence, R. I.—Examiner Gerry: , 
7555—Providence Fruit an Produce Exchange et al. vs. Maine 
Central et al, 
7466—Fall River Bleachery vs. A. C. L. R. R. Co. et al. 
7309—Providence Fruit and Produce Exchange et al. vs. M. St. 
P. & S. S. M. et al. ; 
March 5—Sioux Falls, S. D.—Examiner J. E. Smith: 
7200—Traffic Bureau of the Sioux Falls Commercial Club vs. 
Great Northern Ry. Co. et al. : 
7388—Traffic Bureau of the Sioux Falls Commercial Club vs. 
Great Northern Ry. Co. et al. 
March 5—Wichita, Kan.—Examiner Barclay: ’ 
1. & S. 566—Minimum charge between stations in Kansas, Ok- 
lahoma and other states. 
March 5—Argument at Washington, D. C.: 
* 2662—Com. Club Traffic Bureau vs. A. T. & S. F. Ry. Co. et al. 
* 3340—Vulcan Iron Works Co. vs. A. T. & S. F. Ry. Co. et al. 
* 4638—Colo. Mers. Assn. et al. vs. A. T. & S. F. Ry. Co. et al. 
* 4353—State of Kansas et al. vs. A. T. & S. F. Ry. Co. et al. 
4510—W. C. Morris vs. St. L. & S. F. R. R. Co. et al. 
4701i—Okla Traffic Assn. vs. A. T. & S. F. Ry. Co. et al. 
6362—Browne Iron Works Co. vs. C. B. & Q. R. R. Co. et al. 
6982—Topeka Traffic Assn. vs, A. T. & S. F. Ry. Co. et al. 
7037—South Halsted Street Iron Works vs. C. & A. R. R. Co. 
et al. 
7052—Illinois Street Bridge Co. vs. C. B. & Q. R. R. Co. et al. 
* 1, & S. 411—Class and commodity rates té*Salt Lake City, 
Utah, and other points (in so far as it relates to iron and 
steel). 
* 1. & S. 446—Rates on iron and steel articles to points in 
Oklahoma. 
* 6799—Wichita Business Assn. vs. A. T. & S. F. Ry. Co. et al. 


March 6—Argument at Washington, D. C.: 

* 6770—Weston Dodson & Co, et al. vs. C. R. R. of N. J. 
* 6189—Red Ash Coal Co. vs. C. R. R. of N. J. 

* 5917—G. B. Markle Co. et al. vs. L. V. R. R. Co. et al. 
* 5905—Plymouth Coal Co. vs. L. V. R. R. Co. et al. 


March 8—Minneapolis, Minn.—Examiner J. Edgar Smith: 

1. & S. 542—Lake and rail rates on grain products and seeds 
from Minneapolis, Minn., and other points to Buffalo, N. Y., 
and other destinations. 

1. & S, 550—Rates on stone and marble, C. L., not polished, 
lettered or figured, from Chicago and Peoria, Ill, to St. 
Paul, Minn, 


March 8—Chicago, Ill.—Examiner Bell: 

|. & S. 570—Rates on fertilizer and fertilizer material from 
New Orleans, La., to Cairo, Ill., and other points. 

1, & §S. 551—Rates governing the return transportation of 
brine in wooden tank cars in Central Freight Association 
territory. 

March 8—Hutchinson, Kan.—Examiner Barclay: 

on Chemical Mfg. Co. vs. A. T. & S. F. Ry. Co. 
et al. 

March 8—Washington, D. C.—Examiner Gerry: 

= Sales Co. vs. N. Y. N. H. & H. R. R. Co. 
et al. 

March 9—Chicago, Ill.—Examiner Bell: : 

* |, & S. 561—Rates on grain and grain products from Chicago, 
Ill., to eastern seaboard points and between other points. 

March 9—Minneapolis, Minn.—Examiner J. E. Smith: 

5122—Minneapolis Civic and Commercial Assn. vs. C. B. & Q. 
R. R. Co. et al. aie 
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March 9—Washington, D. C.—Examiner Gerry: 
7488—Commercial Club of Grand Island, Neb., et al. vs. M. K. 
& T. Ry. Co. et al. 
7474—Grand Island Commercial Club et al. vs. N. Y. C. & H. 
R, R. R. et al. 


March 10—Argument at Washington, D. C.: 
: Sete net eeeanocee log rates. 
Natl. Society of Record Assns, et al Li 
I sonockfish R. R. Co. et al. eee 
—Omaha Packing Co. vs. C. M. & St. P. Ry. et al. 
° ae Box Board & Paper Co. vs. Ill. waren. R. R. Co. 
March 10—Minneapolis, Minn.—Examiner J E. Smith: 
4495—Flour City Line and Minneapolis Traff. iY R.R 
. et al. 5 his 
March 10—Chicago, Ill.—Examiner Bell: 
5851—Globe Coal Co. vs. Erie R. R. Co. et al. 
7262—Wenona Coal Co. vs. C. M. & St. P. Ry. Co. et al. 


March 11—Kansas City, Mo.—Examiner Barclay: 
!, & S..344—Coal rates from Oak Hills, Colo. 


“ore Te ohrwement, at. Washington, D. C.: 

—Jewelers’ Protective Union et al. vs. P. R. R. Co. 

* 7380—A. Lackman & Co. et al. vs. So. Pac, Co. et al. =~ 
— Grain & Milling Co. vs, A. T. & S. F. Ry. Co. 


March 11.—Washington, D. C.—Examiner Gerry: 
7290—U. S. of America vs. A. T. & S. F. Ry. Co. et al. 


March 11—Chicago, Ill.—Examiner Bell: 
7556—Eagle Ice Co. et al. vs. C. M. & St. P. Ry. Co. et al. 
7348—Morris & Co. et al. vs. U. P. R. R. Co. et al. 


March 12—St. Louis, Mo.—Examiner Barclay: 
'. & S 525—Coal rates from Illinois mines to Omaha, Neb., 
wae Psa) points, 
—Coal Operators’ Traffic Bure: f St. Louis vs inoi 
Toot et ee et on eau oO Louis vs. Illinois 
7503—Geo. S. Meoham & Co. vs. St. L. & S. F. R. R. Co. et al. 


March 12—Argument at Washington, D. C.: 

* 1. & S. 490—Lumber transit privileges at Buffalo, N. Y. 

* 7506—Buffalo Lumber Exchange et al. vs. Alabama Central 
Ry. Co. et al. 

* 1. & S. 345—Class and commodity rates from Knoxville. Tenn. 

* 6105—Traffic Bureau of Knoxville, Tenn., vs. C. N. O. & T. P. 
Ry. Co. et al. 

March 13—Argument at Washington, D. C.: 

* 1. & S. 513—Rates to or from certain points in the Chicago 
switching district. 

March 15—Washington, D. C.—Examiner Gerry: 

6465—Pillsbury Flour Mills Co. vs. Great Northern Ry. Co. 
March 15—Detroit, Mich.—Examiner Bell: 
7527—Detroit Coal Exchange et al. vs. Mich. Cent. R. R. Co 

March 15—Wausau, Wis.—Examiner J. E. Smith: 

7545—M. H. Rekkedal vs. C. St. P. M. & O. Ry. Co. et al. 

March 17—Chicago, Ill.—Examiner J. Edgar Smith: 

* 7519—Cudahy Packing Co. vs. A. T. & S. F. Ry. Co. et al. 

March 17—Buffalo, N. Y.—Examiner Bell: 

7438—Niagara Gypsum Co. vs. B. R. & P. Ry. Co. et al. 
7514—Fairmont Creamery Co. vs. Adams Express Co. et al. 

March 19—Erie, Pa.—Examiner Bell: 

6233—Standard Chair Co. vs. P. R. R. Co. et al. 

April 26—Chicago, Ill.—Examiner Kelly: 

* 1. & S. 518—Withdrawal of regulations coverning concentra- 
tion of dairy products. 

April 28—Chicago, Ill—Examiner Kelly: 

* 1. & S. 548—Minimum charge for shipments of packing house 
products, fresh meats and other articles transported in 
peddler cars. 

April 30—Chicago, Ill—Examiner Kelly: 

* I. & S. 549—Stopping of cars in transit to complete loading 
or partially unload. 


HEARINGS BEFORE EXAMINER BROWN—TRAP CAR OR 
FERRY CAR SERVICE CHARGES. 


Detroit, Mich.—March 1. 
Cleveland, O.—March 3. 
Buffalo, N. Y.—March 5. 
Philadelphia, Pa.—March 8. 
Pittsburgh, Pa.—March 11. 
Cincinnati, O.—March 15. 
St. Louis, Mo.—March 18. 
Kansas City, Mo.—March 22. 
Chicago, Ill.—March 25. 


HEARINGS AT CHICAGO—COMMISSIONER DANIELS. 


1. & S. Docket No. 555—Rate Increases in Western Classification 
Territory. 


Thursday, March 4; Friday, March 5; Saturday, March 6; Mon- 
day, March 8—Respondents’ presentation of evidence sup- 
porting in general their claim that the proposed rates are 
reasonable. 

Tuesday, March 9; Wednesday, March 10; Thursday, March 11; 
Friday, March 12—Proposed increased rates on grain and 
grain products. Increase in minimum weight of grain and 
grain products in carloads. 

Saturday, March 13; Monday, March 15; Tuesday, March 16— 
Proposed increased rates on live stock, fresh meat, packing- 
house products and fertilizer materials. 

Wednesday, March 17; Thursday, March 18—Proposed increased 
rates on hay, straw and broomcorn, 

Friday, March 19; Saturday, March 20; Monday, March 22— 

Proposed increased rates on cotton piece goods. 
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Tuesday, March 23; Wednesday, March 24; Thursday, March 25 
—Proposed increased rates on coal and coke. 


Friday, March 26; Saturday, March 27—Proposed increased rates 
on fruit and vegetables. 

Monday, March 29—Proposed increased rates on rice and rics 
products, 

Tuesday, March 30; Wednesday, March 31; Thursday, April 1 
Friday, April 2—Evidence of protestants and interveners in 
rebuttal of evidence obtained from carriers in the first fou: 
days of the hearing. 


DIGEST OF NEW COMPLAINTS 


No. 7718. W. R. Brooks Coal Co., doing business as Interstate 
Salt Co., Lincoln, Neb., vs. Wabash et al. 

Unjust, unreasonable and discriminatory rates on salt from 
Detroit and other places in Michigan to points in Nebraska. 
Kansas and Colorado, brought about by the 134 reduction in 
the rate from Chicago to the same territory. Asks for jusi 
and reasonable rates and reparation of $1,246. 

No. 7719. Jefferson Lumber Co., Birmingham, Ala., vs. Central 
of Georgia et al. 

Against a rate of 12c on lumber, Margaret, Ala., to Atlanta, 
Ga., and 13%c to Chattanooga as unjust and unreasonable. 
Asks for reasonable rates and reparation. 

No. 7722. Concordia (Kan.) Commercial Club and Concordia 
Mercantile Co. vs. Alabama & Vicksburg et al. 

Unjust, unreasonable and unduly preferential rates from 
Beaumont and Port Arthur to Concordia as compared with 
rates from New Orleans. Ask for just and reasonable rates. 

No. — S. T. Fish & Co., Chicago, Ill., vs. Seaboard Air Line 
et al. 

Unjust and unreasonable rates and charges on vegetables 
from Florida to Chicago. Asks for reparation, 

No. 7721. Updike Elevator Co. and Merriam & Millard Co., 
Omaha and South Omaha, vs. C. R. I. & P. et al. 

Unjust and unreasonable rates on coarse grains from Omaha 
and South Omaha to named points in Arizona, through rate 
exceeding intermediates. Asks for reasonable rates and 
reparation. 

No. 7723. Duluth Log Co., Duluth, vs. Minneaolis, St. Paul & 
Sault Ste. Marie et al. 

Against a rate of 25%c on posts from Remer, Minn., to 

Benld, Ill., as unjust and unreasonable. Asks for reparation. 
No. 7 Mt. Pleasant (Tenn.) Fertilizer Co. vs. Lehigh Valley 
et a 

Against a rate of 55c on machinery from Fulton, Pa., to 
Mount Pleasant, Tenn., as unreasonable. Asks for a rate not 
exceeding 50c and reparation. 

No, 7725. National Commercial Fixture Mfrs. <Assn., Grand 
Rapids, Mich., vs. Alabama & Vicksburg et al. 

Unjust and unreasonable rates on store furniture in South- 
ern Classification territory. Asks for a new classification and 
establishment of maxima rates and reparation. 

No. 7726. William L. Cloninger, High Springs, Tex., vs. C. M. 
& St. P. et al. 

Excessive charges on pine lumber from Ore City, Tex., to 
Arkansas City, due to alleged failure to notify. Asks for 
reparation. 

No. 7727. McCaull-Dinsmore Co., Minneapolis, vs, Great North- 
ern et al. 

Against a rate of 15%c on corn, Sioux City. Ia., to St. 
Joseph, Mo. Asks for a rate of 13%c and reparation. 

No. 7728. John L. Moore & Co., Pittsburgh, Pa., vs. Western 
Union Telegraph Co. 

Alleges unjust discrimination in the refusal of the telegraph 
company to furnish stock ticker service of New York Stock 
Exchange quotations in accordance with a contract. Asks for 
hearing and cease and desist order and order directing the 
furnishing of such service the same as to other brokers. 

No. 7729. Garden City Sand Co., Chicago, vs. New York, Chi- 
cago & St. Louis et al. . 

Against a rate of 70c on moulding sand from Valparaiso, 
Ind., to Chicago as unjust and unreasonable in that it exceeds 
a published rate of 50c. Asks reparation. : 

No. 7731. Heider Mfg. Co., Carroll, Ia., vs. Pennsylvania Co. 
et al. 

Against a fifth class rate of 40.6c on washers and bolts from 
Pittsburgh to East Dubuque and Hampton, Ia. Asks for just 
and reasonable rate and reparation. . 

No. 7731, Sub. No. 1. Heider Mfg. Co., Carroll, Ia., vs. Elgin, 
Joliet & Eastern et al. 

Against a fifth class rate of 26c on bar steel from Gary to 
Hampton, Ia. Asks for reparation. sf ’ 

No, 7732. Heider Mfg. Co., Carroll, Ia., vs. C. & N. W. 

Against a rate of 26c on bar steel from Bay View, Wis., to 
Marshalltown, Ia., as unjust and unreasonable. Asks for just 
and reasonable rates and reparation. 

No. 7604. Montana Tonopah Mines Co. vs. A. T. & S. F. Ry. Co. 

Alleges overcharge on shipments of cyanide from Santiago 
and San Francisco, Cal., to Tonopah, Nev. Reparation asked 
for. 

No. 7733 
et al. 

Unreasonable rates on sheet iron from Niles, O., to Flor- 
ence, Ala. Ask just and reasonable rate and reparation. 

No. 7734. Fargo (N. D.) Foundry Co. vs. Northern Pacific. 

Unjust and unreasonable rates on sand from St. Paul, Minn., 
= Fargo, N. D. Asks for cease and desist order and repara- 

on, 

_ a B. Frankfeld & Co., New York, vs, New York Central 
e 

Alleges unjust and unreasonable rates on refrigerator cars 
on lighters in New York Harbor intended for shipments of 
Australian and Argentinean chilled meats to the West. Asks 

for a reasonable charge for placing cars on floats. 
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No. 7736 Paducah Board of Trade vs. Ill. Cent. 

Unreasonable and unjust rates, rules and regulations on 
lumber to be manufactured at Paducah, in favor of Cairo, Ill. 
Asks for a cease and desist order and joint and reasonable 
rates not to exceed those at Cairo. 


No. 7737. Paducah Board of Trade vs. C. B. & Q. 

Alleges unjust and unreasonable rates, rules and regulations 
with regard to class and commodity rates and in favor of 
Cairo. Asks for reasonable and just rates not in excess of 
those to and from Cairo, 


No. 7625, Sub. No. 4. McCaull-Dinsmore Co., Minneapolis, Minn., 
vs. Chicago, Milwaukee & St. Paul et al. 
Against a rate of 17c on bulk oats, Iowa and South Dakota 
points to points in Missouri as unreasonable and unjust. Ask 
for application of a 13.1c and a 16.4c rate and reparation. 


No. 7625, Sub. No, 5. McCaull-Dinsmore Co., Minneapolis, Minn., 
vs. Chicago, Milwaukee & St. Paul et al. 

Against rates charged on shipments of bulk shelled corn, 
Iowa points to Kansas and Missouri destinations, as unjust and 
unreasonable, charges being assessed on the combinations of 
the locals. Just and reasonable rates asked for and repara- 
tion, 


No. 7625, Sub. No. 6. McCaull-Dinsmore Co., Minneapolis, Minn., 
vs. Chicago, Milwaukee & St. Paul, 
Against rate on bulk shelled corn and oats, Iowa and South 
Dakota points to Kansas City, the rates being combinations 
of locals. Just and reasonable rates asked for and reparation. 


No. 7738. Paducah Board of Trade vs. Abilene & Southern et a.l 
Against the placing of Paducah in the Nashville group for 
rate purposes while Cairo, [ll., is in the St. Louis group, lead- 
ing to excessive rates against Paducah. Also against the 
absence of joint through rates from points in Arkansas, Okla- 
homa, Louisiana and Texas to Paducah, rates in each in- 
stance being unjust and unreasonable. Just and reasonable 
rates and through routes asked for. 


No. 7739. Southern Lumber Co., Cairo, Ill., vs. Cleveland, Cin- 
cinnati, Chicago & St. Louis Ry. Co. et al. 

Against an arbitrary of 3c above the lumber rate as applied 
on chair stock from points in Missouri and Arkansas to des- 
tinations in Illinois, Missouri, Indiana, Ohio, Pennsylvania, 
Michigan and Wisconsin. Ask for the establishment of max- 
ima rates which shall not exceed the lumber rates contempo- 
raneously in effect between the same destinations, and 
reparation. 

No. 7740. Crown-Columbia Paper Co., Camas and Oregon City. 
Ore., vs. Oregon-Washington R. R. & Nav. Co. 

Against the assessment of loading charges of 25c per ton on 
paper at Albina Dock, Portland, Ore., as unreasonable and 
unjust. Reparation asked for. 

No. 7741. W. R. Brooks Coal Co., Corp., as the Interstate Salt 
Co., Lincoln, Neb., vs. Chicago, Rock Island & Pacific et al. 

Unjust and unreasonable rates on shipments of salt between 
points in Kansas and Nebraska points, the rates being in 
excess of a combination of the locals. Just and reasonable 
rates asked for. 


No. 7742. A. R. Campbell, Richwood, W. Va., vs. Pennsylvania 
Ry. Co. et al. 
Against a rate of 32c on hay, C. L., Convoy, O., to Rich- 
wood, W. Va., as excessive, unfair and unjust. Cease and de- 
sist order, just and reasonable rate and reparation asked for. 


No. 7743. Englehart Heating Co., Atlanta, Ga., vs. Nashville, 
Chattanooga & St. Louis Ry. 
Unjust and unreasonable L. C. L. rate on rough cast iron 
sectional boiler castings, Chattanooga to Atlanta. Just and 
reasonable rates asked for and reparation. 


No. 7744. James Kennedy, Fargo, N. D., vs. Oregon Short 
Line et al. 

Unjust and unreasonable rates on contractors’ outfits be- 
tween points in North Dakota and Montana. Just and rea- 
sonable rates asked for and reparation. 

No. 7744, Sub. No. 1. James Kennedy, Fargo, N. D., vs. Great 
Northern. 

Unjust and unreasonable rates on contractors’ outfits be- 
tween North Dakota points and Washington. Just and rea- 
sonable.rates and reparation asked for. 


No. _ George T. Mace et al. vs. Pennsylvania R. R. Co. 
et al. 

Against commutation rates into and out of Washington, 
D. C., as unjust and unreasonable and unduly discriminatory. 
Ask for reasonable rates and reparation. 

No. 7558, Sub. No. 1. California Portland Cement Co., Inc., Los 
Angeles, vs. New York Central et al. 

Against a rate of $3.03 on wire cement bag ties from Toledo, 
Ohio, to Colton, Cal., as unjust and unreasonable in that it 
exceeds $1.30. Asks for a reasonable rate and reparation. 

No. 7625, Sub. No. 1. McCaull-Dinsmore Co., Minneapolis, vs. 
C. & N. W. et al. 

Alleges overcharges on bulk shelled corn from Iowa stations 
to Kansas City. Asks for reparation. 

No. 7625, Sub. No. 2. Same vs. C. St. P. M. & O. et al. 

Same as preceding on shipments from Sheldon, Ia., to Coun- 
cil Bluffs, thence to Kansas City. Asks for reparation. 

No. 7625, Sub. No. 3. Same vs. M. & St. L. et al. 

Same as preceding as to bulk oats from Terril, Iowa, to 
Cowles, Neb. Asks for reparation. 

No. 7660. Brown Bros. Lumber Co., Rhinelander, Wis., vs. 
Cc. & N. W. 

Alleges overcharge on lumber from Rhinelander and Lae 
du Flambeau, Wis., to Chicago. through the imposition of an 
l1l-cent rate for a shorter than a longer haul in the same 
direction on the same rails. Asks for reparation from 11 to 
10 cents. 

No, 7660. Anson S, Pierce et al. vs. C. & N. W. 

Same as preceding on shipments from Rhinelander and 

Odanah. Asks for reparation. 
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MINOR UNREPORTED: OPINIONS 


(Copies of Unreported Opinions may. be obtained from the 
aoa office of The Traffic Service Bureau at a nominal 
charge. 


No. A964, I. & S. Docket 494. Cotton and other commod- 
ities to Galveston and other points. Proposed cancellation by 
the Rock Island of through routes and joint rates from points 
in Oklahoma to Galveston and other Texas points. Respondents 
have agreed to continue through routes and joint rates via 
certain lines. Cancellation in certain cases via one route found 
justified. Proposed cancellation by the St. L. & S. F. of routes 
and rates via Texas junction points to points either on or in 
connection with the Rock Island found justified. 

No, A963, Case No. 6841. General Chemical Co. vs. P. R. R. 
The assessing of a charge of $1.00 per car for the weighing of 
empty cars for use in the transportation of import traffic from 
Greenfield, N. Y., found unreasonable and reparation awarded. 

No. A973, Case No, 5389. Humphreys-Godwin Co. vs. C. R. 
I. & P. Ry. Co. et al. Reparation awarded on a claim filed 
more than two years after it accrued, because the real party 
in interest had filed the same claim informally within the two- 
year period. 

No. A974, Case No. 4723. Jos. F. Maxey vs. B. & O. S. W. 
R. R. Co. No error being found in the conclusion reached or in 
the order entered in the case, petition for rehearing is denied. 

No. A975, Case No. 4803. Parrott-Pope Lumber Co. vs. L. & 
N. R. R. Co. et al. Complainant’s claim for damages due to 
the misrouting of certain interstate shipments of lumber not 
sustained. Complaint dismissed. 

No. A976, Case 5804. Hammond Bros. vs. C. B. & Q. Evi- 
dence submitted on rehearing found insufficient to prove that 
complainants sustained damage on account of the application of 
minimum weights on shipments of ice from Omaha, Neb., to 
Kansas City, Mo., previously found unjustly discriminatory. 
Reparation denied. 

No. A977, Case No. 5656. J. A. Adams & Sons Co., Ltd., 
et al. vs. Vicks. S. & P. The unjust discrimination found in 
our previous reports having been removed by the cancellation 
of transit arrangements at Vicksburg and Jackson, Miss., com- 
plaint is dismissed, ; 

No. A978, Case No. 5507. J. M. Hail & Co. vs. A. T. & S. 
F. Ry. Co. et al. Complainant alleges that charges on a car- 
load of alfalfa hay from South Springs, N. M., to Eufaula, Ala., 
were based on an excessive weight. Held: That the evidence 
does not establish the weight claims by complainant. Com- 
plaint to be dismissed upon proof of refund of overcharges on 
account of an admitted excess weight of 80 pounds. 

No. A979, Case No. 4565, Lake Carriers’ Oil Co. vs. P. & L. 
BE. R. R. Co. et al. Case No. 4626, Waverly Oil Works Co. vs. 
Pa. Co. et al. Case No. 4786, Pittsburgh Oil Refining Co. vs. 
P. & L. E. R. R. et al. Case No. 4870, Wadhams Oil Co. vs, P. 
& L. E. R. R. Co. et al. Case No. 4870, Sub. No. 1, Canfield Oil 
Co. vs. P. & L. E. R. R. et al. Rates for the transportation of 
petroleum and its products from Coraopolis and Neville Island, 
Pa., to Milwaukee and Beloit, Wis., and from Pittsburgh, Pa., 
to Oshkosh, Wis., not found to be unreasonable or unduly 
prejudicial. Complaints dismissed. 

No. A965, Case I. & S. Docket No. 499. Rates on coal from 
Johnson City, Ill., to Cape Girardeau, Mo. Proposed increased 
rate for the transportation of coal from Johnson City and other 
points in southern Illinois coal field to Cape Girardeau, Mo., 
found not to have been justified and schedules under sus- 
pension required to be cancelled. 

No. A966, Case No. 5326. Mead & Speer Co. vs. Kanawha 
& W. Va. R. R. Co. et al. Charges collected for the transporta- 
tion of a shipment of lumber from Little Elk, W. Va., to 
Cleveland, O., found to have been assessed upon an erroneous 
weight. Reparation awarded. 

No. A967, Case No. 5368. Enterprise Mfg. Co. vs. Sou. Ry. 
Co. et al. Rate charged for the transportation of jute bagging 
from Rock Hill, S. C., to Rome, Ga., in 1911, found to have 
been unreasonable and reparation awarded. 

No. A968, Case No. 6134. Morley Bros. & Co. et al. vs. Sou. 
Ry. Co. et al. Rates for the transportation of bananas in 
carloads from Mobile, Ala., and New Orleans, La., to Bristol, 
Va.-Tenn., found to have been unduly prejudicial as compared 
with the rates to Knoxville, Tenn. Reparation denied. 

No. A969, Case No. 6560. Wood & Skilton vs. Wash. Sou. 
Ry. Co. et al. Defendant’s failure to comply with instructions 
to divert to Syracuse, N. Y., a carload of lumber enroute from 
Quantico, Va., to Chester, Pa., subjected complainant to dam- 
age. Reparation awarded. 

No. A970, Case No. 6778. Paine Lumber Co., Ltd., vs. C. & 
N. W. Ry. Co. et al. Rate for the transportation of iron drums 
in carloads returned from Oshkosh, Wis., to Anderson, Ind., not 
found to have been unreasonable. Reparation awarded on 
account of overcharges. 

No. A971, Case No. 5238. I. V. Sutphin Co. vs. Tenn. Cent. 
R. R. Co. et al, Fourth Section Applications Nos. 458, 1952, 2045, 
3912 and 3965, rate of 19c per 100 pounds for the transportation 
of paper scrap in carloads from Nashville, Tenn., to Cincinnati, 
Ohio, not found to have been unreasonable. Complaint dis- 
missed. Fourth Section Applicatons Nos. 458, 1952, 2045, 3912 
and 3965, in so far as they seek authority to continue to charge 
rates for the transportation of paper scrap in carloads from 
Chattanooga, Tenn., to Cincinnati, which are lower than rates 
concurrently maintained on like traffic from Nashville, denied. 

No. A972, Case No. 5534. Appalachia Lumber Co. vs. L. & 
IN. R. R. Co. et al. Part of Fourth Section Application No. 1952, 
Complainant shipped two carloads of oak lumber from Bixby 
Siding and Murdock, Va., to Falconer and Buffalo, N. Y., re- 
spectively. A combination rate of 23c was applied, although a 
blanket rate of 19%c was contemporaneously maintained from 
other points on the same line, to some of which the points here 
involved were intermediate. Held: That the rate of 23c was 
unjustly discriminatory. Reparation awarded. Application of 
L. & WN. for relief from long and short haul provisions of the 
Fourth Section denied in part. 

















PERSONAL NOTES 


F. A. Bell, assistant general freight agent of the 
Atchison, Topeka & Santa Fe, was born Oct. 25, 1880, in 
Los Angeles, Cal., was educated in the schools of that 
city and graduated from St. Vincents College with the 
class of 1898. In November of that year he entered the 
service of the A., T. & S. F. Railway Co. as messenger 
in the general offices, and later served some time in the 
auditor’s office and claim department. In 1900 he was 
transferred to the general freight office, Los Angeles, and 
one year later was promoted to San Francisco and 











F. A. BELL. 


served in the office of the general agent. Later he was 
appointed contracting freight agent. On Lec. 1, 1909, he 
was promoted to the position of chief clerk to the assist- 
ant freight traffic manager of the A., T. & S. F. Railway 
Co., San Francisco, and was appointed general agent of 
the freight department, Santa Fe Coast Lines, San Fran- 
cisco, June 19, 1913, in charge of the solicitation of freight 
business in the San Francisco territory. He was ap- 
pointed assistant general freight agent of the A., T. & 
S. F. Railway, headquarters, San Francisco, Jan. 1, 1915, 
and remains in direct charge of solicitation of freight in 
the San Francisco territory and also has supervision of 
solicitation generally north of Bakersfield and San Luis 
Obispo. 

H. V. Dinniene, who recently was appointed acting 
Pacific Coast agent of the Traders’ Despatch at San 
Francisco, Cal., has been appointed Pacific Coast agent. 

Elbert Blair has been appointed southwestern freight 
agent of the Chicago & Alton Railroad at Dallas, Tex., 
vice S. W. Myers, assigned to other duties; Barth Riedy 


has been appointed general agent traffic department, Little 
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Rock, Ark.; F. W. Birchett, Jr., general agent traffic (de- 
partment, New Orleans, and G. A. Fisher, traveling agent, 
New Orleans. 

E. A. Weiberg, district passenger agent of the Chicezo 
& Alton, at Peoria, Ill., has been appointed milk tratiic 
agent at Chicago, succeeding E. M. Linzee, who has been 
appointed passenger agent at St. Louis, Mo. E. H. Yarkey 
succeeds Mr. Weiberg. 

H. Eicke is appointed superintendent transportation 
of the Wabash Railroad, effective February 15, in place 
of F. E. Bolte, resigned to accept. service elsewhere, 
George B. Ingersoll is appointed local freight agent at 
Chicago, in place of Mr. EHicke. Walter Bockstahler, triv- 
eling freight agent, Buffalo, N. Y., is promoted to west- 
bound. agent, Chicago, Ill., succeding George B. Ingersoll. 
Mr. Bockstahler will report to E. H. George, commercial 
agent at Chicago. J. L. Harris is appointed general live 
stock agent, with headquarters in the Live Stock Ex- 
change, Kansas City, in full charge of live stock and live 
poultry traffic. Other duties will also be assigned to Mr. 
Harris in connection with the handling ot packing-house 
products and perishable freight. 

T. F. Steele, freight traffic manager N. O. & N. E. 
Railroad Co., A. & V. Railway Co. and V. S. & P. Railway 
Co., was born Sept. 27, 1856, at Austin, Texas. He en- 
tered railroad service Dec. 11, 1880, with the Alabama 
Great Southern Railroad Co. His subsequent career with 
the lines forming the Queen & Crescent Route has run 
as follows: Dec. 11, 1880, claim clerk, Chattanooga, 
Tenn.; March 1,:1884, assistant agent; Chattanooga, Tenn.; 
April 1, 1886, soliciting agent, Chattanooga, Tenn.; Sept. 
1, 1886, agent, New Orleans, La.; Sept. 15, 1887, agent, 
Birmingham, Ala.; Nov. 10, 1891, division freight agent, 
Birmingham, Ala.; Aug. 1, 1894, general freight agent, 
Birmingham, Ala.; April 1, 1898, general freight agent, 
New Orleans, La.; Dec. 1, 1909, freight traffic manager, 
New Orleans, La.; Feb. 1, 1915, vice-president and traffic 
manager, New Orleans, La. 

At a meeting of the board of directors of the Great 
Northern Express Co., held February 10, W. P. Kenney 
was elected president, and Ronald Stewart was elected 
vice-president and general manager to succeed D. S. Elli- 
ott, president, resigned. 


A. A. Poland began his railroad career in 1884 as a 
clerk for the B. & O. at Columbus, O., leaving in 1886 to 
become a clerk in the local office of the Wabash at East 
St. Louis, Ill. After various promotions in the local work 
he became chief clerk for the Jacksonville Southeastern 
Line at East St. Louis in 1891, serving in that capacity 
for one year. In 1892 he was appointed contracting agent 
for the same company at St. Louis, Mo. In September, 
1893, the Jacksonville Southeastern line was reorganized 
under the name of the Chicago, Peoria & St. Louis Rail- 
way, and he was appointed commercial agent at St. Louis, 
serving in that capacity until July, 1897, when he was ap- 
pointed general Southwestern agent of the Ontaria De- 
spatch and R. W. & O. fast freight lines. These two 
lines operated over the Wabash railroad. He remained 
in that position until the first of February, 1909, when he 
took a similar position with the Ontario Central Despatch 
and Rutland, Michigan Central lines at St. Louis. In Feb- 
ruary, 1911, he resigned that position to become west- 
bound agent for the N. Y. C. lines at St. Louis, serving in 
that capacity until April, 1912, when he became general 
freight agent of the Kansas City, Missouri River Naviga- 
tion Co. at Kansas City. In severing his relations with 
the railroads after twenty-eight years of service, he did so, 
he says, feeling that river navigation is having a great 
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revival on the Western Rivers and that there is a great 
future for traffic men in that character of service. Traffic, 
he says, must of necessity be revived on the western 
rivers, and these great arteries of commerce made use 
of in the transportation of traffic which has reached such 
a volume that the western railroads are many times un- 
equal to moving the traffic offered. He also feels that 
river traffic is feasible and should be used as an adjunct 
to the transportation facilities of this country and not 
as a means of cutting rates or demoralizing the rate 
fabric, which it has taken the best traffic men of the 
country years to work out. 

He believes that within the near future steamboat 
lines operating on interior waterways will be subject to 


A. A. POLAND. 


the jurisdiction of the Interstate Commerce Commission 
and will be placed on a strict differential basis. The 
present movement to revive river traffic, he says, is re- 
sulting in the building of modern boats and barges which 
are practically non-sinkable and give perfect protection 
to freight, and also in the building up of river terminals 
with physical connections between the water carriers and 
the rail carriers, giving both prompt and easy facilities 
for the interchange of traffic at termini. Mr. Poland is 
president of the Railroad Club of Kansas City. 


DOINGS OF THE TRAFFIC CLUBS 


At the annual meeting and election of the Trans- 
portation Club of Detroit, held February 6, the following 
officers were chosen: President, Charles P. Hackett, 
trafie manager, United States Radiator Corporation; 
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first vice-president, A. Christiansen, G. F. A., Grand Trunk 
System; second vice-president, G. A. Morrison, A. T. M., 
Parke, Davis & Co.; secretary, W. R. Hurley, New York 
Central Railway; treasurer, W. A. Burns, Union Pacific 
Railway. J. S. Kellie, traffic manager of J. B. Ford Co., 
and Geo. W. Parker, G. F. A. of the D. U. R., were elected 
to the executive committee. The installation of officers 
took place Saturday evening, February 13, at the annual 
dinner held at the Hotel Tuller Roof Garden. The speak- 
ers were Hal. Smith, attorney for the Michigan Manu- 
facturers’ Association; H. W. Nimmo, editor, Detroit 
Saturday Night, and the Rev. W. H. Dooley, president of 
Detroit University. The membership of the club is now 
over six hundred, and the prediction was made by Presi- 
dent-elect Hackett that the seven hundred mark would 
be reached before the close of the year. 


The Traffic Club of Dallas is about three years old. 
January 1 it had 131 members and it is taking in 12 to 
20 additional members each week. Formerly the meet- 
ings were only held two or three times a year. January 
1 a progressive ticket was elected and since then the club 
has been one of action. It now has weekly luncheon 
meetings. At the last one there were in attendance 
101. At these meetings it is the plan to have an 
interesting speaker address the meeting, usually a local 
man, on traffic problems, but when there is a visitor of 
prominence the club nabs him. The official weekly pub- 
lication is entitled “The Traffic Review.” The weekly 
meetings are held at the leading hotels and cafes, chang- 
ing each week, so as to keep the service competitive 
and top notch. o 


The fifth annual meeting of the Traftic Branch of the 
Cincinnati Chamber of Commerce was held at Hotel 
Metropole, Monday evening, February 15, preceded by a 
banquet. The retiring chairman, Frank Van Slyck, de- 
livered his annual address. The other speakers were: 
T. C. Powell, president Cincinnati Chamber of Commerce 
and vice-president of the Cincinnati, New Orleans & 
Texas Pacific Railway; H. G. Wilson, president of the 
National Industrial Traffic League, and A. W. Thompson, 
vice-president of the Baltimore & Ohio. Mr. Wilson’s 
topic was “The National Industrial Traffic League.” He 
explained somewhat in detail the aims and purposes of 
the League and the work it is doing. Mr. Thompson 
dealt with the growth of the railroad systems of the 
United States, and made interesting comparisons between 
the railroad of to-day and the roads when the B. & O. 
began operating. The following officers were elected: 
Chairman, W. S. Groom, T. M., the Whitaker Paper Co.; 
vice-chairman, Charles F. Robb, T. M., P. R. Mitchell 
Co.; secretary, C. R. Gilliam, T. M., Campbell Creek Coal 
Co. The program closed with an act entitled “A Little 
Comedy,” presided over by a black-face comedian, who 
kept the audience in a roar of laughter for three-quarters 
of an hour with popular songs and jokes, ending with 
local hits upon most of the members, including the 
presentation of a huge papier-mache gavel to the retiring 
chairman. In the course of his address Mr. Van Slyck 
said: “All of the interesting speakers you have heard, 
all of the competitive papers you have listened to last 
year, were secured, not for the purpose of enabling the 
speaker to demonstrate how much he knew of his sub- 
ject, or how fluently he could write it, or how eloquently 
he could deliver it, but for the sole reason of presenting 
traffic problems to you in such a practical and interesting 
manner that you would be encouraged to study the sub- 
ject further for your own self and then, by its practical 
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application in your daily work, eventually enable you to 
reap the harvest of your own work. The business world 
needs men who can do things. You have heard, and it is 
true, that there is always room at the top, and the vari- 
ous professions furnish many ladders by which the 
heights may be scaled, but in the late years a new ladder 
has been erected for the industrial traffic manager. This 
ladder was erected by our bosses because they felt the 
need up there at the top of men who could handle traffic 
and transportation problems and co-operate with their 
sales, purchasing, advertising and other departments, al- 
ready represented there. That many intricate and tech- 
nical decisions by the Interstate Commerce Commission, 
state commissions and. courts, together with diversified 
styles of tariffs, indulged in by the railroads, some of 
which are gems in a way, helped to expedite the building 
of this ladder is true, and, because it is true, it behooves 
the traffic manager to study the law as well as the facts.” 





Almost three hundred of the employes of the New 
York and Staten Island divisions of the Baltimore & 
Ohio Railroad, with their wives and women friends, 
gathered at the Broadway Central Hotel, New York, 
Saturday, February 6, for their second annual banquet 
and fellowship meeting. The entire second floor of the 
hotel was given over to those who attended, and the 
reception committee, which was composed of men from 
different branches-of the service, and from different sec- 
tions of the company’s properties on the metropolitan 
divisions, did valiant service in making the guests known 
to each other. When the diners gathered in the banquet 
hall there was a hum of conversation and laughter. 
One of the boys in New York had prepared a faithful 
facsimile in royal blue and gold showing the Baltimore 
& Ohio Safety First shield, and the answer of President 
Willard to the question, “Where do you place safety in 
relative importance among the ends to be sought in the 
operation of a road?” emblazoned in big facsimile letters 
of the president’s handwriting, “Above everything else.” 
An orchestra enlivened the dinner hour and between 
courses several vocalists sang Broadway’s latest song 
hits and persuaded the diners to join in some of the 
more familiar choruses. After the coffee and the passing 
of the havanas the toastmaster, W. Cornell, who when 
on the job is the terminal agent at the company’s pier 
22, N. R. Manhattan, introduced the more formal part 
of the evening with some appropriate words and then 
called on the double quartet of the Baltimore & Ohio 
forces in Baltimore for a song. They responded with 
“Cousin Jedediah.” C. C. F. Bent, general superintendent 
of the New York division and vice-president of the Staten 
Island lines, was introduced, and, as the operating head 
of the company’s activities in the metropolitan district, 
welcomed the guests to the dinner. He was followed by 
the singing of “Old Black Joe” by the quartet. J. M. 
Watkins, auditor of revenue from the general offices in 
Baltimore, won some of his hearers at the outset by 
claiming that his department, the auditing, was the 
most important in the whole organization and, since he 
was one of the guests, those who did not agree with him 
(and the operating and traffic departments were well 
represented) decided not to dispute the statement at 
that time. However, Mr. Watkins brought much biblical 
and other ancient proof to substantiate his claim. His 
address was followed by the “Winter Song.” C. W. Tom- 


linson, general eastern freight agent, read a paper on 
the best way to obtain efficiency from railroad employes 
and railroad operations. 


W. H. Averell, general super- 
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intendent of the Staten Island lines, was the next speaker. 
The addresses were concluded by remarks by Robert M. 
Van Sant, editor of the Baltimore & Ohio Employes’ Mag- 
azine, on the subject of “Good-Fellowship.” The diners 
then rose and joined in the singing of “Auld Lang Syne” 
and the “Star Spangled Banner,” and after the chairs 
and tables had been removed many couples stayed to 
enjoy the dancing. Attractive favors were given to all 
present, and the dinner committee surprised the guests 
by giving to each of them a handsome fountain pen 
decorated with silver filigree work. A. W. Thompson, 
third vice-president and chief operating officer of the 
railroad, who was to have been the guest of honor of 
the occasion, was kept away by a business engagement. 





The eighth annual dinner of the Transportation As- 
sociation of Chicago was held February 11 at the Hotel 
Sherman, 420 being present. President H. E. MacNiven 
presented the toastmaster, Robert M. Sweitzer, clerk of 
Cook County. Luther M. Walter made the address of the 
evening. The toastmaster presented Judge John P. Mc- 
Goorty, who made a short address relative to co-operation 
and led up to the duty which he had been delegated to 
perform, of presenting a gold watch-fob to the retiring 
president, Charles H. Schniglau. The toastmaster then 
called attention to the stage at the end of the room, 
announcing that a surprise had been arranged by the 
committee in the entertainment provided. Among the 
invited guests were F. Zimmerman, vice-president of the 
Monon; S. M. Rogers, vice-president E., J. & E., and 
Interstate Commerce Commission Examiners George M. 
Brown and A. W. Guttheim. 





At the monthly meeting of the Newark Traffic Club, 
February 1, several important matters were discussed. 
An amendment to the constitution was voted on, but 
was not carried. The proposed amendment was to make 
two distinct classes of members, resident and non-resident. 
The resident members were to be limited to traffic men 
having direct charge of transportation matters connected 
with firms they were associated with and members of 
firms who had more or less dealings with railroad com- 
panies and transportation. The non-resident members 
were to be those holding subordinate positions with trans- 
portation companies or. firms interested in traffic and 
persons interested in traffic matters. The club went on 
record as objecting to the administration ship-purchase 
bill. The Rev. Wm. Y. Chaplin, pastor of the Roseville 
Presbyterian Church, gave a talk on Abraham Lincoln. 





The Transportation Club of Indianapolis is, under a 
new plan, arranging a meeting to be held some time in 
the first half of March, at which it is the intention to 
have a speaker or speakers of national prominence and 
ability discuss matters of interest. The new plan has 
for its purpose a division of the work done in connection 
with the gatherings. Thus, in the future, the publicity 
and speakers’ committee will arrange and secure in ad- 
vance such features as have to do with the intellectual 
side, whereas the committee on entertainment will devote 
all of its energies toward producing a full measure of 
jollity. 





The annual dinner of the Traffic Club of New York 
on Saturday evening, February 13, had an attendance of 
more than 1,200. The special features presented by the 
entertainment committee were of a satirical character 
and made a hit in their treatment of the question of 
higher freight rates and the effort to pass a shipping bill 
in Congress. Speakers of the evening were President 
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Nicholas Murray Butler of Columbia University and Con- 
gressman Clarence B. Miller of Duluth, Minn. Dr. Butler 
made an attack upon the investigation of the federal in- 
dustrial relations commission, and particularly the ex- 
pressed opinions of its chairman. The proceedings of 
the commission were declared to be demagogic agitation, 
accomplishing nothing by asking foolish questions of rich 
and-poor. At the regular monthly meeting of the club 
next Tuesday evening, W. S. Kies, manager of the foreign 
trade department of the National. City Bank of New York, 
will give an address on “Our Expanding Foreign Trade.” 


TWIN CITIES LAKE AND RAIL 





THE TRAFFIC SERVICE NEWS BUREAU, 


Colorado Building, Washington, D. C. 

Justification of the increase of the spread of Twin 
Cities’ lake-and-rail rates from 21 to 28 cents, which 
would be brought about if the Commission allowed the 
tariffs suspended in I. and S. No. 361, in the arguments 
on that subject heard on February 15, consisted largely 
of quotations from the decision of the Commission in 
the case in which it put Duluth on a parity with Chicago. 
In that decision, Chairman Harlan used language indi- 
cating that the Commission believed that the lake-and-rail 
rate of 83 cents to the Twin Cities was too low. On 
that language the railroads base a proposal to increase 
that first class lake-and-rail rate from 83 to 90 cents 
and all other rates in proportion. 

When Duluth was put upon a parity with Chicago 
the spread was increased from 15 to 21 cents. Chairman 
Harlan, in the opinion on that case, said that the deci- 
sion would not give Duluth all she demanded, but that 
the Commission felt it had gone as far as possible as the 
record in that case permitted. Words were also used 
indicating the belief of the Commission that the rates to 
Twin Cities were too low. ' 

Frank B. Kellogg, appearing for the Minneapolis Civic 
and Commercial Association and the merchants of the 
Twin Cities generally, argued not only that the 83-cent 
scale of lake-and-rail rates is not too low, but that it 
is unduly high in comparison with the 80-cent scale to the 
upper Mississippi River crossings. 

“All we ask is that we receive rates comparable with 
lake-and-rail rates to the Mississippi River crossings,” 
said Mr. Kellogg. “If any increase is permissible it 
should accrue to the lines running west from the Twin 
Cities, not the eastern lines, which are seeking this 
7-cent addition to the scale. The western lines did not 
appear in the Duluth case. Why, is none of our business, 
but they did appear in this case to say not only that 
the proposed addition is unjust, but that the old differ- 
ential of 15 cents, Twin Cities over Duluth, was just 
and reasonable. 

“The Twin Cities are only 150 miles west of Chi- 
cago, instead of 400, as usually suggested. Lines of 
carriers along the south shore of Lake Superior make a 
lake-and-rail mileage that puts the Twin Cities only that 
far west of Chicago. Duluth is 96 miles west of Chicago, 
but this Commission, in deciding the Duluth case, said 
that that difference in mileage is fully overcome by 
reason of the greater expense of handling traffic through 
Chicago. 

“Twin Cities will be absolutely shut out of the inter- 
mountain markets if the eastern lines are permitted to 
make this increase. They are seeking to increase rates 
to Twin Cities alone. They have been denied the privi- 
lege of increasing lake-and-rail rates in the decision in 
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the five per cent case. They seize upon the words in 
the Duluth case quoted so often as their only justification 
for making an advance which is denied in the five per 
cent case.” 

Stewart Pratt, for the Lehigh Valley, said that the 
issues in this case were made, not by the formal com- 
plaint of the Minneapolis Civic and Commercial Associa- 
tion, Docket No. 6512, which was heard in connection 
with the I. and S. proceeding, but by the first Duluth 
case begun in 1912. He said, after reading what Chair- 
man Harlan said in that decision, that the carriers were 
impressed with the belief that the Commission desired 
further relief for Duluth, and they proposed to give it 
by increasing the spread. 

E. L. Ballard, for the New York Central lines, said 
that the allegation, in the formal complaint, that the 
carriers are discriminating against Twin Cities by main- 
taining a higher scale to them than to the other Mis- 
sissippi River crossings, could not be passed upon in this 
case, because the railroads maintaining the 80-cent scale 
to the crossings are not before the Commission. He 
engaged in an argument with Commissioners Hall, 
Clements and Harlan on his proposition that even in an 
I. and §S. case in which a carrier is seeking to raise 
rates, which, if allowed to become effective, will destroy 
the old relationship, it is the duty of either the protestants 
or the Commission to bring in the parties to the estab- 
lished relationship. The questions of the Commissioners 
indicated that they could not subscribe to a proposition 
that one or two carriers, or any number, for that matter, 
by proposing an increase, which, if allowed, would have 
the effect of destroying an existing relationship, can 
thereby force the carriers which have not proposed any- 
thing to come in and take part in the controversy. 


Francis Sullivan presented the views of Duluth in- 
terests which intervened in the I. and S. and the formal 
complaint proceedings in favor of the increase in the 
spread from 21 to 28 cents. He contended that the 
preference that was granted to the Twin Cities years 
ago has strangled communities between Duluth and Twin 
Cities and for a long time kept Duluth from full use of 
her natural advantage as being at the head of the lakes. 
He said that the increased spread will have the effect 
of giving the cities between Duluth and Twin Cities the 
advantage of their proximity to the head of the lakes. 
He further contended that whatever advantage the Twin 
Cities have over communities farther west is due to their 
proximity to Duluth. Another contention is that the Soo 
Line’s argument that it makes low rates to Twin Cities 
from Duluth so as to get the benefit of distribution from 
the Twin Cities is all erroneous, because, if it made rates 
direct to destinations, it would get more than from the 
distribution from Twin Cities. He said that neither the 
Soo nor any other Twin City-Duluth line can be assured 
when it hauls commodities to the Twin Cities that it will 
get any distributing haul from the Twin Cities, but that 
all can get the benefit of the whole haul by making the 
distribution from Duluth. 


CHARGE FOR LOADING GRAIN. 

The Lehigh Valley, Erie, New York, Susquehanna & 
Western, Delaware, Lackawanna & Western, the New 
York Central, Central of New Jersey and the West Shore 
have been made additional parties to Docket No. 7439, 
Commercial Exchange of Philadelphia vs. the Pennsyl- 
vania Railroad et al. The question raised in that case 
is the reasonableness of the charge for direct loading 
of grain from elevator to vessel at Philadelphia. It is 
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% cent per bushel, while the charge at New York is 
only % cent. The Philadelphians claim this is an undue 
discrimination in favor of New York and that it prac- 
tically wipes out the differential in favor of Philadelphia, 
established by the Commission when it decided the port 
differentials. 


1OWA PROPORTIONAL CLASS RATES. 


On the allegation by shippers in Iowa that carriers are 
not observing the spirit of the Commission’s decisions in 
Docket No. 3464, State of Iowa et al. vs. C. M. & St. P. 
et al., and sub-numbers 1 to 8, and No. 3465, Iowa vs. New 
York Central, involving proportional class rates from 
Mississippi crossings to interior Iowa destinations, the 
Commission has directed the carriers to show cause by 
briefs, on or before March 15, why the Commission should 
not issue an order directing the carriers to do what it 
suggested. 

EFFECTIVE DATE POSTPONED. 
( In case No. 4041, Merchants’ & Manufacturers’ Asso- 
ciation et al. vs. the Pennsylvania Railroad Co. et al., 
the Interstate Commerce Commission has modified the 
order of Dec. 14, 1914, effective Feb. 15, 1915, so as to 
become effective on March 15. 


IMPORTANT REHEARINGS. 

The Commission has decided to reopen Docket No. 
5585, W. F. Boardman Co. et al. vs. Atchison, Topeka &: 
Santa Fe, involving rate on gas cooking stoves, decision 
announced in Unreported No. A 835; No. 5060, John Tay- 
lor Dry Goods Co. vs. Missouri Pacific and Sub. No. 1 to 
57, No. 5200 and Sub. No. 1, Wheeler & Motten Mercantile 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
a Speciality 


REVOLVATOR 


Reg. U. S. Pat. Off 


In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
bettes, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 


It will pay you to investigate this 


machine. Write for Bulletin TR 28, 
“The Revolvator.” 


N.Y. REVOLVING PORTABLE ELEVATOR CO. 3¢4SARELD Ave. 


THE TRAFFIC WORLD 


Vol. XV, No. 8 


Co. vs. A. T. & S. F. et al.; Hicks-Fuller-Pierson Co. et al. 
vs. C. B. & Q. et ali, and No. 5286, Subs. 1 and 3, M 
Smith & Co. et al. vs. C. B. & Q., reported in 21 I. C. | 
205 and 309, involving the question of carload rating fer 
cotton piece goods, and Docket No. 5441, Iowa & Soutii- 
western vs. C. B. & Q., involving a question of through 
routes and joint rates. 


FIVE PER CENT CONFERENCE. 

A conference was held February 17 between Chairman 
Harlan and railroad traffic and tariff officials, with a 
view to carrying out the suggestion made in the original 
five per cent decision looking to a revision of the rates 
in Central Freight Association on a higher basis. The 
suggestion then was that there be conferences between 
the railroads and state officials on the one hand and 
the same officials and Federal commissioners on the 
other hand. The conference was of short duration be- 
cause Chairman Harlan and Secretary McGinty were sum- 
moned to the Capitol to explain estimates of appropria- 
tions asked for by the Commission and which are now 
pending the Senate Committee on Interstate Commerce. 


INTERVENTION ORDERS. 

Swift & Co. have been allowed to intervene in Docket 
No. 7542, Houston Packing Co. vs. Houston Fast & West 
Texas et al., and No. 7552, same vs. International & 
Great Northern et al. 

The Ticonderoga Pulp & Paper Co. has been per- 
mitted to intervene in Docket No. 6785, New England 
Paper & Pulp Traffic Association vs. Boston & Maine 
et al. 


The German American Car Co. 


General Offices 
Harris Trust Building, Chicago 


TANK CARS—For Lease or Sale 


© bed | | man’s ma af 
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where nomortal 
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= 


can. 


eae Lists ois 


covering all classes of business, professions, trades 
or individuals. Send for our complete catalogue 
showing national count on 7,000 classifications. 


Ross-Gould, 512 N. 9th st, St. Louis 


POSITIONS WANTED OR OPEN 


WANTED—Position as INDUSTRIAL TRAFFIC MAN- 
AGER with a manufacturing or commercial concern in 
the East, where ability and results count, by a married 
man, thirty-one years old, having had thirteen years’ 
experience in all departments of shipping, and who has 
just successfully completed the Interstate Commerce 
Course of La Salle Extension University, and is familiar 
with the latest I. C. C. rulings, classifications and tariffs. 
References. Address B. Z. 94, The Traffic World, Chi- 
cago, Il. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc. 


Security Warehouse Company 


MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—iwenty Car Trackage Space. 
Motor Truck delivery in Minneapolis and St. Paul. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Bullding 
ST. LOUIS . 1501 Wright Building 
Carlead distribution to all railroads at Chicago and 8t. 
Leuils without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Ceast points. 


Terminal Transfer & Storage Company, Inc. 
U.:8. Bonded Transfer Mobile, Alabama; 


Forwarding Agents and Distributors of ‘Carload:freight. 
Modern Storage Warehouses with track connections. 


D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 


TRANSFER, MERCHANDISHD =e FORW. - 
ING, DISTRIBUTION AND CITY D Bs. 
Direct Connections With All Rallroads. Fireproof Storage, 
Sprinkler System. 


BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 
China Basin Warehouse and Wharv foot of Fourth 
St., with spur track. General Storage. d Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage 


Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 


| THERE IS ONLY ONE WAY 


Buffalo Storage & Carting Ce. 


BUFFALO, N. Y. 


360-356 Seneca St. ‘“‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., ine. 


LOUISVILLE, KY. 


amport ana export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
19th and Campbell Sts., Kansas City, Mo. 

Exclusively for Merchandise Sto: and 
Distribution. Guaranteed Service. west rates im 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our bookiet, of interest 
to any concerrm doing a warehousing or distributing busi-< 
ness, free for the asking. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men.and drayage contractors, Package cars operated 
to southwestern points at reduced rates. 


Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENBDRAL 
WAREHOUSING. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to ali 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur-Mer. 
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And that is by checking the changes from week to week as they are printed in 
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Don’t Forget That 


BVERY DAY During the Hear- 
ings in the Western Advance Rate 
Case scheduled for March 4th toApril 2nd, 


inclusive, 


Ohe Daily Traffic World 
and Traffic Bulletin 


Will tell you in an unbiased way the im- 
portant facts that are being developed, for 
we will be on the job every minute. 


If you want this information at once, so 
that you can add cumulative testimony 
when necessary, we will send you the 
Daily, by first-class mail, or promptly de- 
liver it in down-town Chicago for thirty days 
for fifteen dollars. 


Ohe Traffic Service Bureau 


418 South Market Street, Chicago 











